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Bel T Warchouse, 
. °1201- Union Ave. 


@ Here, in the heart of tremendous mar- 
kets, is a service completely equipped to 
handle all details of warehousing your 
merchandise and transferring it speedily 
to any trucking or railway point in this 
ereat trading area. 


Such a service is comparable to a branch 
of your own business where complete 
stocks and fast deliveries are essential to 
increasing sales volume. 


The service reputation and financial re- 


Associated with 





All Managed and Operated by 


CROOKS TERMINAL WAREHOUSES, Inc. 


Chicago—433 W. Harrison St. New York Office—-271 Madison Ave. 
Overland Terminal 
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ie wry Warehouse, 
405-1413 St. Louis Ave. 
pker’s Warehouse, 
1104-1110 Union Ave. 


sponsibility of Crooks Terminal Ware- 
houses merit your full confidence, no 
matter how valuable your stocks may be. 
Every necessary facility is available: re- 
ceiving, storing, shipping, answering in- 
quiries, making collections, maintaining 
stock records, making inventory reports 
—even financing staple commodities. 


Give us the opportunity to cooperate 
with you in marketing plans. Write us 
concerning your problems. You'll find 
the cost of our service is moderate. 


TERMINAL WAREHOUSE e BROKER’S WAREHOUSE e SECURITY WAREHOUSE 


wake Mind. las Aa Union Ave. 
Los Angeles 


Warehouse Co., 1807 E. Olympic 
For Additional Detailed Information See TRAFFIC WORLD WAREHOUSE SECTION LISTINGS. 
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high as 25 feet increases available storage space, for 
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152nd Street, Cleveland, Ohio. 
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ACME STEELSTRAP PROCESS SAVES 
TIME, EFFORT FOR WOMEN OPERATORS 


AMMUNITION CARRIERS 
SHIPPED SAFELY, SPEEDILY 


Peacetime experience stood this war- 
time producer of mortar ammuni- 
tion carriers in good stead. Recalling 
his damage-free experience with 
Acme Steelstrapped shipments, he 





Acme Steelstrap meets all Federal Strap- 

ping Specifications. Here, two Acme 

Steelstraps make these ammunition 
tubes, “‘Bound to Get There.’’ 


called in an Acme representative for 
assistance in meeting packaging spec- 
ifications, speedily. As a result, this 
important war product is reaching 
destination in perfect condition and 
on time. 

As in many other war plants, 
women are successfully employed in 
the packing room . . . where they 
are establishing new speed and effi- 
ciency records with the simple, easy- 
to-use Acme tools. For instance, the 
Acme Steelstrapper eliminates un- 
necessary motion and excess fatigue 
. . . tensions, seals and cuts the strap 
with one stroke of two levers. Write, 
phone or wire for complete details. 


“She and that Acme Steel- 

strapper get rid of shipments 

faster than she used to change 
boy friends.” 


ATi alks EAR 


I ‘5-7 
> eo 
—— 





(0 Mail complete information on fast, safe and 


EcOMOMICAL Shipments Of nnn enennssennnsscenncsornneeenennee 
name of product 


type of container 


[1] Send me a copy of Acme Process News. 


Company... 








She Operators use po built Acme stretchers to tension ~ 
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strap with little effort around ammunition tubes. The Acme Sealer 
forms the strong, secure joints to assure a safe journey for this 2$ 





important war product. 


ACME dilverStitchorn. ACME STEELSTRAP KEEPS 
CONSERVE MAN-HOURS 
—AID WAR EFFORT 





Acme Silverstitchers are assuring 
faster, easier box stitching in many 
war product plants. They are con- 
serving man-hours and woman-hours 
too, as many plants are now using 
women employees for this important 
work. 

Acme Silverstitchers are easy to 
use .. . sturdily built for constant 
and tough use .. . are made in all 
standard and many special types. 


AUME STEEL 
CUMPANY 


2844 Archer Ave., Chicago, Ill. 


MANUFACTURERS OF: STEELSTRAP, 
UNIT-LOAD BANDS, CORRUGATED 
FASTENERS, CARTON STITCHING 
WIRE, SILVERSTITCHERS, STRIP STEEL 
AND OTHER STEEL PRODUCTS. 


THEM MOVING ON THE 
PRODUCTION FRONT 





LEND-LEASE— Acme Steelstrappers are 
used in canning plants for lend-lease ship- 
ments. Operators in this plant each aver- 
age 183 strapped cases an hour! Close 
sailing dates are met on time. 


CONSERVE MAN-POWER 
BY REDUCING ACCIDENTS 


To halt the rising tide of accidents is the 
duty of every industrial organization and 
every industrial worker. To this end 
Acme Steel Company is participating in 
the nation-wide safety campaign — spon- 
sored by the WAR PRODUCTION 
FUND TO CONSERVE MAN POWER. 


SHIPPING HINTS CONTAINED 
IN NEW ACME PUBLICATION 


Another issue of — 
the popular Acme 
Process News has 
just been released. 
Well illustrated, it 
tells how war ship- 
ments are being made 
faster, safer and more 
economically. Mail 
coupon. 
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Railroads and New Equipment 


In every group in which railroad men are gath- 

ered, as well as in many other groups, the com- 
plaint is heard that the railroad transportation machine 
is in danger of being rendered unable to do its job 
because it cannot get sufficient allocation of material 
for the building of new equipment. It has been pointed 
out by many whose voices are worth listening to that, 
unless there is a change in this policy, there may soon 
come a time, with the increase in war traffic that is 
expected, when the railroads will be unable to function 
adequately—‘‘and what,” ask these persons, “is the 
sense in allocating steel for munitions when the rail- 
roads will not be able to haul the munitions?” 

We are sympathetic with that point of view, but 
we think all who hold it ought to consider the subject 
in its larger aspects instead of with relation only to 
their special needs and problems. 

It is the theory that those who have authority 
with respect to the allocation of these needed mate- 
rials have the entire situation in mind, and, while they 
might wish they could allocate more material to the 
railroads, feel that they should not do so at a given 
time because of more pressing needs elsewhere in the 
war program. Somebody must do this deciding if 


there is not enough material for all needs—which there 
apparently is not. 

But now comes the time for frankness. Why is it 
that those who clamor, for instance, for steel for cars 
and locomotives in excess of what they are getting, 
complain? Surely, they recognize the fact that, in the 
winning of a great war, there may be more important 
necessities than their own and that someone must have 
the power to decide such questions. Surely, they would 
not urge their own interests against the interests of 
the nation as a whole. But behind their complaints 
is a reason that they do not utter, at least in any pub- 
lic way, but that we are frank enough to state for 
them. It is that they have no confidence in the people 
in Washington who are making these programs and 
rendering decisions. They may believe in the good 
‘Intentions of these bunglers, but they have no faith in 
their knowledge or ability. That is the real reason 
behind criticisms of allocations, though many of the 
critics may not realize it. Maybe more of them realize 
it than are willing to say it, though it is the only sound 
basis for any criticism at all. If the referee had the 
confidence of the public and those vitally affected by 
his decisions, though they might regret that he found 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, gevernment control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have te deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay fer work-not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping. and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
Wendations for legislation. 


Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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certain decisions necessary for the public welfare, they 
would not question him. 


That is also the most important reason for the 
great Republican gains in last Tuesday’s elections. Those 
increasing votes for Republican candidates were not 
just “Republican” votes; they were not votes against 
war, however hard some of the defeated candidates 
and others who got through by the “ge of their teeth 


may strive to make them appear so; they were votes. 


Meee mag oe 


of protest against the incompetence Z Washington in 


‘setting up and administering an efficient and sensible 
war program, not especially in the actual theaters of 
war, but in the policies that must be enforced on the 
home front. 

~ But, while we are being frank, there are some 
other things that ought to be said. For instance, though 
the railroads are undoubtedly doing an excellent job 
in taking care of the huge traffic load, the difficulties 
of that job are not properly expressed by a figure 
showing the percentage of difference between the load 
that is being carried now and the load that was being 
carried before war conditions set in. It is to be remem- 
bered that before the war and before “lend-lease” the 
railroads were in a pitiful condition with respect to 
traffic. They had much idle equipment and there was 
general admission that the transportation plant was 
too big for its job. Now, much of the increased traffic 
—indeed, practically all of it, to date—is welcomed 
by those who own and operate the railroads. It has 
been a Godsend to them and is reflected in their bal- 
ance sheets. The danger—and it is a danger—is that 
their business will increase to a point where they will 
no longer be able to handle it without additional equip- 
ment that is now denied them. We speak of this as 
a danger to the public and the war effort—not par- 
ticularly as a danger to the railroads. 

And there is another thing that the entirely frank 
person must take into consideration. Perhaps -those 
in charge of the allocation of material do consider it 
to an unreasonable degree. That is the readiness of 
railroads to buy equipment now in face of huge excess 
profits taxes. Manifestly, what they can spend in this 
way costs them little or nothing for, if they do not 
spend it, they will have to pay it in taxes. The rail- 
roads are not the only business people who look with 
more favor now than in ordinary times on proposals 
for spending their money. 


We do not say these things in. order to sneer or 
induce others to sneer at the needs of the railroads. 
We merely try to see all sides of a picture and not to 
fall too easy a victim to tears that are, perhaps, not 
all justified. 

To add to the confusion with respect to the alloca- 
tion of materials to the railroads comes the statement 
of Chairman Nelson, of the War Production Board 
(elsewhere), announcing the development of a “con- 
trolled materials plan,” which, he says, will have the 
effect, among other results, of “insuring that the rail- 
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roads will get their proper share of materials needeq 
to do the job they must do.” 

Always there must be a new “plan” or “bureay” 
to solve an old problem. If Mr. Nelson means that the 
railroads will get only their “proper share” and is not 
admitting that they have not been getting it, then 
we do not see any benefit from the new plan, except 
as it may be an admission that the old one is discarded 
as unreliable, and something for the railroads may, 
therefore, be expected from the new one, if it works. 
The impression given out is, of course, that the rail- 
roads will get more than they have been getting, 
though we see nothing in the announcement that really 
promises this. If they do, however, get a better alloca- 
tion of material by reason of the new plan, it will be 
an admission that the War Production Board, up to 
now, has been acting without sufficient knowledge— 
which is the belief of those who have favored more 
generous allocations for railroad equipment. 


We are transferring from the “short haul” to the 
“long haul” part of our “platform” the “plank,” “kill 
the St. Lawrence Waterway proposal,” because, thank 
God, that pet scheme of President Roosevelt’s has 
apparently been shelved until after the war, even he 
at last being able to see that to carry it through now 
would cause an indefensible drain on man power and 
material needed for war purposes. We have no doubt 
that, after the war, if Roosevelt still reigns, the plan 
will be revived, so we are retaining our expression of 
opposition in the permanent part of our platform. 


One of the good results of the elections this week 
is the discrediting of the Gallup poll. We have no 
feeling against Dr. Gallup nor desire to see his busi- 
ness fail, and, perhaps, if it could be proved that his 
system of polling was absolutely reliable, it might be 
valuable to have his measure of public opinion on every 
imaginable question. But there have always been 
doubts as to its reliability and, in our opinion, it has 
been a bad thing to have it in existence and taken by 
so many as the absolute as to the percentage of public 
opinion for or against every important action or policy. 
So, the Gospel according to Gallup is in the discard, 
where all gospels not inspired ought to be. 


Function of the Trade Press 


In this column last week we devoted some space 

to explaining the function of the daily newspaper. 
Perhaps it might be well also to say something about 
the function of the trade and business magazines, in 
which classification falls the Traffic World. 

The trade or business magazine differs from the 
daily newspaper only in the fact that it is published 
weekly or monthly, instead of daily, and that its field 
is restricted to the particular business of the readers 
whose special attention it seeks to engage, instead of 
the entire world of news. We are not now, of course, 
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considering those magazines that are devoted purely 
to entertainment. 


It is a common thing to find a “trade” magazine 
in a particular field, started only because it was the 
belief of the promoter that there was some advertis- 
ing to be picked up there, edited by a man of no quali- 
fications or ideals except such as to enable him to 
do just the simple thing for which he was hired, and 
existing through pressure brought on the people in 
its field to buy it because it is published “in their in- 
terest” and the same kind of pressure on advertisers 
for “support.” ‘These are the “kept” magazines. They 
carry little or no weight, and seldom try to. All they 
desire is that the editor use his scissors expertly and 
industriously enough to make a show of “covering the 
field.” They go to no extra expense for special mate- 
rial and to no trouble to get last minute developments. 
Of course, some are better than others—or not so bad 
as Others. There is nothing wicked or vicious in what 
they do. They are just innocuous. 

There is another class of trade and business maga- 
zines, though here, too, some are better than others. 
They endeavor to cover adequately the field to which 
they are devoted. They solicit advertising on its merits, 
their only sales argument being that they reach the 
people to whom the advertiser is trying to sell his 
goods or his services. All of them profess not to allow 
advertising or circulation to influence their policies, 
other than the policy of properly covering the field. 
The best of them live up to that profession, comment- 
ing editorially on important questions in their field, 
letting the chips fall where they may, and devoting 
their energies to conveying complete and authoritative 
information up to the last minute possible. There are 
too few publications of this sort, but the Traffic World 
lays claim to being one of them. 


Government Ownership? 


We shall probably have more to say later, on its 
merits—or lack of them—about the report of the 


National Resources Planning Board, which hints at 


government ownership of transportation agencies, but 
just now we wish merely to get into the record, simul- 
taneously with the publication of the report, a caution 
that it be not taken too seriously. a 


There is nothing the matter with the transporta- 
tion plant or its operation that sane action under pri- 
vate management and ownership cannot cure. We must 
not be stampeded by the current effort of crackpots 
and regimenters to put everything under government 
control. The war is likely to last a long time. While 
itis in progress, of course, is no time to tackle a prob- 
lem of this sort. After it is over there may have been 
some lessons learned that will profit us in a final solu- 
tion of the “transportation problem.” Certainly, that 
solution does not lie in government ownership, which, 
ho matter what the imperfections of the present sys- 
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tem, would only make them worse and add to their 
number. 

Maybe by the time the war is over sanity will have 
returned to Washington through a change in the ad- 
ministration, or otherwise. Tuesday’s elections indi- 
cated that something of that sort might happen. In 
the meantime, there is a danger that government own- 
ership will be brought about by army demands, to 
which the crackpots will lend a willing ear. The mili- 
tary folks cannot say and probably will not be able to 
say that the transportation machine has broken down, 
but they do give other reasons why they would like 
to be in control. Even if the machine had broken down 
or was in danger of breaking down, we should hesitate 
to bring in the military mechanics to repair it. This is 
a time, however, to be on guard against such attempts 
and to block them not only by opposition tactics but by 
removing specious arguments for a change of system 


by taking sensible action for salutary changes wherever 
they are possible. 


Transportation people, of whatever kind, and their 
patrons must unite in a policy of cooperation and co- 
ordination under private management. We have always 


thought and said this, but now we think it is imperative. 


Railroad Earnings 


Class I railroads of the United States in the first nine 
months of 1942, had an estimated net income, after interest 
and rentals of $572,300,000 according to reports filed by the 
carriers with the Bureau of Railway Economics of the Asso- 
ciation of American Railroads. 

For the corresponding period in 1941, net income of those 
roads, after interest and rentals was $359,710,614. 

Net railway operating income, before interest and rentals. 
of the Class I carriers in the first nine months of 1942, amounted 
to $972,989,640, compared with $755,974,234 in the same period 
in 1941. 

In the twelve months ended September 30, 1942, the rate 
of return earned on property investment averaged 4.58 per 
cent. compared with a rate of return of 3.77 per cent for the 
twelve months ended September 30, 1941, says a statement by 
the association, adding: 

Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies, and cash. 
The earnings reported above as net railway operating income, represent 
the amount left after the payment of operating expenses and taxes, but 
before interest, rentals, and other fixed charges are paid. 

This compilation as to earnings for the first nine months of 1942 
is based on reports from all Class I railroads, representing a total of 
231,288 miles. . 

Total operating revenues in the first nine months of 1942 amounted 
to $5,327,539,489, compared with $3,892,523,031 in the same period in 
1941, or an increase of 36.9 per cent. Operating expenses in the nine 
months of 1942, amounted to $3,346,737,396, compared with $2,614,515,317 
in the corresponding period in 1941, or an increase of twenty-eight per 
cent. 

Class I railroads in the nine months of 1942 paid $875,865,672 in 
axes, compared with $422,375,219 in the same period in 1941. For the 
month of September alone, the tax bill of the Class I railroads 
amounted to $127,258,597, an increase of $66,111,422 or 108.1 per cent 
above September, 1941. 

Fourteen Class I railroads failed to earn interest and rentals in 
the nine months of 1942, of which six were in the Eastern District, 
one in the Southern District and seven in the Western District. 

Class I railroads in September, 1942, had an estimated net income, 
after interest and rentals, of $105,100,000 compared with $59,324,070 
in September, 1941. Those same roads in September of this year had 
a net railway operating income, before interest and rentals, of $154.- 
631.717, compared with a net railway operating income of $104,357,836 
in September, 1941. 

Operating revenues for the month of September totaled $697,- 
792,146 compared with $488,978,901, in September, 1941, while operat- 
ing expenses totaled $399,705,707 compared with $312,288,197 in the 
same month of 1941. 

Eastern District 

Class I railroads in the eastern district in the first nine months 
of this year had an estimated net income, after interest and rentals, 
of $243,200,000 compared with $207,326,793 in the same period last year. 

Those same roads in the first nine months of 1942 had a net rail- 
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way operating income, before interest and rentals, of $402,372,607, 
compared with $373,549,141 in the same period in 1941. 

Operating revenues of the Class I railroads in the eastern district 
in the nine months of 1942 totaled $2,503,944,149, an increase of 29.3 
per cent compared with the same period in 1941, while operating 
expenses totaled $1,619,314,186, an increase of 25.6 per cent above 1941. 

Class I railroads in the eastern district for the month of September 
alone had an estimated net income, after interest and rentals, of 
$41,100,000 compared with $29,516,304 in September, 1941. Net railway 
operating income before interest and rentals in September amounted 
to $61,314,638 compared with $47,923,459 in September, 1941. 


Southern District 


Class I railroads in the southern district in the first nine months 
of this year had an estimated net income, after interest and rentals of 
$94,700,000 compared with $55,208,512 in the same period last year. 

Those same roads in the nine months of 1942 had a net railway 
operating income, before interest and rentals of $144,492,536 compared 
with $104,449,124 in the same period of 1941. 

Operating revenues of the Class I railroads in the southern district 
in the nine months of 1942 totaled $746,590,486, an increase of 47.5 per 
cent compared with the same period in 1941, while operating expenses 
totaled $448,270,527, an increase of 32.6 per cent above 1941. 

Class I railroads in the southern district for the month of Septem- 
ber alone had an estimated net income, after interest and rentals of 
$13,100,000 compared with $6,722,988 in September, 1941. Net railway 
operating income, before interest and rentals in September, amounted 
to $20,068,296 compared with $12,760,199 in September, 1941. 


Western District 


Class I railroads in the western district in the first nine months of 
this year had an estimated net income, after interest and rentals of 
$234,400,000 compared with $97,175,309 in the same period last year. 

Those same roads in the first nine months of 1942 had a net railway 
operating income, before interest and rentals, of $426,124,497 com- 
pared with $277,975,969 in the same period in 1941. 

Operating revenues of the Class I railroads in the western district 
in the nine months of 1942 totaled $2,077,004,854,:an increase of 43.3 
per cent compared with the same period in 1941, while operating ex- 
penses totaled $1,279,152,683, an increase of 29.6 per cent above 1941. 

Class I railroads in the western district for the month of Septem- 
ber alone had an estimated net income, after interest and rentals, of 
$50,900,000 compared with $23,084,778 in September, 1941. Net railway 
operating income, before interest and rentals, in September amounted 
to $73,248,783 compared with $43,674,178 in September, 1941. 


Lift Commerce Obstacles—Roosevelt 


Authority to suspend legislative obstacles to the movement 
of war goods, information and persons into or out of the United 
States was asked by President Roosevelt in a message sent to 
Congress November 2. The message follows: 


On December 23, 1941, I approved a statement of War Production 
Policy for Canada and the United States, which contained the following 
recommendation: 

“Legislative and administrative barriers, including tariffs, import 
duties, customs and other regulations or restrictions of any character 
which prohibit, prevent, delay or otherwise impede the free flow of 
necessary munitions and war supplies between the two countries should 
be suspended or otherwise eliminated for the duration of the war.’”’ 

The needs of war effort have multiplied our demands for a maximum 
and integrated war production not only at home and in Canada, but in 
every country of the United Nations. We must further take advantage 
of possibilities of procurement trom every available source, foreign or 
domestic. Speed and volume of war output have become more than ever 
before in our history the primary conditions of victory. 


To achieve an all-out war production effort, we must implement 
and supplement the steps already taken by the Congress and the Presi- 
dent to eliminate those peacetime restrictions which limit our ability 
to make the fullest and quickest use of the world’s resources. At my 
direction, the government agencies have already removed and are en- 
gaged in removing, wherever possible, numerous administrative require- 
ments and formalities affecting the movement of war goods, informa- 
tion, and persons into or out of the United States. There remain, how- 
ever, many legislative obstacles to that movement which impede and 
delay our war production effort. 

These obstacles fall into two classes: those directly affecting the 
movement to and from the customs territory of the United States of 
material, information and persons needed for the war effort, such as 
customs duties and the laws, and the administrative supervision re- 
quired by law affecting movement of persons and property at our bor- 
ders and ports; and those which impose limitations on the procurement, 
acquisition, or use of non-American articles or the transportation of 
supplies in non-American bottoms, such as restrictions on the use, 
under construction differential subsidy contracts, of non-American 
materials in the construction of vessels under the merchant marine act 
of 1936, as amended; on the procurement of any article of food or cloth- 
ing not grown or produced in the United States or its possessions; on 
the acquisition for the public use, public buildings or public works of 
non-American articles; or the transportation by sea of Navy supplies 
except in vessels of the United States. 


I have already exercised by executive order the power granted under 
the first war powers act to extend to the government procurement 
agencies the authority granted to the Secretary of the Navy to make 
emergency purchases abroad of war materials and to enter them free 
of duty. This has measurably assisted our war effort, but it only par- 
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tially eliminates the obstacles prescribed by law which I have already 
mentioned. 


I, therefore, recommend early enactment by the Congress of iegis- 
lation to the extent required for the effective prosecution of the war, 
the free movement of persons, property and information into and out of 
the United States. I do not now recommend that the Congress repeal 
or amend any of these peacetime restrictive laws. It is my judgment 
that the problem can best be dealt with by giving to the President for 
the duration of the war, but no longer, the power on a selective and 
flexible basis to suspend the operation of all or any such laws, in such 
a way as to meet new and perhaps unforeseen problems as they may 
arise, and on such terms as will enable the Chief Executive and the goy- 
ernment agencies to work out in detail parallel action in other coun- 
tries. 


Senator George, of Georgia, has introduced S. 2833, a bill 
to accomplish the objectives of the President’s message. 


ANTI-TRUST LAWS AND RATES 


The federal grand jury at Chicago, before which the anti- 
trust division of the Department of Justice is conducting its 
investigation into the rate-making of the railroads and the 
highway carriers, held no sessions this week. 

The date for the return of the subpoenas served on the 
Central States Motor Freight Bureau and its local bureau mem- 
bers, already twice postponed, was again postponed from No- 
vember 5 to November 13, to give the staffs of the bureaus 
more time in which to assemble the material called for. Late 
last week C. S. M. F. B. officials were under the impression 
that the division might arrange for the amendment of the 
subpoena so as to reduce materially the mass of material 
demanded, but prospects of such a change appeared less likely 
at the end of this week. Division investigators, who were ex- 
pected to appear at the bureau offices early in the week for 
conferences intended to eliminate much of the required mate- 


_ Trial, had not shown up there by November 6 (see Traffic World, 


October 31, p. 1051). 


ARMY SPECIALIST CORPS 


The War Department has announced consolidation of the 
Army Specialist Corps and the army officer procurement 
system. A number of men active in the field of transportation 
joined the corps after its organization (see Traffic World, Au- 
gust 29, p. 492). The department said it had been found that 
the purposes of the corps could not be accomplished to the 
best advantage in the midst of war because of the civilian status 
of those appointed in it to serve with the army. 

Specially trained men who have already been appointed in 
the corps for duty requiring military rank with the various 
arms and services or at schools will, with the concurrence of 
the chief of the branch to which they are assigned for duty 
and if otherwise found qualified for officers’ commissions, be 
tendered commissions in the army of the United States. 

Outstanding applications for appointment in the corps pre- 
viously filed by persons in civil life will continue to be avail- 


able for consideration for appointments in the army of the 
United States. 


NEW STEEL DRUM CONTROL 


New steel drum containers and parts in the hands of man- 
ufacturers have been put under complete allocation control by 
the W. P. B. Director General for Operations. 

“Purpose of the action is to channel delivery of new steel 
drums to supply the most essential requirements of the produc- 
tion program,” said the W. P. B., November 3, adding: 


Sheet steel allotted for the manufacture of steel drums has been 
found insufficient to satisfy all outstanding orders rated AA-1 or higher, 
making it necessary to exercise tighter control over sale and delivery 
of the containers. 

The order, M-255, prohibits manufacturers from selling or delivering 
new steel drums and parts (excepting flanges, plugs and cap seals) 
after November 16, without specific authorization of the Director Gen- 
eral for Operations. Likewise, persons manufacturing drums for their 
own use are prohibited from using any drums which were not com- 
pletely manufactured before November 16, unless they have similar 
authorization. 

Authorization must be applied for by addressing a letter in dupli- 
cate to the Containers Branch, War Production Board, Washington, 
D. C., marked Ref: M-255. The letter should have a copy of the pur- 
chase order attached and should state what the drums are to be used for, 
what products are to be shipped in them, where they are to be shipped, 
and the use to which their contents are to be put. 

Steel drum containers, used for.packing such products as 0il and 
gasoline, are essential for shipment of supplies to the armed forces 
and for other purposes connected with the war program. 

An earlier order, L-197, established restrictions over the use of both 
new and second-hand drums, and listed products which could not be 
packed in steel drums. Today’s action prohibits the use of new drums 
for packing permitted products without authorization. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Adjustment of Sugar Charges 


The Commission has authorized and directed carriers 
parties to Agent Kipp’s tariffs I. C. C. Nos. 1420 and 1453 to 
adjust charges on carload shipments of sugar that originated 
prior to September 15, 1942, at Pacific coast points, stored in 
transit and destined to points east of Chicago, IIl., to basis of 
the rates made effective on that date. The adjustment is the 
outgrowth of a petition of the carriers. 

Prior to September 15, 1942, a large number of carload 
shipments of sugar moved from Pacific coast points destined 
to points east of Chicago. The shipments were stored in transit 
and collectible charges were on the basis of the combinations 
of intermediate rates in force via the routes of movement. 
Effective September 15, 1942, in supplements to the aforemen- 
tioned Kipp tariffs, the carriers authorized storage in transit 
privilege on sugar in connection with carload class rates from 
Pacific coast points to destinations east of Chicago. The car- 
load class rates under which the storage privilege was author- 
ized were subject to certain tariff rules. In their petition, the 
carriers asked authority to apply to the transportation of car- 
load shipments of sugar that originated prior to September 15, 
moving from Pacific coast points, stored in transit and destined 
to points east of Chicago, the combinations of rates arrived at 
under the rules made effective on that date. The Commission 
said it was of the opinion it would be unjust and unreasonable 
for carriers to collect charges on such shipments in excess of 
those accruing under the rates established effective September 
15. It therefore authorized and directed the adjustment of 
charges as aforesaid. 


Colored Passenger Case 


Accommodations furnished C. S. Stamps, a colored citizen 
and clergyman of Kansas City, Mo., on June 17, 1941, for the 
Dallas-Teague, Tex., portion of his interstate passenger train 
journey from Kansas City, Mo., to Houston, Tex., have been 
found unreasonable and unjustly discriminatory and unduly 
prejudicial to complainant and other colored persons holding 
so-called clergy coach tickets and unduly preferential of white 
persons holding similar tickets by the Commission, division 3, 
ina report in No. 28781, C. S. Stamps vs. Chicago, Rock Island 
& Pacific Railway Co. et al. 

“But,” says the Commission, “on the whole, the record war- 
rants the conclusion that the accommodations now furnished 
are substantially equal.” 


The Commission has ordered dismissal of the complaint on 
finding the complaint to have been satisfied for the future. 


According to the report, complainant alleged that he pur- 
chased a ticket on June 16, 1941, from Kansas City to Houston, 
and that, for that portion of the journey made the next day 
from Dallas to Houston unreasonable accommodations were 
furnished. Complainant traveled over the Atchison, Topeka & 
Santa Fe to Dallas and thence over the Rock Island to Teague 
and Houston. The fare paid, the report said, was $7.30, or one- 
half of the regular coach fare, a courtesy extended to ministers 
of religion by the carriers, as authorized but not required under 
the provisions of section 22 of the act. 


Separation of the races in passenger trains, the report said, 
was required by law in Texas. At the time of complainant's 
journey, it said, the only accommodations on the passenger 
trains for colored persons holding coach tickets were in the 
baggage-mail compartment. On complainant boarding the 
Rocket a few minutes before leaving time on the morning of 
June 17, 1941, he, with his companion, a colored clergyman 
from Wichita, Kan., were directed by the conductor over their 
Protests to seats in the baggage-mail compartment, said the 
report. It was stated that the baggage-mail compartment did 
not have the facilities of the coach-dinette which was reserved 
for white persons only. The report said that each train, the 
Texas Rocket and the Sam Houston Zephyr, had an average 
Patronage of about 10 colored persons a month, and “the man- 
agement apparently felt that in view of this limited demand 
these accommodations for colored persons were reasonably ade- 
quate.” The Commission, however, cited the decision in Mitchell 
vs. United States, 313 U. S. 80, wherein the Supreme Court held 
In effect that a limited demand was no excuse for not furnishing 
Colored persons accommodations substantially equal to those 


furnished white persons traveling on the same class of ticket. 

__ Beginning September 4 and October 11, 1941, the report 
said, accommodations for colored passengers on the Zephyr 
and Rocket were furnished which were substantially equal to 
those furnished white persons. In part, the Commission said: 


As reparation is not here sought and the complaint has been satis- 
fied for the future, the Rock Island contends that we can and should 
make no finding for the past. Where, as here, an issue as to the past is 
presented involving questions essentially of fact and of our administra- 
tive discretion, it is well settled that a finding must be here sought be- 
fore the jurisdiction of the Federal court may be invoked. Under sec- 
tion 9 of the act, complainant may elect either to (1) seek a finding here, 
and, when we have declared the practice to have been unlawful, seek 
damages in the courts, or (2) seek a finding and reparation order here, 
if the order is not obeyed, sue on it in the courts. We are therefore 
of opinion that we can and should make a finding as to the past in this 
proceeding. 

Finally, the Rock Island contends that, as a holder of a reduced- 
fare ticket, complainant was like a holder of a pass and, as a mere 
‘“‘licensee as a passenger,’’ was not entitled to the protection of sections 
2 and 3 of the act. It is well settled that where a railway company 
exacts any compensation for carriage, relation of common carrier and 
passenger and liability of the company as such carrier persists in per- 
sonal injury cases. Alexander vs. St. Louis-S. F. Ry. Co., 2 S. W. 
(2nd) 165. We see no sound reason why such passenger should not also 
be entitled to the protection of sections 2 and 3 of the act at least as 
between persons holding similar tickets. While there is no evidence 
that any white person holding a clergy ticket was actually travelling 
on the Rocket on the date mentioned, the Rock Island admits that at 
that time it was its practice to permit white persons holding such 
tickets to ride in and enjoy the facilities of the coach-dinette above 
described. 





Automobile Traffie Divisions 


Allowing the parties in dispute sixty days in which to agree 
on divisions before entertaining a petition to have it prescribe 
them, the Commission, by division 3, in MC C-207, Square Deal 
Cartage Co. et al. vs. Lake Erie Tariff Bureau et al., has found 
unlawful the divisions paid to Great Lakes water carriers out 
of joint water-drive-away rates on motor vehicles from Detroit, 
Mich., to points in Ohio, Pennsylvania and West Virginia. But 
it said the record made at the hearing was inadequate to enable 
it to prescribe divisions. The Commission said the complain- 
ants deemed it inadvisable to submit data concerning costs, 
volume of traffic and other factors enabling it to prescribe di- 
visions because of the pending general investigation of rates on 
automobiles in No. 28190. 

The disagreement arose out of the difference in divisions 
which depended on whether the automobiles, after delivery 
on docks at Cleveland, were driven away, in pairs, one car 
towing the other, or whether they were loaded on trucks for 
onward carriage into the interior. 

The differences in the treatment which a water carrier 
line may accord to its connections when they participate in 
joint rates, says the report, must be justified by differences in 
the transportation services rendered by the water line. Here, 
it adds, the water line accords its connections different treat- 
ment, although there is no difference in the water service. 
Clearly, it says, this is contrary to the provisions of the act 
which prohibit preferring some connections or unduly prej- 
udicing others. The Commission said it concluded that the 
disparities in the divisions demanded by the Detroit & Cleve- 
land boat line of the joint water-drive-away and joint water 
truck-away rates, respectively, unduly preferred the defendant 
drive-away carriers and unduly prejudiced the complainant 
truck-away carriers, and that the divisions to be received by 
Detroit & Cleveland should be uniform on traffic delivered to 
its drive-away and truck-away connecting carriers. 

Dissenting, Commissioner Johnson said the principal case re- 
lied on, Chattanooga Packet Co. vs. I. C. R. R. Co., 33 I. C. C. 
384, dealt with proportional rates whereas this case dealt with 
divisions of joint rates. The principles governing the determi- 
nation of reasonable and equitable divisions of joint rates, it 
said, were quite different from those governing the determina- 
tion of reasonable rates, the latter being paid by the shipper, 
whereas the former were matters to be adjusted as between 
carriers. The drive-away service, he observed, was an in- 
ferior service as compared with the truck-away service, and 
the through charges in connection with the drive-away service 
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were considerably lower than those in connectiton with the 
truck-away service, the latter rates varying according to the 
weight of the vehicle whereas the rates for the drive-away 
service applied on all vehicles weighing 3,600 pounds or less. 
He said he agreed with the examiner’s proposed report, which 
found that the divisions of the water carrier were not shown to 
be unreasonable, inequitable, or otherwise unlawful. 


Status of Globe Cartage Co., Ine. 


Although the majority of division 5 agreed that, on the 
basis of the Commission’s decision in the Acme Fast Freight 
case, 8 M. C. C. 211, the applicant in this case was a common 
carrier because it had transported shipments only for a freight 
forwarder and because forwarding companies were engaged in 
common carriage for the general public, Commissioner Patter- 
son, in a dissenting expression, took the position that the 
applicant here considered had served only the Universal Car- 
loading & Distributing Co., under written contracts, had never 
held itself out to serve the general public, and therefore had 
been and was exclusively a contract carrier. Those views were 
expressed in a report by the Commission, division 5, in MC 
3339, Globe Cartage Co., Inc., Indianapolis, Ind., Common 
Carrier Application, embracing MC 3340, Same, Contract Car- 
rier Application. 

The division found the applicant entitled to “grandfather” 
rights as a motor common carrier of general commodities 
between specified points in Illinois, Indiana, Kentucky, Mich- 
igan, Missouri, New York, Ohio and Pennsylvania, over 51 
designated routes. It denied a permit, under the “grandfather” 
clause, for continuation of such transportation as a motor 
contract carrier. 

The report said the applicant presented no evidence in 
support of the application for a certificate, and that applicant 
contended that its service for Universal was that of a motor 
common carrier. The Commission cited its opinion in the Acme 
Fast freight case that shipments for which forwarders assumed 
responsibility could not lose their identity as shipments in 
common carriage at any stage of the transportation service 
that the forwarder undertook to provide. It found that the 
vehicles of owner-operators, while used by applicant, were 
operated under applicant’s direction and control and under its 
responsibility and that the operations so conducted were those 
of applicant itself. 

Commissioner Rogers, in a concurring opinion, said he 
approved the report, but that he believed there was merit in 
the contention that any authority granted to applicant should 
be restricted to the type of traffic the applicant had exclusively 
transported since prior to the statutory date. He said this 
could be accomplished by a restriction of the authority to 
“traffic which is, at the time of transportation by applicant, in 
the primary custody of and moving on bills of lading of freight 
forwarders, as defined in section 402 (a) (5) of part IV of the 
act.” 

Commissioner Patterson observed that section 203 (14) of 
the act defined a common carrier by motor vehicle as “any 
person which ‘holds itself out to the general public’” to engage 
in the transportation by motor vehicle in interstate or foreign 
commerce of passengers or property or any class or classes 
thereof for compensation, and added that the holding out might 
be limited as to the articles transported and the points served, 
but might not be limited to particular shippers or classes of 
shippers “but must be to the general public.” 


CHARCOAL TO W. T. L. TERRITORY 


In a report in No. 28608, Tennessee Products Corporation 
et al. vs. Chicago & North Western Ry. Co. (Charles M. Thom- 
son, Trustee) et al., the Commission, by division 2, has found 
rates on wood charcoal, in carloads, from Lyle and Memphis, 
Tenn., to destinations in western trunk line territory, not un- 
reasonable, but unduly prejudicial. 

The Commission has ordered removal of the undue preju- 
dice found to exist on or before February 1, 1943. The rates 
are found unduly prejudicial to the extent that they bear, or 
may bear, a greater percentage relation to the first-class rates 
from Lyle and Memphis to the destinations in western trunk 
line territory than the rates which are or may be concurrently 
maintained on like traffic from charcoal producing points in 
western trunk line territory bear, or may bear, to the corre- 
sponding first-class rates, subject to the carload minimum, 
which are or may be concurrently maintained on like traffic 
from such producing points. 

Defendant delivering carriers, said the report, were in most 
instances the same from the complaining points, and from the 
producing points in western trunk line territory. They were, 
therefore, effectively participating in rates from both groups 
of producing points. It was clear, therefore, continued the re- 
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port, that defendants were according different and more favor- 
able treatment to producers in western trunk line territory 
under substantially similar circumstances and conditions. 


TANKAGE FROM ILLINOIS 


Fourth section relief to enable rail carriers to compete 
with a rate afforded by privately owned barges on nitrogenous 
tankage from Chemical, Ill., to Lake Charles, La., has been 
granted by the Commission, division 2, in fourth section appli- 
cation No. 19458, Tankage from Chemical, IIl., to Lake Charles, 
La. The report also embraces fourth section applications Nos. 
19459, 19598, and 19599. The applicants for relief in 19458 and 
19459 were Illinois Terminal Railroad Co. et al., also carriers 
parties to Agent J. R. Peel’s tariffs I. C. C. Nos. 2606 and 2719; 
in 19598 and 19599, the applicants were carriers parties to the 
Peel tariffs mentioned. > dame relief was given by F. §, 
No. 14477, as supplemented. 

The relief, ane in F. S. O. No. 14798, authorized appli- 
cants in Nos. 19458 and. 19598 to establish and maintain, over 
their routes as specifically named in the applications, a rate not 
lower than $4.90 from Chemical to Lake Charles, without ob- 
serving the long-and-short-haul provisions of the fourth sec- 
tion. Applicants in Nos. 19459 and 19599 were authorized to 
maintain, from points in western trunk line and Illinois freight 
association territories, to destinations in Louisiana and Texas, 
rates not exceeding 16 per cent of the existing first-class rates, 
without observing the aggregate-of-intermediates provision of 
the fourth section. 





Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by promr* application to the Commission.) 


Gasoline, Diesel Oil, Stove Oil 


No. MC C-256, Pacific Inland Tariff Bureau vs. Walter L. 
Boyd, dba Boyd Transportation Co. By division 3. Dismissed. 
Rates, gasoline, diesel oil, and stove oil, from Portland, Linn- 
ton, Millbridge, The Dalles, and Umatilla, Ore., and Van- 
couver and Attalia, Wash., to points in southern Idaho, found 
unreasonable. No order was entered, as report indicated that 
defendant had voluntarily established rates on the basis found 
reasonable. 


T. & N. O. Interlockings 


*No. 28000, Subs. 82 and 84, Application for Approval of 
Proposed Modifications of Systems or Devices under Sections 
25 (b) of the Interstate Commerce Act. By division 3. Ap- 
plication of the Texas and New Orleans Railroad Co. for ap- 
proval of modifications of interlockings at crossing with the 
Missouri-Kansas-Texas at Elgin, Tex., and at crossing with the 
International-Great Northern at San Antonio, including the 
removal of certain derails at both places, granted. 


P. R. R. Block Stations 


*No. 28000, Sub. 88, Application for Approval of Proposed 
Modifications of Systems or Devices under Section 25 (b) of 
the Interstate Commerce Act. By division 3. Application of 
the Pennsylvania Railroad Co., for approval of permanent clos- 
ing of “VY” manual block station, near Belle Vernon, Pa., and 
continuing in service “VY” block limit station, involving re- 
moval of 3 signals, and change in type and relocation of one sig- 
nal, granted, subject to certain conditions. 


Through Routes and Joint Rates 


No. 28728, F. C. Strickroot, dba Cadillac Cartage Co., vs. 
Detroit & Cleveland Navigation Co. By division 2. Dismissed. 
Defendant’s refuse] to establish through routes and joint rates, 
or to reestablish through routes and joint rates formerly volun- 
tarily maintained, on iron and steel articles from certain points 
in Ohio, Pennsylvania and West Virginia, to Detroit, Mich., 
and points contiguous thereto, shipped by motor common car- 
riers to Cleveland, O., thence by defendant water carrier to 
Detroit, and thence by complainant’s motor vehicles, found not 
to violate section 216 (c) or section 305 (b) of the interstate 
commerce act; and Commission found to be without authority 
to require the establishment of such through routes and joint 
rates, either under part II or part III of the act. 


Office Furniture 


No. 28784, Union Transfer & Storage Co vs. Union Pa- 
cific et al. By the Commission. Report written by CommIs- 
sioner Splawn. Dismissed. Carload rate of $2.14 charged on 
Government-owned used office furniture and less-carload rate 
of $3.60 charged on boxed typewriters, shipped July 28 and 
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30, 1941, from Washington, D. C., to Salt Lake City, Utah, not 
shown to have been unreasonable. According to the report, 
complainant bid on the traffic at a rate of $1.87. The rate was 
misquoted. Complainant relied principally on the misquotation 
of the rate, but, said the report, “it is well settled that the mis- 
quotation of a rate alone does not establish its unreasonable- 
ness.” 


Equalizing Rate Structure 


I. and S. No. M-1665, Commodities Between Beaumont and 
Dallas, Tex. By division 3. Reduced truckload and less-than- 
truckload commodity rates on shipments between Beaumont 
and Dallas, proposed by members of the Southwestern Motor 
Freight Bureau, Inc., found just and reasonable. Schedules 
filed to become effective June 14, 1941, were suspended until 
January 14, 1942, on protest of Texas rail carriers, and, later, 
voluntarily postponed indefinitely. The Commission, in its re- 
port, said that the purpose of the proposed adjustment was to 
equalize Beaumont with Houston, Tex., on traffic to and from 
Dallas, and pointed out that the rail lines and barge lines 
equalize Beaumont with Houston. The proceeding was discon- 
tinued. 


Nitrate 


I. and S. No. 5137, Nitrate of Potash—Baltimore, Md., to 
Corning, N. Y. By division 3. Increased rate of 36 cents, min- 
imum 40,000 pounds, on refined nitrate of potash from Balti- 
more, Md., to Corning, N. Y., proposed by the Pennsylvania 
Railroad Co., and the D. L. & W., found just and reasonable. 
Order of suspension vacated, covering schedules filed to be- 
come effective July 22, 1942, and suspended until February 22, 
1943, on protest of Office of Price Administration, later with- 
drawn. The proceeding was discontinued. 


Stevedoring 


No. 28690, Texas Freight Co., Inc., vs. Newtex Steamship 
Corporation. By division 2. Complaint dismissed. Defendant 
found to have completed its contract of carriage with complain- 
ant on numerous mixed shipments of merchandise forwarded 
over defendant’s line from New York, N. Y., Houston, Tex., 
when it had performed the accessorial service of segregation, 
as provided for by its tariffs. Report found defendant not 
shown to have refused delivery, when, by reason of the custom 
of the port, union men were employed to load freight from 
dock to truck, and complainant had attempted to do this work 
with men not employed by the union. 


Anthracite Coal 


Fourth section application No. 18755, Anthracite Coal, 
Pennsylvania to New Jersey. By division 2. Authority granted 
by F. S. O. No. 14797, on conditions, to the Erie Railroad Co., 
and nine other railroads, to establish and maintain rates on 
anthracite coal, prepared and pea sizes, in carloads, from mines 
in the anthracite region of Pennsylvania to destinations in New 
Jersey, through Croxton, without observing the long-and-short- 
haul part of the fourth section. Temporary relief was given 
by F. S. No. 14194. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Memneographed copies of such reports in full may be ob 
tained by prompt application to the Commission.) 


*W-260, Smith-Rowland Co., Inc., Contract Carrier Ap- 
plication. By division 4. Certificate granted as to continuance 
of operation as a common carrier by non-self-propelled vessels 
with the use of separate towing vessels in the transportation 
of commodities generally between ports and points along the 
Atlantic Coast and tributary waterways from Maine to Vir- 
ginia, inclusive, except ports and points on Delaware Bay and 
River, and those on the Hudson river which were not within 
the area defined by the order in Ex Parte No. 140. Commis- 
sioner Miller dissented in part, saying that, in his opinion, ap- 
Plicant was not entitled to “erandfather” rights as to ports 
and points in Maine. 

_ *W-880, T. J. Rester, Mobile, Ala., Contract Carrier Ap- 
plication. By division 4. On finding applicant’s operation to 
be that of a contract carrier, permit granted, effective Jan- 
uary 22, 1943, as to operation as such a carrier by non-self- 
propelled vessels with the use of separate towing vessels in the 
transportation of pulpwood from landings and places in Ala- 
ama on Mobile Bay and on the Tombigbee, Black Warrior, 
and Alabama Rivers, via the Inland Waterways to Moss Point, 
Miss. The Commission further found that the proposed op- 
eration did not come within the provisions of section 303 (b) 
of the act, which exempt the transportation of commodities 
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in bulk, under certain conditions, which were not here fulfilled, 
said the report. 

*W-555, W. E. Valliant & Co. Contract Carrier Applica- 
titon. By division 4. On reconsideration, findings in prior re- 
port, decided July 22, modified to authorize continuance of 
operation by applicant as common carrier by self-propelled 
vessels in transportation of commodities generally between 
ports and points along the Chesapeake and Delaware Bays, 
their tributary waterways, and the Atlantic Intracoastal Water- 
way and its tributary waterways from Norfolk, Va., to Jack- 
sonville, Fla., inclusive. Amend certificate granted, effec- 
tive December 7. The report said that, in the prior report, ap- 
plicant was denied authority to serve ports and points on the 
waterways tributary to the Atlantic Intracoastal Waterway, 
and that the record showed operations to three points on such 
tributary waterways. Division 4 said that operation to those 
points and to points on representative tributaries through- 
out applicant’s territory showed a holding out to serve ports 
and points on this tributary waterway and that it would, there- 
fore, not deny authority to serve “the four ports which are the 
subject of protestant’s objection,” the reference being to the 
protest of the Southern Freight Association with respect to ap- 
plicant’s request for authority to serve Kinston, N. C., Jackson- 
ville, Fla., Charleston and Wilmington, N. C. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 37490, Sub. 1, William Duncan, Flandreau, S. D., ex- 
tension. Certificate granted. Grain products and cereal food 
preparations, from Flandreau, Madison and Brookings, S. D., 
to points in S. D. within 85 miles of each; salt, from Flandreau, 
to points in S. D. within 85 miles thereof; binder twine, from 
Minneapolis, Minn., to specified points in S. D.; vegetables, 
from specified points in Minn., to specified points in S. D.; 
seeds, hetween Sioux Falls, S. D., and points in specified coun- 
ties in Minn.; also between Minneapolis, on the one hand, and, 
on the other, points in a specified area of S. D.; feeds, grain 
and seeds, between Brookings, S. D., and points in specified 
area of Minn.; household goods, between points in Moody 
county, S. D., on the one hand, and, on the other, points in 
Minn.; and live stock, between Flandreau, S. D., and points 
in a specified area of Minn. 

*MC 2247, Russell P. O’Bannon and R. A. Boatman, Alta, 
la., contract carrier, embracing MC 2246, Sub. 1, Russell P. 
O’Bannon, contract carrier. On finding applicant’s operations 
to be those of a common carrier, certificate granted as to 
continuance of operation, poultry products, dairy products, and 
empty malt beverage containers, from Boone, Ia., and points 
in a designated area of Ia., to Chicago, Ill.; general commodi- 
— exceptions, from Chicago to the described Iowa origin 
points. 

*MC 18416, Arthur I. Clawges, Morgantown, W. Va., com- 
mon carrier. Certificate granted. Continuance of operation, 
general commodities, with exceptions, from Morgantown to 
Terra Alta, W. Va., thence to Crellin, Md., and thence to Oak- 
land, and return over the same specified route; household goods 
between points in Cass, Grant, Clinton, Morgan, and Union 
townships, Monongahelia county, W. Va., on the one hand, and, 
on the other, points in Maryland and D. C., over irregular 
routes. 

*MC 60875, Sub. 4, Rutherford Freight Lines, Inc., Bristol, 
Va., extension, alternate routes. Certificate granted. General 
commodities, with exceptions, between Kingsport and Knox- 
ville, Tenn.; between Bluefield, W. Va., and Christianburg, Va.; 
between Hillsville, Va., and a point near Pulaski, Va.; between 
Marion, Va., and Mt. Airy, N. C.; and serving Cherokee Dam, 
Tenn., near Jefferson City, Volunteer Ordnance Plant, near 
Tyner, Tenn.; Pepper, Va.; and Richmond Deep Water Ter- 
minal, as off-route points. 

MC 71933, E. H. Miller Transportation Co., Brooklyn, N. Y. 
(successor-in-interest to Edward Miller), contract carrier. Per- 
mit granted. Continuance of operation, food, such merchandise 
as is dealt in by wholesale, retail, and chain grocery and food 
business houses, and equipment, materials and supplies used in 
the conduct of such business, between New York, Newark, Port 
Newark, and points in Bergen, Hudson, and Passaic counties, 
except coffee and tea; between Brooklyn, N. Y., on the one 
hand, and, on the other, Passaic and Paterson, N. J., and points 
in New Jersey in the New York commercial zone, over irreg- 
ular routes. 

MC 40085, Benjamin Cain, Oklahoma City, Okla., common 
carrier, embracing MC 40085 (BMC-8), Same, extension and 
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MC 40085, Sub. 1, Same, extension. Findings in prior report, 
32 M. C. C. 47, modified, and, on reconsideration, certificate 
granted in MC 40085 as to continuance of operation, oil well 
equipment and supplies, between Oklahoma City, Okla., and 
Los Angeles, Calif., over a regular route, serving off-route 
points within 30 miles of Los Angeles. Certificate denied in 
MC 40085 (BMC-8), extension, general commodities, between 
Los Angeles and Houston, Tex. Certificate granted in MC 40085, 
Sub. 1, general commodities, with exceptions, between Los 
Angeles and Oklahoma City, over a regular route, serving speci- 
fied intermediate and off-route points. 

MC 1821, Menard Truck Co., Los Angeles, Calif. Certificate 
granted. Upon reconsideration, findings in prior report, 29 
M. C. C. 561, modified. Continuance of operations as to general 
commodities, with exceptions, between points in Los Angeles 
county, Calif., on the one hand, and, on the other, points in 
Arizona and California on or within 10 miles of that portion 
of California highway 111 between Calipatria and Calexico, 
Calif., over irregular routes. 

*MC 12263, John H. Dillner, Pittsburgh, Pa., broker ap- 
plication. License denied, as to operation at Pittsburgh, Pa., 
as a broker of transportation of general commodities between 
that point and certain surrounding areas, on the one hand, 
and points in the U. S., on the other. 

*MC 26066, A. J. Degitz, Latrobe, Pa. Certificate granted. 
Continuance of operation as to household goods between points 
in Westmoreland county, Pa., on the one hand, and, on the 
other, points in Ohio, W. Va., Md., D. C., N. J., N. Y., and Del., 
over irregular routes. 

*MC 63676, Sub. No. 1, Buel E. Warren, Crawfordsville, 
Ind., extension. Permit granted. Lubricating oils and greases, 
in containers, from Chicago, Ill., to Crawfordsville, Ind., with 
empty drums on return; printing paper, other than newsprint, 
from Plainwell, Mich., to Crawfordsville; industrial trucks, 
skids, barrel racks, and tube racks, from Crawfordsville to 
specified Kentucky points; nails, wire fencing and fencing mate- 
rials, supplies and equipment, and sheet metal roofing, gutter- 
ing and spouting, and supplies and equipment, from Crawfords- 
ville to all points in Ill., Ohio, Mich., Ia., and Mo., and to specified 
points in Ky.; materials and supplies used in the manufacture 
of wire fencing, fencing supplies, and sheet metal roofing, spout- 
ing and guttering supplies, from points in IIl., Ohio, Mich., Ia., 
and Mo., and from specified points in Ky.; canned foods between 
certain Indiana, Ohio and Illinois points, on the one hand, and 
points in Ind., Ill., Ohio, Mich., Mo., Ia., and specified points in 
Ky., on the other; materials, supplies and ingredients used in 
canning foods from points in Ind., Ill., Ohio, Mich., and Ia., and 
specified points in Ky., to certain points in Ind., Ohio, and Ill. 
The authority was granted subject to the cancellation, at appli- 
cant’s request, of portions of the authority applicant held in 
MC 63676. 

*MC 74718, Sub. No. 3, James H. Adkins, Sr., Irene J. 
Adkins, and James H. Adkins, Jr., Indianapolis, Ind., extension. 
Certificate denied. General commodities, with exceptions, serv- 
ing the Wabash River Ordnance Works near Newport, Ind., 
and Camp Atterbury, near Edinburg, Ind., over regular routes. 
The report said that an order was entered August 10, authoriz- 
ing the issuance of temporary authority to perform the opera- 
tions under the instant application, but noted that that order 
was vacated September 16. The instant application, said the 
report, withdrew the request for authority to serve the Ord- 
nance Works, but asked reinstatement of the order of August 
10 so far as it related to Camp Atterbury. The Commission 
found, however, that although applicant had been serving the 
camp, in its opinion applicant had no such authority. 





Railroad Abandonments 


Having received a petition from the Union Pacific for 
withdrawal of the application, the Commission, division 4, has 
dismissed without prejudice to its renewal at a later date the 
application in Finance No. 13864, Saratoga & Encampment 
Valley Railroad Co. Abandonment, in which the Saratoga & 
Encampment Valley and the Union Pacific have asked authority 
to abandon a line of the former, extending from Walcott to En- 


campment, 44.02 miles, in Carbon county, Wyo. 


Senator Schwartz, of Wyoming, had protested against the 
proposed abandonment in a letter, dated October 5, to Chair- 
He said the Saratoga & 
Encampment Valley had been “purchased and donated free and 
clear of encumbrance to the Union Pacific by a number of our 
They had spent more than 
$100,000 in 1928 for that purpose under an arrangement 
whereby the Union Pacific agreed to operate the line per- 
petually, and the agreement had been approved by the Com- 
His letter continued, in part, 


man Aitchison, of the Commission. 


citizens who are served by it.” 


mission, said Senator Schwartz. 
as follows: 


TRAFFIC WORLD 


The road is the only means of ingress and egress to an area of 
some 900 square miles, which is practically surrounded by mountains 
a large portion of which is irrigated land. Many thousands of cattle 
and sheep, much hay, millions of feet of lumber, and substantial quan- 


tities of vermiculite have no other route to the markets save for this 
railroad. 


I understand that the War and Navy Departments have specifieq 
the use of very large quantities of expended vermiculite in light insu- 
lated and fireproof roofs, three inches of which is to be placed upon 
the facilities of these departments in vital defense areas so as to pre- 
vent the spread of fires from incendiary bombs. Two large deposits of 
this material are located near Encampment at the southern terminus 
of this railroad. It would seem to me that the railroad should be re 
tained so as to permit the getting out of this strategic war material, . P 


The Union Pacific issued a revised embargo against traffic 
to and from stations on its Shaniko branch on account of requi- 
sitioning by the government of all materials in the branch. The 
embargo says that operation will be continued until further 
notice to and from the following stations in Oregon: Grass 
Valley, Erskine, Moro, DeMoss, Nish, Hey Canyon, Sandon, 
Klondike, Wasco, Sink and Thornberry. 


P. R. R. 


The Commission, division 4, by a report and certificate 
in Finance No. 13932, Pennsylvania Railroad Co. Abandon- 
ment, has permitted abandonment by the Pennsylvania of por- 
tions of its Alexandria and Dundale branches in Westmoreland 
county, Pa., aggregating 3.42 miles. 

_ The Pennsylvania Railroad Co. has applied to the Com- 
mission, in Finance No. 13996, for authority to abandon its 
Amesville No. 3, Liveright and Bute Run branches, and parts 
of its Amesville No. 1, Dundale and Philipsburg branches, ag- 
gregating approximately 6.93 miles, all in Clearfield, Fayette 
and Westmoreland counties, Pa. Applicant said all the branch 
line tracks were constructed many years ago in order to reach 
coal lands. It said in recent years the coal deposits had be- 
come exhausted and mining operations ceased. Practically 
no use, it added, had been made of such tracks for a number 
of years. Applicant said it desired to make available, for more 
essential purposes, rail and other track material which could 
be reclaimed. 


Santa Fe 


By a report and certificate in Finance No. 13946, Rocky 
Mountain & Santa Fe Railway Co. et al. Abandonment, the 
Commission, division 4, has permitted abandonment by the 
Rocky Mountain & Santa Fe of its branch line in Colfax county, 
N. M., extending from Raton to Sugarite, 5.79 miles, and aban- 
donment of operation thereof by the Atchison Topeka & Santa 
Fe Railway Co., lessee. 

The Citizens Railway Committee of Union and Colfax 
counties, N. M., in a brief in Finance No. 13790, Atchison, To- 
peka & Santa Fe Railway Co. et al. Abandonment, has asked 
the Commission to deny the application of the Atchison, Topeka 
& Santa Fe Railway Co., and the Elkhart & Santa Fe Railway 
Co. for abandonment by the latter and discontinuance of op- 
eration by the former of a line of railroad from Boise City, 
Okla., to Clayton, N. M., and from Mt. Dora, N. M., to Farley, 
N. M., and for discontinuance of operation over the line of the 
Colorado & Southern between Clayton and Mt. Dora, a total 
of approximately 95.35 miles. Protestant said it believed that 
the inconvenience that would result from abandonment, and 
the consequent loss to the public served by the line, far out- 
weighed the burden that continued operation of the line 
would impose on applicants and interstate commerce. 

The applicant carriers must prove that public convenience 
and necessity would be served by the proposed abandonment,” 
Says the brief. ‘‘This requirement is in recognition of the 
equitable principle that a transportation facility once dedicated 
to public use may not be abandoned without regard to the 
rights and interests of the public therein. This is particularly 
and especially true where, as here, donations of land and money 
were made by the citizens along the line in question.” 

The Atchison, Topeka & Santa Fe Railway Co. has placed 
an embargo, effective midnight November 8, against all ship- 
ments over its Rocky Mountain branch between Koehler Junc- 
tion, N. M., and Cimarron, N. M., exclusive of Koehler Junc- 
tion, due to government requisitioning of track materials. No- 
tice of the embargo, No. 40-11, was given by the car service 
division of the Association of American Railroads. Application 
to abandon the branch is pending before the Commission. 

Following notice of the embargo, the Commission, Noven- 
ber 3, made public a proposed report by Examiner F. E. Grut- 
zik in Finance No. 13788, Rocky Mountain & Santa Fe Railwav 
Co. et al. Abandonment, recommending that division 4 find 
that the present and future public convenience and _ necessity 
permit abandonment by the Rocky Mountain of its line ex- 
tending from Koehler Junction to Ute Park, approximately 
39.58 miles, in Colfax county, N. M., and abandonment of opera- 
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tion thereof by the A. T. & S. F., lessee. The examiner said 
traffic on the line had been steadily decreasing, resulting in 
operating losses in recent years. Prospects of substantial in- 
creases in freight for the future, he said, were not encouraging. 
The net salvage value of recoverable material in the line, ac- 
cording to the examiner, is estimated at $106,705. Protests 
against the abandonment were filed by several parties, includ- 
ing the State Corporation Commission of New Mexico. Labor 
representatives requested the Commission to retain jurisdiction 
for the protection of employes who might be adversely affected 
by the abandonment. Such jurisdiction, the examiner said, 
should be retained. 
Great Northern 
By a report and certificate in Finance No. 13868, Great 


Northern Railway Co. Abandonment, the Commission, division 
4, has permitted abandonment by the Great Northern of part 


‘of its branch line between Tintah and Elbow Lake, Minn., 16.22 


miles. However, it has dismissed, without prejudice, that part 
of the application for permission to abandon part of the line 
between Elbow Lake and Evansville, Minn., 16.3 miles. 


Oregon Short Line 


In Finance No. 13924, Oregon Short Line Railroad Co. 
Abandonment, the Commission, by division 4, has issued a re- 
port and certificate permitting abandonment by the Oregon 
Short Line of its Sugar City branch in Madison county, Ida., 
extending 4.41 miles from Sugar City to Hinckley, and aban- 
donment of operation thereof by the Union Pacific, lessee. 


F. W. & D. S. P. 


The Commission, division 4, by a report and certificate in 
Finance No. 13943, Fort Worth & Denver South Plains Railway 
Co. et al. Abandonment, has permitted abandonment by the 
Fort Worth & Denver South Plains Railway Co., and abandon- 
ment of operation by the Fort Worth & Denver City, lessee, of 
a branch line in Floyd county, Tex., 1.38 miles in the corporate 
limits of Lockney. 


L.& N. 


By a report and certificate in Finance No. 13949, Louis- 
ville & Nashville Railroad Co. Abandonment, the Commission, 
division 4, has permitted abandonment by the L. & N. of 
1.038 miles of its branch line near Duane in Perry county, Ky. 
By a report and certificate in Finance No. 13952, of the same 
title, division 4 permitted abandonment by the L. & N. of 
18 miles of its branch line in Hopkins county, Ky., extending 
from Madisonville to Como. 


Sugar Land 


Guy A. Thompson, trustee of the Sugar Land Railway Co., 
has asked the Commission in Finance No. 13995, for authority 
to abandon the Sugar Land Line of railroad extending from the 
town and station of Cabell, to the end of the line at the town 
and station of Hickey, a distance of 11.66 miles, all located in 
Fort Bend county, Tex. Applicant said he had been authorized, 
by an order entered October 16, 1942, by the U. S. District 
Court for the eastern district of Missouri, eastern division, to 
apply to the Commission for authority to abandon. 


Greenwich & Johnsonville 


The Greenwich & Johnsonville Railway Co., in Finance No. 
13998, has asked the Commission for authority to abandon the 
portion of its line extending 0.721 miles from Greenwich, Wash- 
ington county, N. Y., to Northumberland, Saratoga county, 
N. Y. Applicant said the line was not now being used except 
for one shipper of sand and abandonment would not incon- 
venience this shipper. Bridge steel would be made available as 
scrap for the war effort and rail and other track material as 
well as deck plate girders could be used elsewhere to better 
advantage, applicant said. 


St. J. S. B. & S. et al. 


In Finance No. 13999, the St. Joseph, South Bend & South- 
ern Railroad Co., the New York Central Railroad Co., and the 
Michigan Central Railroad Co., have applied to the Commission 
for a certificate permitting abandonment by the St. J. S. B. & S. 
of that part of its railroad extending from South Bend, Ind., 
to Baroda, Mich., 25.04 miles, and abandonment of operation 
by the N. Y. C., and Michigan Central. Except the portion of 
the line between Glendora and Baroda, Mich., applicants said 
the line had not been used since 1929. Very little traffic was 
handled over the portion that had been used. Use of privately 
Owned automobiles and trucks by residents of the territory 
served by the line fulfilled their transportation needs, they 
said. Immediate and urgent need for the war effort of the rail 
and other track metal which could be recovered through the 
dismantling of the line in question, applicants declared, greatly 


1075 


outweighed the need for the line by the inhabitants in the terri- 
tory served. 


Texas & Pacific 


The Texas & Pacific Railway Co. has applied to the Com- 
mission, in Finance No. 14000, for authority to abandon and 
dismantle its Texarkana, Shreveport and Natchez branch be- 
tween Texarkana, Tex., and Shreveport, La., approximately 
72 miles. Applicant said the line, which parallels other rail 
lines, was being operated at a loss “and there is insufficient 
traffic originating at or destined to points on the line to justify 
this duplicate and unnecessary parallel service.”” Abandonment, 
it added, would permit it to realize an estimated net salvage 
value of $299,364, and would release equipment and critical 
material needed by it on other lines and would make available 
many tons of relay rail, scrap steel, and other material for the 
war effort. 

Milwaukee 


Abandonment by the Milwaukee of the portion of its line 
between: Woodruff and Star Lake, Wis., 16.8 miles, is asked by 
trustees of that road in Finance No. 14001, pursuant to an 
order of the court in proceedings for reorganization of the 
Milwaukee. The trustees said there were no industries on the 
line and there was no prospect of future traffic available to 
warrant continued operation. 

Boston & Maine 


Because the branch in question had not been operating at 
a loss and because, as it said, the record in the proceeding indi- 
cated that traffic would increase in the future, the Commission, 
division 4, in a report in Finance No. 13839, Boston & Maine 
Railroad Abandonment, denied an application of the Boston & 
Maine for permission to abandon a part of its Reformatory 
branch extending from Bedford to Concord (T), approximately 
3.85 miles, in Middlesex county, Mass. The Commission said 
the principal objection of protestants was that the abandon- 
ment of the line would necessitate an increased truck haul of 
the coal and feed they now received at Concord (T), and that 
they feared that the territory served from that station would 
become increasingly dependent on rail transportation. 

By a report and certificate in Finance No. 13803, Boston & 
Maine Railroad Abandonment, the Commission, division 4, has 
permitted abandonment by the Boston & Maine of the portion 
of a branch line of railroad extending from Farmington to the 
end of the branch at Alton, in Strafford and Belknap counties, 
N. H., approximately 9.13 miles. The report said that the net 
salvage value of recoverable material was $15,365. 


S. A. L. 


The Commission, division 4, by a report and certificate in 
Finance No. 13955, Seaboard Air Line Railway Co. Receivers 
Abandonment, has permitted abandonment by the company and 
its receivers of a branch line of railroad in Hillsborough county, 
Fla., extending between Turkey Creek and Durant, 4.5 miles. 


East Broad Top 


The Commission, division 4, by a report and certificate in 
Finance No. 13967, East Broad Top Railroad & Coal Co. Aban- 
donment, has authorized abandonment of a portion of a branch 
line of railroad in Huntingdon county, Pa., between Shade Gap 
and Nellyton, 4.1 miles. 


Cc. A. & S. 


The Chicago, Attica & Southern issued an embargo, effec- 
tive November 4, against all freight between Wellsboro and 
Mt. Ayr, Ind., excluding Mt. Ayr, on account of government 
requisitioning of its line. Stations affected are Wellsboro, 
Hanna, Thomaston, LaCrosse, Wilders, Burkes, Dunns, Wheat- 
field, Zadoc, Kniman, Virgie, Fairoaks, Lawlers Switch and 
Kents. 


Zanesville Terminal 


The Zanesville Terminal Railroad Co. has applied to the 
Commission in Finance No. 14002 for authority to abandon 
that portion of its line between station 213 plus 18 near West 
Main Street and the end of the line at Walnut Street, West 
Zanesville, Ohio, approximately 1,238 feet. Authority was 
requested also to remove bridge and other structures. Appli- 
cant said the line had not been in service for several years, 
and that the direct exchange it had permitted with the B. & O. 
has been otherwise affected for several years. The salvage 
value of the bridge and other track material was estimated at 
$3,731. 

C. and N. W. 


The Chicago and North Western received permission in 
the federal court at Chicago, November 6, to ask the Commis- 
sion for authority to abandon its 87-mile line between Illco and 
Shoshoni, Wis., and to arrange with the Chicago, Burlington 
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and Quincy Railroad for operation of C. and N. W. freight and 
passenger trains over the Burlington’s nearly parallel line be- 
tween Illco and Bonneville, Wis. The court authorized the 
company to seek permission to construct a 3-mile connecting 
line from Bonneville to Shoshoni to connect the Burlington 
line with the C. and N. W. line between Shoshoni and Lander, 
Wyo. 

Company spokesmen told the court the proposal should: be 
carried out as soon as possible. They said it would result in 
savings of $35,000 a year for the two railroads and in the 
release of scrap and rails for war use. Under the proposal, 
they said, the two companies would sign a contract including 
the following provisions: The C. and N. W. to pay as annual 
rental to the Burlington, one-half of the C. and N. W. net 
saving from the coordination, plus one-half the estimated added 
annual cost of Burlington maintenance of its Bonneville-Illco 
line; the two companies to divide equally the net profit from 
salvage of the C. and N. W. line; the Burlington to pay for 
installation of additional telegraph facilities. The court ap- 
proved the C. and N. W.’s request to sign a preliminary form 
of the contract, which specifies that terms of the contract shall 
not be carried out until the Commission approves the abandon- 
ment. 


Objection to the proposal was voiced at the hearing by 
counsel for the City Bank Farmers Trust Company, trustee 
under the first and refunding mortgage having prior lien on 
the line involved. They said they objected to division of net 
proceeds from the salvage between the C. and N. W. and 
Burlington, and claimed the mortgage trustee should receive 
the full amount of the net proceeds from that salvage. The 
court said the question could be decided later after the Com- 
mission acted on the abandonment proposal and the matter 
came before the court again for final approval. 


COMMISSION ORDERS 


1. & S. No. 5061, fresh green vegetables from Idaho and Oregon. 
Order of August 6 further modified to become effective December 12 
instead of November 12. 

Finance No. 13943, application of Middletown & Unionville for au- 
thority to acquire trackage rights over line of New York, Ontario & 
Western, in Middletown, Orange County, N. Y. On request of Middle- 
town & Unionville Railroad Company for withdrawal thereof, applica- 
tion dismissed. 

MC F-1850, Southwestern Greyhound Lines, Inc., purchase, Sedalia, 
Marshall, Boonville Stage Lines, Inc. Application dismissed. 

Finance No. 13921, Reading Company Bonds. Application dismissed 
without prejudice. 

MC F-1991, Newton H. Benscheidt, lease, S. & C. Transport Com- 
pany, Inc. Application under section 210a (b) requesting approval 
of temporary operation by Newton H. Benscheidt, dba Hutchinson 
Cider and Vinegar Works, Hutchinson, Kan., of certain properties of 
S. & C. Transport Co., Inc., South Hutchinson, Kan., denied. 

MC 27845, Biter’s Transfer Co., Inc., common carrier application. 
Reopened for further hearing in its entirety to determine applicant’s 
rights with respect to operations conducted on and continuously since 
June 1, 1935, and such rights as applicant may be entitled by virtue 
of operations commenced between June 1, 1935, and October 15, 1935. 
Order of September 11, 1941, as subsequently modified to become 
effective January 10, in so far as it denied application in MC 27845, 
vacated, 


MC 66562 Sub. No. 251, Railway Express Agency, Inc., common 
carrier extension, Hornell-Olean. Report and order of June 12, 1941, 
modified so as to add thereto authority for issuance to applicant of 
a certificate as a common carrier of baggage, moving in railroad serv- 
ice, between Olean and Hornell, N. Y., over regular route and with 
service at intermediate points described in said report and order of 
June 12, 1941, subject to conditions. On compliance with sections 215 
and 217 of act and rules and regulations thereunder, an amended cer- 
tificate will be issued, superseding and canceling certificate issued 
September 18, 1941, and authorizing operations as described in next 
preceding sentence, in addition to those authorized by said certificate 
of September 18, 1941. 

MC F-1684, David C. Hall, purchase, Magee Truck Lines, Inc.; and 
MC F-1792, Loyd Bond, purchase, Magee Truck Lines, Inc. Petition on 
behalf of protestants, Gordons Transports, Inc., and Cook Truck Lines, 
Inc., for reconsideration by Commission of decision by division 4, 
entered August 3, denied. , 

MC C-343, wool between Cleveland and Philadelphia. Proceeding 
discontinued. 

W-36, Conners Marine Co., Inc., contract carrier application. Effec- 
tive date of certificate and order issued July 3 further modified to 
become effective December 28 instead of October 28. 

MC 68909, Decatur Cartage Co., common carrier application; MC 
76099, Same, contract carrier application; and MC 68909 Sub. No. 1, 
Same, extension. MC 68909 Sub. No. 1 reopened for reconsideration. 
Order of May 11 vacated in so far as it applies to MC 68909 Sub. No. 1. 

W-9, Sheridan Transportation Co., contract carrier application. 
Effective date of certificate issued August 12 further postponed to 
January 15, 1943. 

MC 5938 Sub. No. 1, John J. Wellspeak and Edward D. Wellspeak, 
extension, petroleum products. Reopened for reconsideration on pres- 
ent record solely for purpose of modifying commodity description in 
report and order of division 5 dated June 11. 
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No. 23323 Sub. No. 1, Charles Potter, extension, fertilizer. Report 
and order of August 10 modified to authorize issuance to applicant 
on compliance with sections 215 and 217 of act and rules and regula- 
tions thereunder of a certificate authorizing operations as a common 
carrier of live stock, agricultural commodities, agricultural machinery 
and agricultural implements and parts therefor, sand and gravel, stone, 
fertilizer and limestone (crushed or pulverized), from, to and between 
points and places in Illinois and Indiana as set forth in order. Order 
shall become effective November 27, unless prior thereto any party 
in interest shall show cause, if any there be, in writing verified under 
oath, why report and order entered herein August 10, should not be 
modified in manner and to extent described. 


MOTOR FINANCE CASES 


MC F-2009, J. Marvin Hayes, purchase—Mohawk Motor Freight, 
Ine. Application for authority under section 210a(b) of J. Marvin 
Hayes, doing business as Hayes Lines, of Clarksville, Tenn., for tem- 
porary operation of motor-carrier rights and properties of Mohawk ° 
Motor Freight, Inc., Nashville, Tenn., granted November 3, 1942, syb- 
ject to conditions. 


MC F-1997, Steve Bonello, purchase—Hill Warehouse & Trucking 
Company (N. B. Thompson, Receiver). Application for authority un- 
der section 210a(b) of Steve Bonello, doing business as Century Motor 
Freight, of St. Paul, Minn., for temporary operation of motor-carrier 
rights and properties of Hill Warehouse & Trucking Company (N, B,. 
Thompson, Receiver), of Superior, Wis., granted October 29, 1949, 
subject to conditions. 


MC F-1988, Pierce Freight Lines, Inc., purchase—A. C. Rice Stor- 
age Corporation. Application for authority under section 210a(b) of 
Pierce Freight Lines, Inc., of Penn Yan, N. Y., for temporary opera- 
tion of a portion of the motor-carrier rights of A. C. Rice Storage 
Corporation, of Elmira, N. Y., denied October 30, 1942. 


MC F-1852, B. Franklin Albright and Theodore Nyquist, purchase 
—Jones Motor Co., Inc. Purchase by B. Franklin Albright and Theo- 
dore Nyquist, a partnership, doing business as Nyquist Transporta- 
tion Company, of Reading, Pa., of certain operating rights of Jones 
Motor Co., Inc., of Spring City, Pa., approved and authorized, subject 
to condition. 

MC F-1644, Commercial Carriers, Inc., merger—S. and C. Trans- 
port Co. Findings in the prior report, 38 M. C. C. 459, supplemented 
to authorize merger into Commercial Carriers, Inc., of Pontiac, Mich., 
of certain additional operating rights of S. and C. Transport Co., also 
of Pontiac. 


MC F-1970, Wesley A. Steffke, purchase—Reliable Transit Co. 
(John H. Chatz, Trustee). Application, as amended, for authority 
under section 210a(b) of Wesley A. Steffke, doing business as Steffke 
Freight Company and Wesley Freight Company, of Wausau, Wis., for 
temporary operation of a portion of the motor-carrier rights of Re- 
liable Transit Co. (John H. Chatz, Trustee), of Chicago, Ill., denied 
October 30, 1942. 

MC F-1813, Clarence Moland et al., purchase—J. W. Saunders and 
J. R. Welty. Application of Clarence, Howard, Lothard and H. T. 
Moland, partners, doing business as Moland Brothers Trucking Com- 
pany, of Duluth, Minn., for authority to purchase certain operating 
rights and property of J. W. Saunders and J. R. Welty, partners, 
doing business as Flambeau Freight Lines, of Park Falls, Wis., denied. 

MC F-1999, Black Motor Lines, inc., purchase—W. D. Gill. Ap- 
plication for authority under section 210a(b) of Black Motor Lines, 
Ine., of El Dorado, Ark., for temporary operation of a portion of the 
motor-carrier rights of W. D. Gill, doing business as Gill Transport 
Company, of Little Rock, Ark., granted November 2, 1942, subject 
to conditions. 


' 

MC F-1990, Dalby Motor Freight Lines, Inc., lease—Doak Hearne. 
Application for authority under section 210a(b) of Dalby Motor Freight 
Lines, Inc., of Lubbock, Tex., for temporary operation of motor- 
carrier rights and properties of Doak Hearne, doing business as Sea- 
graves Truck Line, of Seagraves, Tex., granted November 2, 1942, 
subject to conditions. 


MC F-2014, Old Colony Motor Lines, Inc., purchase—D. & W. Line, 
Inc. Application for authority under section 210a(b) of Old Colony 
Motor Lines, Inc., of New York, N. Y., for temporary operation of 
motor-carrier rights of D. & W. Line, Inc., of Boston, Mass., granted. 

MC F-2003, Summit Fast Freight, Inc., purchase—Albert E. Schaw- 
lem. Application for authority under section 210a(b) of Summit Fast 
Freight, Inc., of Akron, Ohio, for temporary operation of motor-car- 
rier rights of Albert E. Schawlem, doing business as A. E. Schawlem 
Motor Transportation Co., of Canton, Ohio, denied. 

MC F-1859, The Santa Fe Trail Transportation Company, purchase 
—D. L. Zimmerman. Purchase by The Santa Fe Trail Transportation 
Company, of Wichita, Kan., of operating rights and certain property 
of D. L. Zimmerman, doing business as Zimmerman Freight Lines, 
also of Wichita, approved. 

MC F-1870, E. Werner, Jr., Inc., lease—Alfred Seifert, Sr., and 
Alfred Seifert, Jr. Lease by E. Werner, cr., Inc., of Ridgefield Park, 
N. J., of certain operating rights of Alfred Seifert, Sr., and Alfred 
Seifert, Jr., doing business as Seifert Trucking Co., of East Paterson, 
N. J., approved. 

MC F-1652, J. V. Braswell, purchase—Wald Transfer & Storage 
Co., embracing No. MC F-1706, Herrin Transportation Company, pul- 
chase—Wald Transfer & Storage Co. Petition of proptestants, Prin- 
cipal Texas Railroads, Sunset Motor Lines, and Alamo Freight Lines, 
for reconsideration in the above-entitled cases is denied. 

MC F-1546, Quaker City Bus Co., purchase—Blackhawk Line, Inc. 
(Joseph Kruger, Receiver). Petition of protestant, Silver Dart Lines, 
Inc., for reconsideration in the above-entitled case, is denied. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Status of Yardmasters 


Existing orders of the Commission, defining the work of 
employes or subordinate officials of common carriers by rail- 
road, in the opinion of Examiner Leland F. James, should 
include the work of general yardmasters and assistant general 
yardmasters of the Missouri Pacific at 19 terminals, but not 
at St. Louis and Kansas City, Mo., and Little Rock, Ark., so 
as to bring them within the meaning of section 1 (5) of the 
amended railway labor act. That opinion is expressed in a 
proposed report in Ex Parte No. 72, Sub. 1, Regulations Con- 
cerning the Class of Employes and Subordinate Officials That 
Are to Be Included Within the Term “Employe” Under the 
Railway Labor Act—General Yardmasters and Assistant Gen- 
eral Yardmasters, Missouri Pacific Railroad Co. 

Examiner James also has suggested that provision in the 
Commission’s order of February 5, 1924, with respect to gen- 
eral yardmasters at large and important switching centers, 
should likewise be made to apply with regard to assistant gen- 
eral yardmasters. 

A determination by the Commission whether its existing 
orders defining the work of employes or subordinate officials of 
common carriers by railroad should be amended or interpreted 
to include the work of the aforementioned yardmasters on the 
Missouri Pacific was asked by the Railroad Yardmasters of 
America. 

In determining the Commission’s order of February 5, 1924, 
as to yardmasters, Examiner James said only one conclusion 
could conceivably be reached, namely, that where a terminal 
was a large and important switching center, “general yard- 
masters employed at such terminals ipso facto fall within the 
designation of ‘officials.’” ‘That, said he, because of the im- 
portance attaching to the words “of necessity” used in the 
order. Likewise, he added, assistant general yardmasters em- 
ployed at large terminals should be considered as officials, in- 
asmuch as their authority was the same as that of general 
yardmasters. 

Of the 22 terminals on the Missouri Pacific directly in- 
volved in this proceeding, said the examiner, only those at 
St. Louis and Kansas City and Little Rock were not specifically 
referred to by the petitioner in its exhibit No. M-1 as being 
neither large nor important switching centers. Terminals 
named, other than St. Louis, Kansas City and Little Rock, 
were: Helena, Jacksonville, Gurdon, El] Dorado, McGehee, Van 
Buren, North Little Rock, Ark.; Alexandria and Monroe, La.; 
Dupo, Ill.; Poplar Bluff, Carondelet, Leeds, Nevada; Atchi- 
son, Wichita, Osawatomie and Coffeyville, Kan.; and Omaha, 
Neb. In all instances, so far as the exhibit showed, said the 
examiner, the nature of the work performed was the same at 
all terminals, and the duties of the general yardmasters and 
assistant general yardmasters consisted of supervising the work 
of employes engaged in breaking-up, making-up, and handling 
trains and general yard switching within the yards, and in 
performing related work. 

Examiner James said the evidence as a whole led to the 
conclusion that except as to the large terminals at St. Louis, 
Kansas City and Little Rock, the duties, responsibilities, and 
authority, of the general yardmasters and assistant general 
yardmasters at the terminals named indicated that they were 
employes or subordinate officials. 


MOTOR CARGO PURCHASE 


Examiner Engelhart, in MC F-1887, Motor Cargo, Inc., 
Purchase, White’s Express Co., Inc. (Thomas Reamer and 
Everett H. Gue, Receivers), has recommended authorization of 
the purchase of the rights confined in MC 84775, Sub. 1, de- 
cided January 27, 1941, to be unified with rights otherwise 
confirmed in vendee, with duplications eliminated, and with 
condition. 


BLACK MOTOR LINES LEASE 

Examiner Pettis, in MC-F-1933, Black Motor Lines, Inc., 
Lease, Southeast Arkansas Freight Line, Inc., has proposed 
denial of application for authorization to lease that portion of 
essor’s operating rights covered by certificate issued in MC- 
9, authorizing operations between Fordyce and El Dorado 
oer U. S. highway 167, and between those points via Camden 
over U. S. highway 79 and Arkansas highway 7. The examiner 


found that the operations under the lease were duplicated by 
lessee’s routes and that, while it appeared certain economies 
would be affected, the examiner said he had been unable to find 
that the terms and conditions proposed were just and reason- 
able. As no claim had been made that traffic over these routes 
would show more favorable results in the future, the report 
added, and as lessee’s operations in 1941, and in the first five 
months of the current year, had resulted in deficits, there was 
nothing in the evidence to justify the increase in lessee’s fixed 
charges of $2,700 a year under the terms of the agreement. 


OHIO PAPER RATES 


In a proposed report in I. and S. M-2026, Paper Between 
Rittman, Ohio, and Buffalo, N. Y., and Pittsburgh, Pa., Ex- 
aminer Bennett has recommended cancellation of the suspended 
contract carrier minimum rates on waste paper, paper stock, 
and finished paper, involved in this docket, on finding that 
they were unjust and unreasonable. 

The proposed rates were protested by Central States Motor 
Freight Bureau, Inc., on the ground that the reductions would 
influence rates in the entire area. The report pointed out that, 
while no evidence of actual expenses of the respondent, John 
Klann Moving & Trucking Co., had been offered, it must be 
concluded that they were not materially different from those 
of other motor carriers operating in the same general area. 
With the 12,000 pounds minimum weight set up by the proposed 
rates, the report showed that revenue of 1.4 cents per ton- 
mile would be produced on pulpboard, and compared this with 
2.15 cents, which represented line haul costs of representative 
common carriers in the territory from January 1, 1937, to 
March 1, 1938. The report said that either the rates, or the 
minimum weight, or both, should be increased to provide com- 
pensatory revenue. On the evidence submitted, it said further, 
no minimum reasonable rates could be prescribed. The sched- 


ules which the report proposed to cancel had been suspended 
until January 8, 1943. 


Joint Rail-Ocean-Rail Rates 


Rail carriers in New England and trunk-line territory 
would be compelled to join with the complaining water car- 
riers and their other rail connections in the establishment of 
through routes and joint rail-ocean-rail rates on traffic mov- 
ing by rail to north Atlantic ports, thence by water to Virginia 
ports and Savannah, Ga., and thence by rail to destinations 
west of the Mississippi River, but the joint rates thus estab- 
lished could not be below the level of the all-rail rates between 
the points involved, if the Commission were to adopt the find- 
ings recommended by Examiner Burton Fuller in a proposed 
report in No. 28504, Baltimore Steam Packet Co. et al. vs. 
Alabama Great Southern Railroad Co. et al. 

The examiner recommended that the Commission find 
unreasonable and unjustly discriminatory the failure of the 
defendant railroads in New England and trunk-line territories 
to join with the complainants and their other rail connections 
in through routes and joint rates on classes and commodities 
from interior origins in New England and trunk-line terri- 
tories to destinations in western trunk-line territory, including 
Colorado, Utah and Wyoming. He said the Commission should 
find such through routes and joint rates necessary and de- 
sirable in the public interest. He proposed a further finding 
that such through rates were, and for the future would be, un- 
reasonable to the extent that they exceeded, or might exceed, 
the through joint rates contemporaneously maintained over 
the direct all-rail routes from and to the same points as those 
here considered. 


Examiner Fuller summarized the issue in the complaint 
as follows: 


Complainants are five common carriers by water operating in nor- 
mal times between the North Atlantic ports, on the one hand, and the 
Virginia ports and Savannah, Ga., on the other. For many years, com- 
plainants, in connection with the Pocahontas, southern, and destination 
rail carriers, have maintained through rail-ocean-rail rates on classes 
and commodities from certain interior origins in New England and 
trunk-line territories to destinations in western trunk-line territory 
west of the Mississippi River, including Colorado, Utah and Wyoming, 
under the so-called non-concurrence or proportional base plan whereby 
they absorb the local rates to the north Atlantic ports of the originating 
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rail carriers. The Commission has condemned this type of publication 
on several occasions but by special permissions has authorized its use 
on this traffic pending the outcome of the present complaint. Com- 
plainants and their friendly rail connections also maintain joint ocean- 
rail rates to central and western trunk-line territories made differentially 
under the all-rail rates but these rates do not require the concurrence 
of the official territory rail carriers as originating lines. Certain of the 
latter join in the rail-ocean-rail and ocean-rail rates in competition with 
the Pocahontas lines in connection with the hauls beyond the southern 
ports. The New England carriers in most instances, and the trunk-line 
carriers in all instances, have failed to join in the rail-ocean-rail rates 
to western territory as originating lines, and the object of the. present 
complaint is to compel them to do so. 


In trunk-line territory, the interior origins were in an 
area embracing New Jersey and Delaware and the eastern 
parts of New York, Pennsylvania, Maryland and Virginia, ex- 
tending from Glens Falls, N. Y., on the north, to Washington, 
D. C., on the south, with Harrisburg, Pa., as the westernmost 
origin, said the examiner. He added that the destination ter- 
ritory included points west of the Mississippi River embraced 
in Western Trunk Line Class Rates, 164 I. C. C. 1, and also 
destinations in Wyoming, Utah, Montana and Idaho to which 
class rates were prescribed in Public Service Commission of 
Wyoming vs. Atchison, Topeka & Santa Fe, 196 I. C. C. 413, 
W. H. Bintz Co. vs. Abilene & Southern, 216 I. C. C. 481, and 
Great Falls Traffic Association vs. Chicago, Burlington & 
Quincy, 226 I. C. C. 487, 235 I. C. C. 459. 


The rail-ocean-rail routes, the examiner noted, had a 
lower ‘value of service than the direct all-rail routes as they 
required 2 to 4 days additional time in transit and additional 
break-bulk service. 


“But,” he continued, “unlike other rail-water routes over 
which the Commission has prescribed differential rates, the 
rail-ocean-rail rates here considered are more costly, not 
only because of the greater transfer service, but also because 
they are more circuitous than the direct rail routes both as to 
rail and total haul.” 


In this case, the rail-ocean-rail routes consisted of a move- 
ment over the trunk-line carriers from point of origin to the 
north Atlantic port, thence a water movement to either the 
Virginia port or Savannah, and a rail movement beyond to 
destination, he said, adding that the movement in the direction 
of the destination territory did not begin until he traffic began 
its second rail movement. From 22 representative origins to 
8 representative destinations, he noted, the average haul over 
the direct rail routes was 1,598 miles, while the haul over the 
most circuitous rail routes averaged 2,545 miles. He said the 
average over the shortest rail-ocean-rail routes was 1,879 miles, 
using the prorating distances, and 1,916 miles using the con- 
structive distances. He observed that the non-concurrence 
rates ranged from $2.12 to $5.71 a hundred pounds and that 
if those rates were canceled and no joint rates established in 
lieu thereof, the combination rates would be from 25 to 53 
cents, first class, and from 8 to 20 cents, fifth class, higher 
than the all-rail rates. Each factor would be subject to a dif- 
ferent classification, and no traffic would move under such 
combination rates, he said. He said the complainants asked 
that the Commission prescribe joint rates only over routes em- 
bracing the direct rail hauls to and from the ports. Continu- 
ing, he said: 


In certain instances, the Commission has compelled carriers in a 
lower-rated territory to join with carriers in a higher-rated territory 
in through inter-territorial rates on the destination level where there 
are no fourth-section complications. But here complainants and their 
friendly rail connections are asking the Commission to compel the or- 
iginating rail carriers to join with them in rates which not only violate 
the fourth section at the origin end but, mile for mile, are below the 
level of the rates in either official or southern territory. For example, 
from Easton, Pa., to Denver, the all-rail distance is 1,811 miles and 
the all-rail first-class rate $3.77. The Commission is asked to require 
defendants to join in rail-ocean-rail rates of $3.69 in winter and $3.65 in 
summer. The distance from Easton to the nearest port (New York) is 
83 miles. From New York, the all-rail rate is $3.85 for 1,894 miles, and 
the ocean-rail rate maintained by complainants and their friendly rail 
connections is $3.76 in winter and $3.72 in summer. The all-rail rates 
from Norfolk and Savannah are $3.82 and $4.16 for 1,877 and 1,768 
miles, respectively. The actual and pro-rating distances by water and 
rail from New York are 2216-2077 via Norfolk and 2580-1918 via Savan- 
nah, the rail-ocean-rail distance from Easton being 83 miles greater. 
From Easton the rail distances are 1,960 miles via Norfolk and 1,851 
miles via Savannah. The proposed rail-ocean-rail rates are thus lower 
than the all-rail or ocean-rail rates from New York and the all-rail 
rates from Norfolk and Savannah... 


Examiner Fuller observed that the rail hauls in con- 
nection with the rail-ocean-rail routes were not only usually 
greater than over the direct rail routes, but over the southern 
lines and the Frisco were through territory higher rated on 
class traffic. Thus, he said, the quantum of line-haul and 
transfer service in the rail-ocean-rail routes was greater than 
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over the direct rail routes, ‘which more than offsets any aq. 
vantage which the water lines may have in line-haul costs,” 

_ He pcinted out that neither the direct nor the circuitoys 
rail routes involved as much break-bulk service as did com. 
plainants’ routes, that there were relatively few fourth-section 
departures over the reasonably direct all-rail routes (not more 
than 15 per cent circuitous), and that even over the more ¢ir. 
cuitous all-rail routes the rates were made the same as and 
not differentially under, the direct all-rail routes. 

After citing the Commission’s statement in Seatrain Lines 
Inc., vs. Akron, Canton & Youngstown, 243 I. C. C. 199, 216 
that it had sanctioned, in effect, by grant of fourth-section re. 
lief, differentially lower water-rail rates where there was no 
advantage in cost in comparison with the competitive all-rai] 
routes, but that such routes had been maintained voluntarily 
for many years, Examiner Fuller said: 


; Here the Commission is asked to prescribe differential rail-ocean- 
rail rates over the opposition of the originating carriers. Under the 
circumstances, resolving all doubts in favor of complainants and giving 
due consideration to all the pertinent provisions of the act. It would 
appear that equality with the all-rail rates is all that can be required 
in this proceeding. 


He said the recommended findings should not be construed 
as preventing the New England or other originating carrers 
from joining with the complainants and the other carriers in 
the present differential basis, if they desired to do so, and that 
an order should be entered, accordingly, giving appropriate 


consideration to the suspension of operations of ‘four of the 
complainants. 


Cleveland Stock Yards Charges 


Findings recommended by Examiner Paul O. Carter in a 
proposed report in No. 28421, Baltimore & Ohio et al. vs. the 
Cleveland Union Stock Yards Co., and the cases joined with it 
would resolve largely in favor of the complaining railroads a 
controversy, extending over several years, between the rail- 
roads serving Cleveland, O., on the one hand, and, on the other 
the Cleveland Union Stock Yards Co. and the Livestock Ter. 
minal Service Co., as to the reasonableness of charges for 
services of the stockyards companies in handling live stock 
shipments. 

Cases joined with the title proceeding are: No. 28421, Sub, 
No. 1, Baltimore & Ohio et al. vs. the Livestock Terminal Serv- 
ice Co., and No. 28400, Delivery of Live Stock Shipments at 
Cleveland, O., the latter case being an investigation instituted 
by the Commission, on petition of the railroads serving Cleve- 
land, into (1) the services required to be performed by con- 
mon carriers by railroad under their line-haul rates in con- 
nection with the delivery of direct shipments of live stock 
consigned to receivers at the Cleveland Union Stock Yards, and 
(2) the character and extent of the facilities the petitioning 
lines are required to provide in connection with such delivery. 

Examiner Carter proposed a finding that the charges as- 
sessed by the Cleveland Union Stock Yards Co. from Feb- 
ruary 5, 1938, to May 31, 1940 (when the company relinquished 
its common carrier status) and the charges assessed by the 
Livestock Terminal Service Co. since June 1, 1940, when it 
took over the common carrier operations of the Cleveland 
Union Stock Yards Co., for the use of facilities and the per- 
formance of the services of loading, unloading and delivery 
of interstate shipments of live stock transported by rail to and 
from the Cleveland stockyards, had been, were and for the fu- 
ture would be unreasonable to the extent that they had ex- 
ceeded, exceeded or might exceed $1.50 a deck. That figure, Ex- 
aminer Carter showed, was the cost study figure submitted by 
the complainants and based on a cost study they had made. 


In his recital of the history of the proceeding, the exam- 
iner said that for the period from February 5, 1938, to May 
31, 1940, the Stock Yards Company had sought to collect from 
the complaining railroads charges on the following basis: 20 
cents a head for cattle, 12 cents a head for calves, 714 cents 
a head for hogs, and 5 cents a head for sheep. He said the 
charges assessed against the line-haul carriers prior to Jal- 
uary 15, 1940, had not been paid and that the Stock Yards 
Company had filed a suit in an Ohio state court to collect 
them. He added that charges assessed by the Sock Yards 
Company from January 15, 1940, to May 31, 1940, had been 
paid under protest and that reparation was sought in col 
nection therewith. 

Since June 1, 1940, the Service Company had assessed 
charges of $2.50 a deck on market shipments and $4 a deck 
on direct shipments, and, under specified conditions, $5 4 
deck on in-transit shipments, the examiner said. He showe 
that the charges for the period from June 1, 1940, to Augu! 
9, 1941, and since June 10, 1942, had been paid under protest, 
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and that the railroads had paid the charges from August 10, 
1941, to June 9, 1942, but had waived claims to reparation 
for that period. 

The examiner noted that in Status of Public Stock Yard 
Companies, decided April 7, 1941, the Commission found the 
Stock Yard Company and the Service Company, acting to- 
ether, were common carriers by railroad subject to the act 
and required them to file tariffs containing loading and un- 
lading charges. He added that in a report on further hearing, 
decided June 8, 1942, the Commission found that the Stock 
yards Company had divested itself of its common carrier status 
and that the Service Company had been and was a common 
Those decisions, he 
added, disposed of the issues as to the common carrier status 
of the Stock Yards Company and the Service Company, ex- 
cept as to the Stock Yards Company prior to April 7, 1941. He 
said the Commission should find, under the principles approved 
in Status of Public Stock Yard Companies, that the Stock 
yards Company was a was a common carrier by railroad for 
two years prior to February 5, 1940, the date on which the 
complaint in No. 28421 was filed. 


“The railroads have always insisted,’ he continued, “that 
their obligations end when the live stock is placed in the un- 
loading pens, and their tariffs in which the live stock rates 
are published have so provided. They have resisted every ef- 
fort made to collect from them charges for services performed 
by the Stock Yards Company or the Service Company beyond 
the unloading pens. 

“From the facts of record, the Commission should find that 
the services performed in the past by the Stock Yards Com- 
pany and now performed by the Service Company, and the 
facilities furnished, beyond the unloading pens, except those 
facilities required for egress from the stockyards, are services 
and facilities which are not subject to the jurisdiction of the 
Commission. Egress from the stockyards is a right to which 
consignees of direct shipments are ordinarily entitled, and the 
evidence does not show that consignees of direct shipments to 
the Cleveland stockyards have relinquished this right.” 


Facilities necessary to effect delivery of direct shipments 
to consignees (packers) at the Cleveland stockyards, said the 
examiner, were: Platforms adjacent to the tracks on which 
cars were placed for unloading; the unloading pens, including 
chutes from the platforms to the pens; the alley adjacent to 
the unloading pens, and the main exit alley from the stock- 
yards. A cost study by the Stock Yards Company did not 
segregate costs of these facilities to the extent required and 
therefore was of little use in determining reasonable charges, 
Examiner Carter said. He said the company computed costs 
of furnishing facilities and services as $10.71 a deck for direct 
shipments and $6.17 for market shipments to the stockyards, 
with an average charge of $6.11 a deck computed from Feb- 
ruary 1, 1935, to May 31, 1940. 


“Although the cost study made by complainants has many 
infirmities, it affords the best guide of record to the costs of 
the unloading and loading services,” he said. 


He stated that the evidence with respect to costs incurred 
in connection with shipments stopped for feed, water and rest 
was insufficient for the determination of reasonable charges 
for those services and that no finding with respect thereto 
would be proposed. 


He recommended, in addition to the determination of the 
status of the defendants as common carriers, previously stated, 
the following findings: 


That the duties of the railroads serving Cleveland with respect 
to the transportation of interstate shipments of ordinary live stock to 
the Cleveland Union Stock Yards include the furnishing of suitable 
Pens into which the live stock may be unloaded, the services of un- 
loading, and in connection with direct shipments, the duty to provide 
egress from the unloading pens in the stockyards to a public street. 

That the charges assessed by The Cleveland Union Stock Yards 
Company from February 5, 1938, to May 31, 1940, and by The Live 
Stock Terminal Service Company since June 1, 1940, for the use of 
facilities and the performance of the services of loading, unloading, 
and delivery of interstate shipments of live stock transported by rail- 
toad to and from The Cleveland Union Stock Yards, and the charges of 
The Live Stock Terminal Service Company for the services described 
Were, are, and for the future, will be unrasonable to the extent that 
they exceeded, exceed, or may exceed $1.50 per deck. 


That complainants paid under protest and bore the charges as- 
sessed by The Cleveland Union Stock Yards Company during the 
Period from January 15, 1940, to May 31, 1940; that they have been 
damaged to the extent that the charges paid exceeded those found 
reasonable; and that they are entitled to reparation with interest. 

That the charges assessed by The Cleveland Union Stock Yards 
Company against complainants for the period from February 5, 1938, 
to January 14, 1940, have not been paid. Said defendant is authorized 
to waive the collection of the differences between the charges assessed 
during said period, and the charge found reasonable. 

That complainants paid under protest and bore the charges as- 
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sessed by The Live Stock Terminal Service Company during the period 
from June 1, 1940, to August 9, 1941, and since June 10, 1942; that 
they have been damaged to the extent that the charges paid exceeded 


those found reasonable; and that they are entitled to reparation with 
interest. 


That complainants paid the charges assessed by The Live Stock 
Terminal Service Company during the period from August 10, 1941, 


to June 9, 1942, but have waived their claim to reparation during this 
period. 


Proposed Reports 


Scrap Iron 


No. 28813, Summer & Co. vs. Erie Railroad Co. et al., em- 
bracing No. 28813, Sub. 1, Summer & Co. vs. The Wheeling & 
Lake Erie et al.; and No. 28813, Sub. 2, Summer & Co. vs. The 
New York Central. By Examiner Harold M. Brown. Rates on 
scrap iron, in carloads, from South Bend, Ind., and from Hast- 
ings and Lansing, Mich., to Mansfield, Massillon and Sandusky, 
Ohio, proposed to be found unreasonable to the extent that 
they exceeded rates made 70 per cent of the basic scale of 


rates as prescribed in Iron and Steel Articles, 155 I. C. C. 517. 
Reparation proposed. 


Macaroni, Etc. 


I. and S. M-2033, Macaroni, Tallow, Etc.—Wichita, Kan., 
to Kansas City. By Examiner Walter R. Frizzell. Proposed 
reduced rates on macaroni, noodles, spaghetti, or vermicelli, 
in barrels, boxes, double bags or in containers, in papers, and 
on animal or vegetable tallow, in barrels, boxes, pails or tubs, 
or in metal cans or pails in crates or in barrels with cloth tops, 
from Wichita, Kan., to Kansas City, not shown to be just and 
reasonable. Schedules filed by Riss & Co., Inc., and Wheelock 
Bros., Inc., both of Kansas City, Mo., to become effective June 
17 and July 7, respectively, and suspended until January 17, 
1943, on protest of Middlewest Motor Freight Bureau, the Kan- 
sas City Macaroni & Importing Co., and the Santa Fe Trans- 


portation Co., proposed to be ordered canceled and proceeding 
discontinued. 


Clutches, Clutch Parts 


I. and S. M-2048, Exceptions Ratings on Clutches and 
Clutch Parts Between Central Territory and Eastern Territory. 
By Examiner Charles H. Riegner. Proposed reduced classifica- 
tion-exception rating of third class on automobile clutches and 
clutch parts between points in central territory and points in 
trunk-line and New England territories, found unjust and un- 
reasonable. Schedules filed by the Transamerican Freight 
Lines, Inc., and 15 other motor common carriers, parties to the 
tariffs of the Eastern-Central Motor Carriers Association, Inc., 
to become effective July 7, and later suspended until February 
7, 1943, on protest of Eastern-Central Motor Carriers Associa- 
tion, Inc., Middle Atlantic States Motor Carrier Conference, 
Inc., and rail carriers in official territory, proposed to be 
ordered canceled and proceeding discontinued. 


Clothes Pins, Etc. 


I. and S. M-2057, Clothes Pins and Dry Goods from West 
Virginia to Pennsylvania Points. By Examiner W. W. McCas- 
lin. Proposed minimum rates on clothes pins from Richwood, 
W. Va., to McKeesport, Pa., and on dry goods from Bluefield, 
W. Va., to McKeesport, Pa., found unreasonably low. Schedules 
filed by Inter-City Transport and Motor Co., Inc., Buckhannon, 
W. Va., to become effective July 23, and later suspended until 
February 23, 1943, on protest of trunk line rail carriers, pro- 
posed to be canceled and proceeding discontinued, without 


prejudice to the filing of new schedules in accordance with the 
findings. 


Motor Proposed Reports 


12ecommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
pertod or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


Maryland (Laporte)—-MC 103933, Ray M. Akins, common 
carrier. Denial of certificate proposed. Household goods be- 
tween all points in defined territories in Ind. and Mich. and all 
points in Ill., on the one hand, and, on the other, all points in 
Ind., Ill., Ohio, and Mich., over irregular routes. 

Pennsylvania (Lehighton)—-MC 103724, Sub. 1, common 
carrier. Denial of certificate proposed. Coal, from points in 
Schuylkill and Carbon counties, Pa., and certain points in Lu- 
zerne county, Pa., to points in Hudson, Essex, Mercer, Union, 
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Sussex, Passaic, and Bergen counties, N. J., over irregular 
routes. , 

Pennsylvania (Palmerton)—-MC 103721, Sub. 1, common 
carrier. Denial of certificate proposed. Coal, from points in 
Schuylkill and Carbon counties, Pa., and certain points in Lu- 
zerne county, Pa., to points in Hudson, Essex, Mercer, Union, 
Sussex, Passaic, and Bergen counties, N. J., over irregular 
routes. 

Illinois (Chicago)—MC 102237, Valdmar Mattsen, com- 
mon carrier. Denial of certificate proposed. Household goods, 
and office furniture, between Chicago, Ill., and points within 
50 miles thereof, on the one hand, and points in Fla., Ga., IIl., 
Ind., Ia., Ky., Md., Mich., Minn., Mo., N. Y., Ohio, Pa., Tenn., 
Va., W. Va., Neb., Wis., Tex., Mass., Okla., N. J., Kan., and 
D. C., over irregular routes. 

Massachusetts (Boston)—-MC 69383, Sub. 2, Morris H. Fut- 
terman and Herman Weiner, extension. Denial of certificate 
proposed. New and used furniture, and household goods, from 
Boston and Lowell, Mass., to Philadelphia, Pa., over irregular 
routes. 

Indiana (Evansville)—-MC 60037, Carl H. Ballard, common 
carrier. Dismissal proposed at applicant’s request. Household 
goods, between points in Indiana, over irregular routes. 

Pennsylvania (Phoenixville)—-MC 48551, Sub. 2, Ralph A. 
Detwiler, extension. Certificate proposed. Lumber, from Port 
Newark, N. J., and Baltimore, Md., to specified points in Pa. 

Tennessee (Memphis)—-MC 40269, Sub. 7, Cook Truck 
Lines, Inc., extension. Certificate proposed. General commodi- 
ties, with exceptions, between Ackerman, Miss., and Winona, 
Miss., over an alternate route, with no service at Winona or 
at any intermediate point not presently authorized under MC 
40269. 

Virginia (Winchester)—MC 30148, Sub. 3, J. M. Grove, ex- 
tension. Certificate proposed. General commodities, with ex- 
ceptions, to and from Stonewall, Va., and points within two 
miles thereof, as off-route points. 

New York (Catskill)—-MC 18554, Sub. 1, Joseph J. Hoy, 
Jr., extension. Certificate proposed. Malt beverages, and ad- 
vertising used in connection therewith, from Albany, N. Y., to 
Manchester, Vt., over prescribed routes; empty malt beverage 
containers on return over same routes. 

Wisconsin (Milwaukee)—-MC 10240, Sub. 1 (formerly MC 
28773), Manhardt Storage Co., common carrier. Denial pro- 
posed. Household goods, between points in Milwaukee county, 
Wis., over irregular routes. 

Kentucky (Fulton)—-MC 44633, Sub. 1, Flois M. Murphy, 
R. D. Taylor and J. A. Taylor, extension. Denial of certificate 
proposed, for want of prosecution. Certain commodities, be- 
tween certain points in Ill., Ky., Mo., and Tenn., over irreg- 
ular routes. 

Texas (San Antonio)—-MC 46054, Sub. 33, Brown Express, 
extension. Certificate proposed. General commodities, except 
commodities in bulk, between Houston and Austin, Tex., be- 
tween Smithville and Lockhart, Tex., between Bastrop and 
Lockhart, Tex., and between Austin and San Marcos, Tex.. 
over specified routes. 


Michigan (Bay City)—-MC 47761, Sub. 2, extension. Denial 
of permit proposed. Soap, soap products, and lard substitutes 
or vegetable oil shortening, between Bay City, on the one hand, 
and, on the other, points in Presque Isle, Montmorency, Alpena, 
Oscoda, Alcona and Roscommon counties, Mich., over irreg- 
ular routes. 


Kentucky (Allen)—MC 64371, William Andrew Malone, 
contract carrier. Permit proposed. Continuance of operations 


as to explosives, for domestic use, between points in Ky. and 
W. Va. 


Maryland (Hebron)—MC 71078, Sub. 1, Earl W. Messick, 
extension. Denial of certificate proposed, for want of prosecu- 
tion. Lumber, from points in Wicomico county, Md., to New 
York, N. Y., and other specified points in N. Y., Md., Del., 
N. J., and Pa., over irregular routes. 


South Dakota (Sioux Falls)—-MC 71820, Sub. 3, Parker 
Transfer and Storage, extension. Certificate proposed. House- 
hold goods, between points in Minnesota within 80 miles of 
Sioux Falls, S. D., on the one hand, and points in Colo., IIl., 
Ind., Ia., Kan., Minn., Mo., Neb., N. D., Ohio, Okla., Pa., Mont., 
Wash., Wis., and Wyo. traversing Idaho for operating conveni- 
ence only over irregular routes. 

New York (Glen Head)—MC 85081, Augustus P. Whelen, 
common carrier. Certificate proposed. Continuance of opera- 
tions, in radial service, as to household goods, between points 
in Bergen, Essex, Union and Hudson counties, N. J., New York, 
N. Y., and points in Nassau and Westchester counties, on the 
one hand, and, on the other, points in Conn., Del., Fla., Ga., 
Me., Md., Mass., N. H., N. J., N. ¥., N. C., Ohio, Pa., R. L., 
S. C., Vt. Va., and D. C. 

lowa (Boyden)—MC 103730, Wm. Jansen, motor carrier. 
Certificate proposed. Butter, from Boyden to Spencer and Shel- 
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don, Ia., destined to points outside of the state of Iowa. Appli- 
cant had requested permit as a contract carrier, but the report 
proposed a common carrier certificate as appropriate under the 
circumstances. 

lowa_(Mondamin)—MC 103845, Floyd F. Lang, contract 
carrier. Permit proposed. Box lumber, from Mondamin, Ia, 
to Omaha, Neb.; live stock, between Mondamin and Omaha: 
and seed corn, from Mondamin and Waterloo, Neb., over speci. 
fied routes. 

Nebraska (Chambers)—MC 103932, H. L. Smith, common 
carrier. Certificate proposed. General commodities, with ex- 
ceptions, between Chambers, Neb., and points within 20 miles 
thereof, on the one hand, and, on the other, Sioux City, Ia, 
over irregular routes. ; 

Wisconsin (Janesville)—MC 796, Universal Service, Inc., 
common carrier, embracing Sub. 1, Same, extension. Certificate 
proposed. Continuance of operations as to truckaway and drive- 
away service, over irregular routes, automobiles, chassis, and 
parts thereof, and display material used in demonstration and 
sale thereof, in initial movements, from places of manufacture 
and assembly at Racine and Kenosha, Wis., to Milwaukee, Wis.: 
new, used, damaged or unfinished automobiles, trucks, chassis, 
and parts therefor, and display material, between Milwaukee, 
Manitowoc, Marinette, and Green Bay, Wis., on the one hand, 
and, on the other hand, all points in Wisconsin, on the one hand, 
and, on the other, all points in Illinois on and north of U. §. 
highway 6. This part of the report proposed modifications in 
prior report, 30 M. C. C. 801. In MC 796, Sub. 1, Same, exten- 
sion, certificate proposed. Truckaway and driveaway service, 
over irregular routes, new used, damaged, or unfinished auto- 
mobiles, trucks, chassis, and parts thereof, and display mate- 
rial, in secondary movements between all points in Wisconsin, 
on the one hand, and, on the other, all points in the Upper 
Peninsula of Mich. and Minn., except from Duluth, Minn., ex- 
boat; and between all points in the Upper Peninsula of Mich. 
on the one hand, and, on the other, all points in Minnesota, 
except from Duluth, ex-boat. 

Pennsylvania (Waynesboro)—MC 103755, John Albert Wis- 
hard, common carrier. Certificate proposed. Agricultural ma- 
chinery and implements, other than hand, from Waynesboro, 
Pa., to points in Va., W. Va., Md. and Del., within 200 miles of 
Waynesboro; apples and peaches from points in Adams, Cum- 
berland and Franklin counties, Pa., and Washington county, 
Md., to points in N. Y., N. J., Pa., Md., Va., W. Va. and D. C, 
in truckloads and 250 bushels or more, over irregular routes. 

lowa (Des Moines)—MC 84511, Commercial Freight Lines, 
Inc., extension. Denial of certificate proposed. General com- 
modities between Kansas City and St. Louis, Mo., over U. S. 
highway 40, as an alternate route. 

California (Los Angeles)—-MC 75812, Sub. 22, Lang Trans- 
portation Corporation, extension. Certificate proposed. Petro- 
leum and petroleum products, in bulk, from West Sacramento, 
Calif., to points and places in Nevada, over irregular routes. 

Wisconsin (Milwaukee)—-MC 68973. Tobias Simon, com- 
mon carrier. Certificate proposed. Continuance of operations 
as to general commodities, with exceptions, between Milwaukee, 
on the one hand, and, on the other, points in West Milwaukee. 
West Allis, Wauwatosa, Shorewood and Whitefish Bay, and 
the townships of Milwaukee, Lake, Greenfield, Wauwatosa and 
Granville, over irregular routes. Applicant’s operations as a 
contract carrier of special commodities under MC 67034 and 
MC 68972, proposed to be found not competitive. 


Wisconsin (Beloit)—-MC 57641, Sub. 2, Cardinal Lines, Inc., 
extension. Certificate proposed. Passengers and their baggage, 
express, and newspapers, between certain points in Wisconsin, 
over specified routes. 


North Carolina (Maiden)—MC 93649, Whisenant Transfer 
Co., Inc., common carrier. Denial proposed on further hearing 
as to cotton yarn, and cotton goods, from Maiden, N. C., and 
points within 25 miles thereof, to points in N. Y., N. J., Pa, 
Md., Va., S. C., and D. C.; general commodities, from points 
in N. Y., N. J., Pa., Md., Va., S. C., and D. C., to Maiden, and 
points within 75 miles thereof, over irregular routes. 


New York (Brooklyn)—-MC 92959, Louis Jagel, contract 
carrier, embracing MC 103487, Louis Jagel and Louis A. Jagel. 
contract carrier. Permits proposed, on further hearing. In MC 
92959, rubber, from Butler, N. J., to Worcester, Mass., and 
Providence, R. I., over irregular routes; in MC 103487, flint, 
from Toms River, Mays Landing, Pinewald, and Vineland, N. 
J.; bakelite powder, from Bound Brook, N. J.; mineral rubber, 
from Linden, Perth Amboy and Bound Brook, N. J.; and brass 
and copper wire, from Bayway, N. J., to Brooklyn, N. Y., Hills- 
grove and Providence, R. I.; limestone, from Limecrest, N. J., 
to Providence, R. I., and Brooklyn; electrical devices and appli- 
ances, parts of and materials for the manufacture thereof, pack- 
ing materials therefor, machines for repairs, and repaired ma- 
chines, between Brooklyn, N. Y., Providence and Hillsgrove, 
R. I., over irregular routes. 


the 


ice 


ula 


RLD 


\ppli- 
eport 
r the 


itract 
5 ae 
naha; 


speci- 


nmon 
h ex- 
miles 
y, Ta, 


Inc., 
ificate 
drive- 
5, and 
n and 
acture 
Wis.; 
hassis, 
aukee, 
hand, 
hand, 
U. S. 
ons in 
exten- 
ervice, 
| auto- 
mate- 
consin, 
Upper 
n., @X- 
Mich., 
nesota, 


‘t Wis- 
‘al ma- 
esboro, 
tiles of 
, Cum- 
county, 
D. <.. 
routes. 
Lines, 
il com- 
PU. Ss 


Trans- 
Petro- 
umento, 
routes. 
1, com- 
arations 
vaukee, 
waukee. 
uy, and 
osa and 
ns as a 
34 and 


es, Inc., 
aggage, 
isconslu, 


Transfer 
hearing 
C., and 
Duy FO 
n points 
Jen, and 


contract 
A. Jagel, 
. In MC 
iss., and 
87, flint, 
land, N. 
| rubber, 
nd brass 
Y., Hills- 
st, N. J., 
nd appli- 
of, pack- 
ired ma- 
illsgrove, 


November 7, 1942 


Arkansas (Waldron)—MC 89964, Sub. 2, R. R. DeFoor, ex- 
tension. Denial of certificate proposed. Lumber, between points 
in certain counties in Ark., on the one hand, and points in IIL, 
Kan., Mo., Okla., Tex., and points in Tenn., on the other hand; 
cotton, batting, and ties, between points in Ark. and Okla., over 
irregular routes. 

Tennessee (Nashville)—-MC 65967, Sub. 1, Wilson Truck 
Co., Inc., extension, embracing MC 65967, Sub. 3, Same. Denial 
of certificate proposed. General commodities, between Evans- 
ville, Ind., and Chicago, Ill.; and general commodities, in quan- 
tities of 5,000 pounds or more, between points in Ill. and Ind., 
within 30 miles of Chicago. 

Georgia (Atlanta)—-MC 65665, Sub. 2, Weathers Bros. 
Transfer Co., Inc., extension. Denial of certificate proposed, 
but temporary authority recommended, on finding that opera- 
tions entailed will further the war effort, and that applicant 
was operating under a pending “grandfather” application and 
did not need additional authority until that application is dis- 
posed of. Household goods, between points in Ala., Fla., Ga., 
Ky., La., Miss., N. C., S. C., Tenn., Va., on the one hand, and, 
on the other, points in Conn., Del., Ill., Ind., Md., Mass., Mich., 
Mo., N. J., N. ¥., Ohio, Okla., Pa., R. L, Tex., and D. C. 

New Jersey (Paterson)—-MC 59195, New England Carrier 
Corporation, common carrier, embracing MC 1989, Public Auto 
Delivery, Inc., contract carrier. Certificate proposed as to con- 
tinuance of operation, general commodities, with exceptions, 
between Paterson, N. J., and Providence, R. I., over specified 
routes; between New London, Conn., and Providence, over speci- 
fied routes; return over these routes to Paterson, serving all 
intermediate points and off-route points in specified New Jersey 
counties, and in Conn., R. I., and Mass., within 25 miles of 
Providence, R. I. 

New York (New York)—MC 46001, W. L. Byrnes, Inc., 
common carrier. Denial of certificate proposed, for want of 
prosecution. Household goods, pianos, and refrigerators, be- 
tween points in all states and the District of Columbia, over 
irregular routes. 

Illinois (Chicago)—-MC 30041, Sub. 2, Amstadter Storage 
& Van Co., Inc., extension. Denial of certificate proposed. Used 
household goods, and pianos, between points in Ala., Ark., 
Conn., Del., D. C., Fla., Ga., Ill., Ind., Ia., Kan., Ky., La., Me., 
Md., Mass., Mich., Minn., Miss., Mo., Neb., N. H., N. J., N. Y., 
N: C., N.. D., Olio, Onia., Pa. BR. 1, S: C.S; D., Tenn:, Tex., 
Vt. Va., W. Va., and Wis., over irregular routes. 

Ohio (Cleveland)—-MC 2304, Sub. 6, The Kaplan Trucking 
Co., extension. Certificate proposed. Steel mill products re- 
quiring use of flat-bottom equipment, or equipment having sides 
no higher than 36 inches, in shipments weighing not less than 
10,000 pounds each from any one consignor, from points in 
Cuyahoga county, Ohio, to Connersville and Evansville, Ind., 
and to points in Ill. located in the Chicago commercial zone; 
rejected shipments of such commodities, in the reverse direc- 
tion, over irregular routes. 

New York (Brooklyn)—-MC 95042, Sub. 1, Milton Godick, 
extension. Permit proposed. Uncrated furniture, from New 
York, N. Y., to points in Conn., N. J. and Pa., and to points in 
a specified area of New York, over irregular routes. 

New York (Poughkeepsie)—-MC 79774, Vincent J. Sucato. 

Certificate proposed, on further hearing. Continuance of op- 
eration as to clothing, and the materials used in the manufac- 
ture thereof, between Newburgh and Poughkeepsie, N. Y., on 
the one hand, and Jersey City, N. J., and Philadelphia, Pa., on 
the other. 
_ California (Los Angeles)—-MC 69584, System Freight Serv- 
ice, common carrier. Denial of certificate, or permit, proposed, 
under the “grandfather” clauses. General commodities, be- 
tween points in California and Oregon, over regular or irreg- 
ular routes. 

lowa (Waterloo)—MC 52883, Sub. 1, Blanche Takin and 
L. J. Takin, extension. Certificate proposed. Household goods, 
between Waterloo, Ia., and points within 35 miles thereof, on 
the one hand, and, on the other, points in Ill., Ind., Kan., 
Mich., Minn., Mo., Neb., N. D., Ohio, S. D. and Wisconsin, over 
Irregular routes, subject to condition that the certificate under 
this title, and the certificate granted in MC 52883, to the extent 
that they cover the same operations, confer only a single op- 
erating right. 

Wisconsin (Wausau)—MC 31465, Sub. 6, Wesley A. Steffke, 
extension. Certificate proposed. General commodities, between 
Milwaukee, Wis., and Fond du Lac, Wis., over U. S. highway 

1, with no service at intermediate points; and between Fond 
du Lac and a point near Oshkosh, Wis., over U. S. highway 
45, with no service at intermediate points. 

New Jersey (Bridgeton)—-MC 29934, Sub. 1, Lo Biondo 
Brothers Motor Express, Inc., extension. Certificate proposed. 
Damaged or rejected shipments of canned goods, from points 
In Conn., Del., Md., Mass., N. Y., Pa. R. I. and D. C,, to 
Points in Salem, Cumberland and Gloucester counties, N. J., 
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over irregular routes; and machinery and machine parts, used 
in canning manufacturing plants, between Baltimore, Md., on 
the one hand, and, on the other, points in Salem, Cumberland 
and Gloucester counties, N. J., in less than truckload lots, over 
irregular routes. 

indiana (Jasper)—MC 2994, Sub. 7, Jasper and Chicago 
Motor Express, extension. Denial of certificate proposed. Gen- 
eral commodities, including explosives, to and from the United 
a Depot at Burns City, Ind., over Indiana high- 
way 45. 

North Carolina (Hickory)—-MC 3949, Elders Transfer Co., 
Inc., common carrier. Certificate proposed, on further hearing. 
Continuance of operation as to new furniture, from Hickory, 
N. .C., to points in N. J., N. Y., Pa., Ma., Del., Va., W. Va. 
and D. C.; from Lenoir, N. C., to points in N. J., N. Y:, Pa., 
Md., Va. and D. C.; from Morganton, N. C., to points in 
N. J., N. Y., Pa., Md. and Va.; and from Drexel and Marion, 
N. C., to points in N. J., N. Y. and Pa.; malt beverages, from 
Newark, N. J., and Baltimore, Md., to Hickory; empty con- 
tainers for malt beverages, from Hickory to Baltimore and 
Newark; sheet rock and land plaster, from Plasterco and Salt- 
ville, Va., to Hickory; farm products, from Catawba county, 
N. C., to points in Tenn., Va. and W. Va.; roofing, from Eliz- 
abeth, N. J., to Hickory, N. C.; from York, Pa., and Edge 
Moor, Del., to points in N. C.; farm implements, farm equip- 
ment, live stock and household goods, between points in N. C., 
on the one hand, and points in S. C., Tenn. and Va., on the 
other, over irregular routes. Denial of certificate proposed 
in all other respects. 

Arkansas (Little Rock)—-MC 819, Sub. 3, Arkansas Trans- 
fer & Moving Co., extension. Denial of certificate proposed. 
Household goods, between points in Arkansas, on the one hand, 
and points in Colo., Fla., Ia. and N. J., on the other, over irreg- 
ular routes. 


Price Control and Transportation 


Acting on a complaint filed by Price Administrator Hen- 
derson against the Washington, Marlboro & Annapolis Motor 
Lines, Inc., alleging failure by that bus line to comply with a 
provision of the emergency price control act as amended, re- 
quiring that the Office of Price Administration as agent of the 
Economic Stabilization Director be notified of proposed “gen- 
eral increases” in rates of common carriers 30 days in advance 
of the effective date of such increases, Judge Eicher of the fed- 
eral district court for the District of Columbia has issued a 
temporary restraining order prohibiting the defendant bus line 
from charging the increased fare it put into effect between 
Seat Pleasant, Md., and points within the District of Columbia 
on October 25. 


The case brings before the court the question whether the 
increase of the former fare of 10. cents to 15 cents on a com- 
paratively short bus route falls within the category of “general 
increases” in rates as to which common carriers, under the 
amended price control act and regulations issued thereunder 
are required to serve notice on the O. P. A. 30 days before 
making the increase effective. The bus company contends that 
such a rate boost does not constitute a “general” increase. The 
O. P. A. avers that, by increasing the fare above the amount 
charged on September 15, 1942, without notifying O. P. A. and 
giving it opportunity to intervene, the bus company has vio- 
lated the requirements of the amended price control act. 

A hearing on a preliminary injunction to continue the ban 
on the increased fare was scheduled for November 5. Judge 
O’Donoghue granted continuance of the case until Novernber 
12, as counsel for the parties agreed in the view that the pro- 
ceeding would be expedited by hearing of arguments on the 
petition for a preliminary injunction and for a permanent in- 
junction at the same time. The temporary restraining order 
expires November 13. The bus company will file an answer to 
the complaint by November 9. 


At the time the bus fare between Seat Pleasant and points 
in the District of Columbia was increased to 15 cents, a transfer 
charge of 2 cents between the W., M. & A Motor Lines and the 
Capital Transit Co. was abolished. 

The O. P. A. complaint was prepared by Sheldon E. Bern- 
stein, attorney on the O. P. A. enforcement staff. 

Commenting on the O. P. A.’s injunction ‘suit, Frank B. 
Warren, assistant general solicitor of the National Association 
of Railroad and Utilities Commissioners, said in a bulletin to 
association members that after the W., M. & A. Motor Lines 
had filed a tariff with the Commission, on September 3, increas- 
ing its fare between Washington and Seat Pleasant from 10 
to 15 cents, effective October 25, there had been no protest and 
no suspension of the increase. Under the provisions of the 
motor carrier act, unless prevented by the emergency price 
control act as amended, he said, the tariff became effective 
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automatically on October 25, and on that date the bus line be- 
gan to collect its increased fare. With respect to the complaint 
by the O. P. A., he said it would presumably produce a judicial 
opinion as to the effect of the amended price control act on 
rates authorized to become effective after September 15, 1942, 
on applications filed and heard prior to the enactment of the 
amended price control act, also called the anti-inflation act. 

He said the intent of the proviso in that law affecting rates 
of common carriers (see Traffic World, Oct. 10, p. 853) might 
be considered fairly apparent as to increases proposed after 
the enactment of the bill, but that “with respect to increases 
proposed prior to the act, which (had the act not been passed) 
would have become effective without further action on the part 
of the common carrier or public utility proposing the same, the 
intent is not so clear.” 


COTTON WAREHOUSE CHARGES 

The maximum charges cotton warehouses may make for 
resampling and reweighing have not been changed and remain 
at the highest charge each warehouse made to the same class 
of purchaser in March, 1942, according to the Office of Price 
Administration. 

The increase in charges for storage and handling of cot- 
ton, authorized by O. P. A. on October 9, applied only to those 
two services, the O. P. A. said, adding that rates for all other 
services supplied by cotton warehouses now remained as they 
were before. 

“Some warehousemen had the mistaken impression that 
O. P. A. also had authorized an increase in resampling and re- 
weighing charges,” O. P. A. explained. “This probably was 
due to the fact that the recent storage agreement approved by 
the Commodity Credit Corporation specified that the charges 
for reweighing and resampling may be as high as 15 cents per 
bale as compared with a rate of 10 cents per bale in effect 
during the 1941-42 season. 

“However, the agreement approved by C. C. C. specifically 
states that in no event shall the charge for such services ex- 
ceed the charges provided for in O. P. A. regulations.” 


Texas Rates and Charges 


The economic stabilization law, by its language, imposed 
additional responsibilities on the Commission, enlarging those 
in the Hoch-Smith cases, and required the Commission to order 
increases in rates or charges of common carriers only to the 
extent of removing undue discrimination—not necessarily un- 
just or unreasonable discrimination, it was declared in argu- 
ments before the Commission, November 5, in No. 28846, In- 
creases in Texas Rates, Fares and Charges. 


The foregoing declaration was made by David Ginsburg, 
on behalf of Leon Henderson of the Office of Price Administra- 
tion, and on behalf of James Byrnes, director of the office of 
price stabilization, in opposition to any increase in this pro- 
ceeding which would result in an inflationary effect. The pro- 
ceeding was brought about by the alleged refusal of the Rail- 
road Commission of Texas to permit increases in Texas rates to 
the level of interstate rates authorized by the federal Commis- 
sion in Ex Parte 148. Texas railroads charged discrimination, 
preference and prejudice. 

Mr. Ginsburg said there was a certain amount of unjust 
and unreasonable discrimination in any normal condition, but 
in cases where there was undue discrimination it should be re- 
moved to keep down the cost of living. He said he believed the 
general principles applicable to this case would be applicable 
to other cases which might follow. He stated, however, as to 
this proceeding, that notice was given in connection with the 
increases proposed. The economic stabilization act requires 
that no general increases in rates or charges in effect Septem- 
ber 15 be made without the giving of 30 days’ notice (see Traffic 
World, Oct. 17, p. 901). 

Those participating in the argument, other than Mr. Gins- 
burg, follow: Robert Thompson, for the respondents; E. H. 
Thornton, for the New Orleans Joint Traffic Bureau and vari- 
ous salt companies, including the Jefferson Island Salt Co.; 
N. A. Stewart, for the Merriwether Gravel Co., and others; 
F. A. Leffingwell, for the Texas Industrial Traffic League and 
all protesting shippers, except the Live Stock Traffic Associa- 
tion; and C. A. Stewart, for the Live Stock Traffic Association. 

Texas, it was stated, was the only state out of the 48 which 
had refused to any extent to authorize increases in rates, fares 
and charges to the interstate level, as authorized by Ex Parte 
148. Mr. Thompson said that Texas was prohibited by statute 
to increase coach fares to 3.3 cents, as would result under Ex 
Parte 148. He said that that statute only allowed an increase 
to 3 cents. He said the hearing in this case was in the nature 
of an appeal from the Texas commission. For the last nine or 
ten years, he said, the Railroad Commission of Texas and the 
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federal Commission had been getting away from the coo:era- 
tive arrangement in fixing a uniform level of rates as between 
state and interstate traffic. He cited instances where the ‘Texas 
commission had failed to go along with the federal Commission 
in rate fixing. Unless the federal Commission got in and broke 
up this control, he declared, the state would have dominant 
control over south and southwestern rates, interstate and intra- 
state. 

So far as this proceeding was ancillary to Ex Parte 143, it 
was, said Mr. Thompson, a revenue case, though he pointed out 
that there was evidence showing discrimination. Mr. Thompson 
cited statistics showing that, for the years 1931-40, the Texas 
railroads suffered a net deficit after fixed charges of $152. 
000,000. Lately, however, he said there had been some improve- 
ment. On the basis of the 1941 operations, he said the Texas 
roads would lose $2,000,000 per annum as a result of the Texas 
commission’s failure to authorize increases to the Ex Parte 148 
level. He said the increase in net earnings was due to abnormal 
conditions, citing the war and stating that 50 per cent of the 
traffic was government business. He said that no one knew how 
long the war would last, and that the existing conditions would 
change. He said, in effect, that because of the rate inequalities 
an interstate shipper was forced to do business under the in. 
equalities, or go out of business. He presented evidence tend- 
ing to show border point discrimination as well as discrimina- 
tion throughout the state of Texas. 

Mr. Thornton said that the failure of Texas to increase 
rates to the interstate level, unlike Louisiana, had placed the 
New Orleans shippers at a serious disadvantage, with the ulti- 
mate result that they had to forego their business in Texas, 
He cited examples as to salt, sugar, and many other commodi- 
ties, where New Orleans shippers had to absorb differences in 
rates or would have had to forego the business. Mr. Thornton 
said that he wanted Mr. Leffingwell to show the Commission 
where the Texas state rates were higher than Texas interstate 
rates, as the latter claimed on brief. He also said he wanted 
the Office of Price Administration to tell the Commission why 
the Louisiana railroads should be compelled to increase their 
rates while the Texas railroads should not. Louisiana, he said, 
still belonged to the Union. 

Mr. N. A. Stewart said the companies he represented were 
practically eliminated so far as Texas was concerned. He 
adopted the argument of Mr. Thornton, saying what Mr. Thorn- 
ton had said applied with equal force to the companies he 
represented. 


Mr. Leffingwell said that the carriers were basing their 
plea for additional revenue on losses they sustained as a result 
of conditions before the war. He said the rates within Texas, 
without the Ex Parte 148 increases, were as high or higher 
than interstate rates with the Ex Parte 148 increases included, 
distance considered. He said the railroads serving Texas were 
making more than a fair return, 6.9 per cent over book invest- 
ment. He said there was nothing to show that the rates in 
Texas were out of line with rates generally, with Ex Parte 148 
increases added. He also pointed out that first-class fares in 
Texas could not be increased over 3 cents because of the Texas 
statute. 


Mr. Ginsburg continued his argument by saying that if 
the government’s fight against inflation was to be successful, 
it was necessary that control against rising prices be applied 
as rigorously to transportation and public utility rates as to 
other prices. In part, he said: 


It is not too much to say that the most urgent economic problem 
now facing the nation is how to increase war production without set- 
ting off an uncontrollable spiral of inflation which would inevitably 
undermine the war effort and jeopardize the safe return to peace. By 
the act of October 2, the Congress has attempted to avoid these con- 
sequences by providing for general stabilization of prices, wages and 
salaries at the levels prevailing on September 15, 1942. The Congress 
recognized, of course, the necessity for some adjustments—those neces- 
sary to correct gross inequities or to aid in the effective prosecution 
of the war. 

If this stabilization program is to be successful, the authority to 
make upward adjustments must be exercised sparingly and only An 
those cases where it is clearly necessary to correct those inequities 
or to permit the continuance of essential services. 


Mr. Ginsburg asserted that it was a matter of general 
knowledge that railroad earnings were now so generally favor- 
able as to make it extremely unlikely that rate increases would 
be necessary to insure adequate transportation service, adding 
that, in considering adjustments of individual rates, it was nec- 
essary to remember that what might be undue discrimination 
in normal times was not necessarily undue discrimination 
when countervailing considerations of national policy were at 
stake. 

Earlier, he had cited the instruction of President Roose- 
velt in the executive order establishing the Office of Economic 
Stabilization that it “shall be the duty and responsibility of all 
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departments and agencies of the government to cooperate in the 
execution” of the administrative program worked out by the 
Office of Economic Stabilization under its instructions in the 
same order “to stabilize the cost of living in accordance with 
the Act of October 2, 1942.” 

The importance of control over transportation rates, Mr. 
Ginsburg said, came from the fact that it was impossible to 
obtain stabilization merely by putting ceilings on the prices 
of goods and services bought by the public and the fact that, 
at every stage of the economic process, goods must be moved. 

“An increase of freight rates would be a threat to the 
whole structure of price ceilings,” Mr. Ginsburg said. Where 
the increase of cost could not be absorbed, ceilings would 
have to be raised, or bankruptcy would follow. This would 
mean an increase of costs at the next stage of business. If the 
price increase at this stage could not be absorbed, we should 
have to raise ceilings here, too. In tight cost situations, this 
process would continue until it resulted in a rise in a price 
entering the cost of living. 

“It is not enough to say that the inflationary effect of a 
particular rate increase has not been shown. The whole his- 
tory of our attempt to prevent runaway inflation through 
price control indicates that stabilization must be over-all and 
complete if it is to be successful. The inflationary effect of 
a particular price or rate increase may be infinitesimal, yet the 
cumulative effect may be catastrophic.” 


} Freight Forwarder Investigation 


The three freight forwarder investigation proceedings, 
Nos. 28894, 28896 and 28897, instituted by the Commission 
(see Traffic World, October 31) result from allegations made 
by shippers bringing about the suspension of freight forwarder 

\ ariffs in I. and S. No. 5151, Consolidation of Shipments by 
Freight Forwarders, I. and S. No. 5152, Books, Drugs and 
Cotton Goods, New York to Chicago and I. and S. No. 5154, 
Commodities, New York to Cleveland. 

A committee of Commission employes has been trying to 
straighten out forwarder tariffs which contain provisions that 
have been held to be illegal for railroads, motor carriers and 
water carriers. For illustration proposed rates on books and 
drugs were made applicable, “only when the consignee has 
received 150,000 pounds or more of freight (less-than-carload) 
from New York to Chicago in three full calendar months pre- 
ceding the month in which any shipment is made”, under the 
rates. It was held that the rates suspended in I. and S. No. 
5151 were in conflict with the Commission’s holding in Aggre- 
gating Express Shipments, 192 I. C. C. 301, and Monark Motor 
Freight, Consolidated, Diversion, Split Delivery Rules, decided 
April 30, 1942. In connection with the tariffs therein involved, 
it was pointed out, the rate depended on what had happened 
to many other shipments on different dates. Rates such as 
these, it was set forth at the time I. and S. No. 5151 was 
created, were clearly discriminatory in favor of large shippers. 
Obviously it was said they could only be used by large depart- 
ment stores or mail-order houses and would give to such con- 
cerns rates lower than were available to other shippers of 
similar shipments. 

As to proposed proportional rates on cotton piece goods 
it was observed that no forwarder had the right to enter into 
any through arrangement for continuous carriage with a com- 
mon carrier by rail, water or motor from or to points beyond 
the territory served by it, not to make proportionals applicable 
on shipments received from a contract carrier and yet the rates 
therein suspended would have so applied. 

Even more illegal, it was stated in connection with the 
tariffs under consideration, was the fact the rate would apply 
on a shipment transported in line-haul service by the owner 
of the goods. It was pointed out that it was a settled principle 
that carriers subject to the interstate commerce act must make 
their rates apply from the places where the freight was received 
by them and that they could not indirectly extend their services 
to points off their lines by subterfuges. The tariffs there 
involved were such as to threaten a breakdown of the less- 
carload rate structure, it was thought. 


Forwarder Permit Applications 


A freight forwarder permit application filed by Edgar 
Morgan Stanley, dba Pioneer Carloading Co., of Los Angeles, 
Calif. has been assigned docket number FF-5. He asks au- 
thority for freight forwarder operations in transportation of 
general commodities from Boston, Mass., Newark, N. J., Jer- 
Sey City, N. J., New York, N. Y., Baltimore, Md., Philadelphia, 

a., and points in 13 eastern states and the District of Co- 
lumbia, to Los Angeles, Oakland, San Francisco and Sacra- 
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mento, Calif., Portland, Ore., Seattle, Wash., Spokane, Wash., 
and other points in California, Oregon and Washington. Ap- 
plicant says its principal points of assembly are its loading 
stations at Boston, New York City and Philadelphia, and that 
his principal break bulk points are Los Angeles and San Fran- 
cisco. The application says that C. R. Mason is applicant’s 
general manager, that W. H. Sainsbury heads its traffic de- 
partment, and that, because of its relatively small size, appli- 
cant has joined with Pacific Consolidators, Inc., Wells Fargo 
and Western Transportation Co. in forming a joint operating 
department, headed by S. B. Spoor. Applicant says it became 
successor in interest to Walter A. Junge, dba Stor Dor Consoli- 
dators, on December 15, 1937. 

In application assigned docket number FF-6, Hudson Ship- 
ping Co., Inc., of New York City, asks authority for freight 
forwarder operations through use of common carriers by rail- 
road in transportation of general commodities from the port of 
New York to points in Alabama, California, Florida, Louisiana 
and Texas. The application says that applicant has held out 
and intends to hold out the proposed services to exporters, 
export commission agents and exporting manufacturers; that 
the shipments are delivered by exporting firms or their sup- 
pliers or by truckmen selected by applicant to loading point 
in port of New York area where the consolidated car is loaded; 
that the cars are consigned either to a forwarding agent in 
port of export or to applicant in care of steamship company in 
port of export, and that distribution of applicant’s consolidated 
cars does not take place since the cars are delivered as a unit 
to the pier of the outgoing vessel and there unloaded. Appli- 
cant says that it has heretofore not formally assumed responsi- 
bility for transportation, except in the measure that applicant, 
acting as the forwarding agent, is “responsible in a general 
way.” It says that no bills of lading have been issued to ship- 
pers who did not demand or require them. It states that the 
following will be in charge of the proposed service: Frank L. 
Breiner, Jr., secretary; George Pace, export traffic manager; 
and Leopold Wohlauer, vice-president. 

In FF-7, W. J. Byrnes & Co. of New York, Inc., New 
York City, asks a permit authorizing freight forwarder opera- 
tions in transportation through use of facilities of rail carriers, 
of fur skins, dried eggs, bristles, and hog casings, from Van- 
couver, British Columbia, Seattle, Wash., Portland, Ore., and 
San Francisco and Los Angeles, Calif., to New York City. The 
application says applicant is primarily a customs broker and 
forwarding agent, and that, after a shipment destined to an 
inland point arrives at a seaport and is cleared through customs 
by a customs broker, the goods are shipped to the inland con- 
signee by the forwarding agent. It cites, as an illustration, 
the forwarding of 40 separate less-carload shipments of fur 
skins arriving by steamer at a west coast port and destined to 
40 different consignees in New York. Applicant says that it 
has never assumed not intended to assume transportation re- 
sponsibility, and that it is its contention that it is not a for- 
farder subject to part IV of the act. 

Howard Terminal, a corporation, of Oakland, Calif., in 
FF-8, asks a permit authorizing freight forwarder operations 
in transportation by rail, water or motor vehicle of canned 
goods from Oakland to all points in the United States. The 
application says that applicant established a canned goods pool 
car via steamer and via steamer-rail in connection with vessels 
serving its terminal about 1928, and that a similar pool car 
service was established in connection with all-rail movement 
and rail-truck movement in June, 1941. It says that all sup- 
pliers are required to deliver their merchandise to the Howard 
Terminal for loading, and that the applicant does not assume 
responsibility for transportation of the shipment from point 
of receipt to point of destination, “it being the applicant’s 
opinion that the responsibility for such transportation is that 
of the carrier performing the transportation service.” It adds 
that it is its opinion that its operations are that of a shipper’s 
agent and that its responsibilities are confined to the terminal 
areas in which it operates. The application bears the signa- 
ture of Charles P. Howard, president of applicant. 

Carl J. Huff, dba Huff Forwarding Co., of San Francisco, 
Calif., has filed an application, in FF-9, for a permit author- 
izing operation as a freight forwarder through use of facili- 
ties of rail carriers in the transportation of canned goods, dried 
fruits and alcoholic beverages from San Francisco to Seattle, 
Wash., to New Orleans, La., for export, and to New Orleans, 
Chicago and New York City. The applicant says the com- 
modities named are forwarded in three different types of con- 
solidated cars, one for each of the commodity classes desig- 
nated, that a public warehouse at San Francisco or other Cali- 
fornia origin is used to receive and load into railroad cars, and 
that public warehouses are engaged to unload merchandise 
from these cars. After unloading, such warehouses advisé 
consignees that their merchandise is ready for delivery, accord- 
ing to applicant. Applicant says it assumes responsibility for 
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the transportation of shipments from origin to destination and 
issues a standard form bill of lading. It says its business is 
small in volume and that the frequency of forwarding is 
fortnightly. 

The Commission has issued notice that, under the provi- 
sions of section 410 of the act, every freight forwarded subject 
to the act, who was in operation on May 16, must file an appli- 
cation for a permit before midnight, November 12, if he in- 
tends to continue such operations. The time allowed for filing 
was 180 days from May 16. 

The Mor-Gain Forwarding Co., of Dallas, Tex., has filed 
an application under part IV of the act for a permit to con- 
tinue operation as a freight forwarder, in interstate or foreign 
commerce, through use of facilities of common carriers by rail, 
express, water, air, or motor vehicle in the transportation of 
general commodities from points in 23 eastern and midwestern 
states and the District of Columbia to points in Arizona, Arkan- 
sas, Louisiana, New Mexico, Oklahoma and Texas, and St. 
— Mo. The application has been assigned docket number 

-10. 

The applicant says that its principal assembling points are 
New York City and St. Louis, that its principal break bulk 
points are St. Louis, Dallas, Tex., Houston, Texas City, Gal- 
veston and Beaumont, Tex., and New Orleans, La., and that the 
destinations are points in the southwestern territory. It says 
it has contractual agreements and an arrangement with South- 
western Terminal, New York City, for receiving freight, paying 
advances, and performing other duties in connection with as- 
sembly and consolidation of freight, and a similar agreement 
at St. Louis with the Southwestern Terminal and the Gulf Car- 
loading Co. It adds that it has an agreement with Zanes Freight 
Agency, at Dallas, to check, unload, segregate and deliver the 
freight, and a joint loading agreement with the National Car- 
loading Co. and Gulf Carloading Co. for use of their facilities 
and personnel for the proper handling of freight. It cites, also, 
agreements with the Baltimore & Ohio and the Missouri Pa- 
cific. The application shows that applicant began its operation 
in the latter part of 1939. Attached to the application is an 
exhibit listing several hundred shipments handled by the appli- 
cant in 1941 and 1942. Signers of the application are J. E. 
Brentlinger, Leonard Langley and L. I. Langley, as owners, and 
L. O. Langley, as general counsel. 


Forwarder Tariff Publishing 


Acme Fast Freight, Inc., and other freight forwarders, 
by their attorney, Giles Morrow, have asked the Commission to 
postpone to February 1, 1943, the effective date of special per- 
mission No. 11647, M No. 33775, as amended, permitting for- 
warders to depart from the tariff publishing rules of Tariff 
Circular FF No. 1, No. 20 and MF No. 1 to the extent neces- 
sary to continue reference in freight forwarder tariffs to ex- 
ceptions to classifications and to continue, or publish new, 
reference in freight forwarder tariffs to railroad commodity 
rate tariffs, in which such forwarders are not shown as par- 
ticipants. 

The petitioning forwarders said they had been advised by 
W. F. Knobeloch, chairman of the Southwestern Freight Bu- 
reau, that forwarders might not be included as participants 
in Agent Peel’s tariffs of exception ratings and other tariff pub- 
lications of Peel. They said they had also been advised that 
they might not participate in railroad commodity rate tariffs 
some of which included exception ratings. 


“It will be impossible for your petitioners to comply with 
the tariff rules which are waived by the conditions of special 
permission No. 11647, M No. 33775 as amended by amendment 
No. 1,” they declare. 

Petitioners said they had been allowed to participate in 
certain exceptions rating publication. However, they added, 
the method of tariff publication employed by them (the peti- 
tioners) did not lend itself to a separate reference to excep- 
tion ratings in certain territories and to railroad commodity 
rate tariffs as distinguished from exceptions ratings in other 
territories, in which “your petitioners have been accepted as 
participants in applicable tariffs; and it will be necessary for 
your petitioners to maintain a uniform manner of reference 
to all tariffs of exception ratings and commodity rates.” 

Petitioners called attention to former petitions filed by 
them and repeated contentions made by them that the refer- 
ences to exception rating tariffs and railroad commodity rate 
tariffs contained in their tariffs provided the definiteness of 
rate required by statute, ‘and while such references are not 
technically in accordance with the provisions of tariff circulars 
of the Commission, the effect is legally binding as between your 
petitioners and their customers.” 

At the present time petitioners said they were in the 
process of publishing their tariffs in strict compliance with 
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Tariff Circular FF No. 1, No. 20 and MF No. 1. It had been 
necessary, they said, to change the methods and practices of 
tariff publication employed by freight forwarders since their 
entrance into the field of transportation. They estimated the 
necessary corrections would be accomplished by February j, 

The Commission has granted the freight forwarders ay. 
thority to refer in their tariffs to Peel’s exceptions to the 
classification and to other rail and motor tariffs, until Jan. 
uary 31, 1943. 


UNCONTESTED FINANCE CASES 
Report and certificate in F. D. No. 13936, Missouri Pacific Raij- 
road Co. trustee construction, authorizing construction by the trustee 
of the Missouri Pacific Railroad Company of a line of railroad in Bates 
County, Mo. Approved. 


PETITIONS FOR REHEARING, ETC. 


MC F-1839, Campbell and Co., Inc., purchase, Benjamin Cain. 
Campbell and Co. and Benjamin Cain ask dismissal of application with- 
out prejudice. 

No. 28890, National Radiator Company, successor to National Radia- 
tor Corporation vs. P. R. R. Pennsylvania Railroad Company, de- 
fendant, asks that complainant be required to make more definite and 
certain the allegations contained in complaint. 

I. & S. No. 5096, Southeastern Pipe Line Company proportional 
rates. Southeastern Pipe Line Company asks vacation of investigation, 

W-761, Lake Champlain Despatch Co., Inc., common carrier appli- 
eation. Applicant asks that Commission issue an amended decision 
granting to petitioner a certificate as a common carrier to perform 
general towage of non-self-propelled vessels on the Hudson River, the 
Champlain Canal of the New York State Canal System, Lake Chanm- 
plain, and the Erie Canal of the New York State Canal System as 
far west as Vischer Ferry, N. Y. 

No. 13535 et al., Consolidated Southwestern Cases. R. J. Reynolds 
Tobacco Co. has filed a petition in support of petition of southwestern 
line for reconsideration by the entire Commission and modification of 
order of September 5 entered by division 3 of Commission on petition 
of southwestern lines dated July 30 and for formal hearing on and 
further consideration of said petition. 


FINANCE APPLICATIONS 

Finance No. 13994. Alabama Great Southern asks authority to 
issue and sell $9,500,000 of its first mortgage 25-year 3%4 per cent bonds, 
series A, so as to meet the maturity of a like amount of bonds. Appli- 
cant said that on December 1, 1943, there would mature $4,312,000 of 
series A 5 per cent bonds and $5,206,000 of series B 4 per cent bonds, 
issued under its first consolidated mortgage, dated December 1, 1913. 
It said it proposed to create a new first mortgage to secure bonds 
limited to a principal amount at any time outstanding of $15,000,000. 
The $9,500,000 issue of bonds will be dated November 1, 1942, and will 
mature November 1, 1967. Following publication of invitation for bids, 
applicant said it had accepted the highest bid, that of Salomon Bros. 
& Hutzler (for themselves and for Stroud & Co., Inc., White, Weld 
& Co., Wertheim & Co., Weeden & Co., Auchinlodd, Parker & Red- 
path, and The Robinson-Humphrey Co.). 

MC F-2014. Old Colony Motor Lines, Inc., New York, N. Y., asks 
authority to purchase operating rights of D & W Line, Inc., Boston, 
Mass., and temporarily to operate. 

MC F-2016. Shirks Motor Express Corporation, Lancaster, Pa., 
asks authority to purchase operating rights of George S. Ruoss, of 
Bird-in-Hand, Pa., as a common carrier of property between points 
in Lancaster County, Pa., on the one hand, and points in New Jersey, 
on the other. 

MC F-2017. Evans Line, Inc., Bluefield, W. Va., asks authority to 
purchase operating rights of G. O. Roush Transfer, New Haven, W. 
Va., as a common carrier of general commodities over a specified route 
between Charleston, W. Va., and Point Pleasant, W. Va. 

MC F-2018. Mashkin Freight Lines, Inc., Hartford, Conn., asks 
authority to purchase operating rights of H. A. Lavoie, West Hartford, 
Conn., as a common carrier of household goods and pianos between 
Hartford and points within 15 miles thereof and points in Mass., 
N. Y., N. Jd. B. L, Ve. and N. H. 


WATER CARRIER APPLICATIONS 


Charles T. Banks and Flo L. Banks, dba the Charles T. 
Banks Towing Line, of Drexel Hill, Pa., have asked the Com- 
mission in an application docketed as W-886, for a certificate 
or a permit, or both, authorizing transportation by water of 
commodities generally in towage or lighterage service, between 
points in Philadelphia harbor to all points on the Delaware 
River, to Baltimore, Md., Washington, D. C., Richmond, Va. 
and Cape May via the Delaware and Chesapeake Canal, the 
Chesapeake Bay and its tributaries, including those in Mary- 
land, Virginia to Norfolk, and on the Potomac, York and 
James Rivers. The applicant says it operates three tugboats 
and two lighters. 

In an application assigned docket number W-887, the 
Pere Marquette Railway, a Michigan corporation, seeks tem- 
porary authority and permanent authority for ferrying of 
passengers across Lake Michigan, between Ludington, Mich. 
and Kewaunee, Manitowoc and Milwaukee, Wis. The applica- 
tion says that applicant presently is operating a daily regular 
~_— between these ports, with the use of six vessels owned 
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Suspended Tariffs 


‘ Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules aot reproduced here. Details of such orders are published tn 
The Datly Traffic World and Rulletin and The Traffic Bulletin.) 


In I. and S. M-2126, the Commission has suspended from 
October 30, until May 30, the operation of certain schedules 
published in tariff MF-I. C. C. No. 36 of Joseph E. Faltin, dba 
J. E. Faltin Motor Transportation, Manchester, N. H. The 
suspended schedules propose to establish a rule covering the 
consolidation of shipments of hides and related articles when 
moving from New York and New Jersey points to points in 
Massachusetts and New Hampshire. 

In I. and S. M-2127, the Commission has suspended from 
October 31, until May 31, the operation of certain schedules 
as published in Supplement No. 2 to tariff MF-I. C. C. No. 2 
of Wm. J. Hands, dba Michigan & Nebraska Transit Co., 
Grand Rapids, Mich. The suspended schedules propose to 
establish new or increased or reduced commodity rates on 
butter, eggs, and poultry, from Omaha, Neb., and Sioux City, 
Ia., to points in Michigan; also a new rule governing split 
pick-up and delivery service applicable at points in central and 
western states. 

In I. and S. 5158, the Commission has suspended from No- 
vember 1 until June 1 the operation of certain schedules as 
published in supplements Nos. 24 and 7 to Chicago and North 
Western Railway Company’s tariffs I. C. C. Nos. 10957 and 
10989, respectively, and supplement No. 40 to Chicago, Mil- 
waukee, St. Paul and Pacific Railroad Company’s tariff I. C. C. 
No. B-7259. The protested schedules propose to increase the 
rate on frozen edible hog or pig skins and trimmings, car- 
loads, from Madison, Wis., to Chicago and Grays Lake, IIL, 
from 14 to 16 cents a 100 pounds. 

In I. and S. 5159, the Commission has suspended from No- 
vember 1 until June 1 the operation of certain schedules as 
published in supplement No. 29 to Agent J. P. Haynes’ tariff 
I. C. C. No. 1353, supplement No. 8 to Agent L. E. Kipp’s 
tariff I. C. C. No. 1481, and other tariffs. The suspended sched- 
ules propose to revise the minimum rate provisions applying 
on surghum grains manufactured in transit into animal or poul- 
try feed at points in the west. 

In I. and S. 5160, the Commission has suspended from 
November 4 until June 4 the operation of certain schedules 
as published in supplement No. 6 to Oregon, California & East- 
ern Railway Company’s tariff I. C. C. No. 23. The suspended 
schedules propose to restrict the points at which lumber and 
forest products may originate and be accorded transit arrange- 
ments at stations on the O. C. & E. 


Live Stock to and from the South 


At the request of central territory defendants, the Com- 
mission has extended from October 31 to November 14 the time 
for filing petitions for reconsideration or further hearing in 
I. and S. No. 4779, Live Stock to and from the South, and cases 
joined therewith. 

Complaining Ohio River markets in No. 28312, Louisville 
Live Stock Exchange vs. Alabama Great Southern et al., No. 
28365, Bourbon Stock Yard Co., Inc., et al. vs. Same, and 
No. 28372, Louisville Live Stock Exchange vs. Alabama Great 
Southern et al., have asked the Commission to grant further 
hearing and argument and reconsideration on the whole record 
in I. and S. No. 4779, et al., Live Stock to and from the South. 
The cases in which the Ohio River markets are complainants 
are joined with I. and S. No. 4779 as well as other cases. 
The Commission recently. extended from October 31 to Novem- 
ber 14 the time for filing petitions for reconsideration or further 
hearing in these proceedings. 

Prior to the hearing in the proceeding the Ohio River mar- 
kets said they acquiesced in the proposal that the cases in- 
volved be heard on a common record. But, they said, as the 
hearing progressed it became apparent that the particular is- 
Sues involved in the complaints of the Ohio River markets 
would be submerged in the great mass of evidence submitted in 
Support of the more general issues presented in the other com- 
Plaints, “which embrace intraterritorial rates within southern 
territory as well as interterritorial rates within southern ter- 
ritory and points in official territory.” 

_ , “In case of this magnitude, with 4,000 pages of testimony, 
It is,” the markets declared, “exceedingly difficult to adequately 
emphasize the importance of local conditions involved therein, 
or for the Commission to foresee the effect of its decision 
with respect to each and every issue of all complaints.” 

_ The Ohio River markets, say they seek, among other 
things, to have established at Cincinnati, O., Louisville, Ky., 
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and Evansville, Ind., market privileges identical. with those ap- 
plicable in central territory, which privileges not only permit 
live stock to be stopped to try the market, but also permit 
it to be combined and reconsigned as well. With such privi- 
leges now operative extensively in central territory, the Ohio 
River markets said they found themselves in a most serious 
predicament, even under the present rates, rules and regula- 
tions. Therefore, they added, should the scale of rates pre- 
scribed for application interterritorially from ponits in south- 
ern territory to points in official territory, “it becomes im- 
perative that the Ohio River markets be placed on a parity with 
markets in central territory and accorded equality of treat- 
ment.” Otherwise, they say, they will unquestionably suffer 
severe loss. 

The effect of the decision in that respect, the markets said, 
could be concisely stated by a comparison of the rate on calves, 
hogs, sheep, lambs, goats and kids, in double deck cars, and on 
cattle, fit for slaughter, from Glasgow, Ky., to Louisville, Ky., 
and to points in central territory. Glasgow, they said, was one 
of the most important points in Kentucky at which live stock 
was consolidated for rail movement. Under the scale pre- 
scribed in this proceeding (not including Ex Parte 148 in- 
crease) the rate to Louisville, Ky., and to New Albany, Ind., 
would be the same, 22 cents, they said. However, they added, 
at Louisville it would be restricted to the stop to try market 
privilege. Under the rules applicable at New Albany, in addi- 
tion to try the market, they continued, the consignor or con- 
signee might divert, reconsign, or combine and reconsign, to 
a point beyond at the through rate from point of origin to ul- 
timate destination. The important live stock markets in cen- 
tral territory, such as Indianapolis, Ind., the markets said, 
enjoyed even more liberal privileges than those in effect at 
such points as New Albany. The rate from Glasgow, Ky., to 
Indianapolis, Ind., they declared, would be 29 cents as com- 
pared to 22 cents to Louisville, but the privileges in effect at 
the Indianapolis market would more than compensate for the 
7 cents difference resulting from the greater distance involved. 
The markets said they could cite many like situations at Louis- 
ville, and at Cincinnati and Evansville as well. 

“Unless these conditions are recognized and corrected, the 
position of the Ohio River markets is serious,” say the markets. 
“The fact that the decision produces these results would seem 
in itself to justify further hearing and reconsideration.” 


Live Stock Car Supply Rule 


A brief of the respondent railroads setting forth exceptions 
to the proposed report by Examiner Claude A. Rice in I. and S. 
No. 5121, Two-for-One Rule on Live Stock in the South, and 
reply briefs by other interested parties, including the Secretary 
of Agriculture, have brought into issue the question whether a 
proposal by the railroads to revise their present practice of 
supplying two single deck live stock cars in lieu of a double 
deck car when unable to supply the latter type of car, by lim- 
iting such substitution to “points where there are facilities for 
loading double deck cars,” is motivated by the railroads’ desire 
for more revenue or by their fear of running afoul of the law. 

Examiner Rice recommended, in his proposed report, that 
the proposed change in the present two-for-one rule in the 
south be found not just and reasonable, and that the Commis- 
sion order cancellation of the proposed rule revision (see Traffic 
World, Oct. 3, p. 769). 


The respondent lines, in their brief, said the examiner 
—_ in finding that the rule did not result in light loading 
of cars. 

“There is absolutely no justification for the assumption, 
apparently indulged in by the examiner, that shipments han- 
dled under the two-for-one rule average 16,680 pounds per 
deck,” they said. “In fact the correct average for such ship- 
ments is the average when loaded in double deck cars, which 
was 25,320 pounds, or, 12,660 pounds per deck, and this is 
4,020 pounds, or one-third, less than the average loaded in 
single deck cars. 

The railroads said that at points at which no public stock 
yards were located but at which the volume of traffic justified 
the expense, the carriers, for the shippers’ convenience, had 
provided special facilities for loading and unloading live stock. 
These included some double deck facilities, they said, but, they 
added, the law did not require the railroads to provide special 
equipment at every station to facilitate the loading or unloading 
of carload shipments of live stock or other traffic that they 
held themselves out to transport. They said the adequacy or 
their loading facilities or car supply was not in issue. The prin- 
cipal purpose of the proposed rule, they averred, was to elim- 
inate the rule that made it difficult for the carriers to avoid 
practices condemned by the Commission. 

The Cincinnati Meat Packers’ Association, answering the 
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brief of the railroads, said the facts indicated that it was likely 
more profitable to furnish two single deck cars than to pro- 
vide themselves double deck cars and loading facilities therefor, 
and that the proposed rule would permit the respondents to do 
exactly what they did at present, but to charge higher prices 
for such service and at the same time overcome their responsi- 
bility to furnish adequate car service as was provided in sec- 
tion 1(11) of the act. The association said it was clear that 
both car service and facilities were in issue, that it was equally 
clear that the respondents maintained double deck loading 
facilities at only relatively few points, and that it was likewise 
shown that the southern railroads owned few, if any, double 
deck cars. The proposed rule, it added, would place on the 
shipper the liability for the payment of single deck rates with- 
out the opportunity of loading double deck cars and would 
clearly be unreasonable. 

The Secretary of Agriculture, in his reply brief, said, 
among other things: 


Fundamentally, what the carriers propose to do under the sus- 
pended rule is to continue to furnish two single-deck cars in lieu of 
one double-deck car at points where there ar ‘‘facilities’’ for loading 
double-deck cars, at the double-deck rate and minimum weight, but 
increase the charges on two single-deck cars furnished for the trans- 
portation of a like amount and weight of live stock to the basis of the 
single-deck rate and the single-deck minimum weight for each car. 

The evidence shows that the effect would be to increase the 
charges per car by amounts ranging up to $105, increases which the 
carriers have not justified. or even attempted to justify. 

Even if it had been shown that the present rule is unlawful (which 
it has not) the changed proposed under the suspended rule are demon- 
strated to result in charges that are unreasonable . . . unjustly dis- 
criminatory . . . and unduly prejudicial . . . Mention is made of criti- 
cisms of certain practices under various two-for-one rules by members 
of the Commission’s staff, but if we interpret those criticisms properly, 
they go to the charge that the tariff provisions are susceptible of abuse 
by connivance of shipers with carriers’ employes. . . 


The Southeastern Association of Railroad and Utilities 
Commissioners said, in their reply brief, that it was not un- 
lawful for the carriers to meet their legal duty to furnish 
“adequate facilities” at any station where they did not have a 
double deck loading chute by furnishing two single deck cars 
in lieu of a double deck car ordered by the shipper. That, it 
said, might be considered the railroads’ way of meeting their 
legal responsibility in furnishing adequate loading facilities at 
each and every station from which shipments were made. The 
brief noted that the respondents did not specify what practices, 
if any, had been condemned by the Commission. It added: 


Southern live stock shipers have no criticism to offer of the carriers’ 
failure to provide themselves with double-deck cars where in the judg- 
ment of railroad management the single-deck cars more adequately 
meet the general transportation needs of the carriers, provided that the 
total transportation charges assessed against the shippers at stations 
not equipped with double-deck loading facilities be equally as favor- 
able as the transportation charges accruing on similar shipments orig- 
inating at points where double-deck loading facilities are provided. 


The association asked the Commission to adopt the exam- 
iner’s proposed report as its decision. 


South Bufialo Rail Practices 


Disagreement with findings made by Examiners William 
J. Koebel and Ernest A. Burslem in their report in Ex Parte 
No. 128, Investigation of South Buffalo Railway Co., concern- 
ing the operations, functioning, and practices of the railway 
and its relations and arrangements with any controlling cor- 
poration and others, including transport agencies, was voiced 
by all participants in arguments before the Commission in the 
investigation proceeding November 4 (see Traffic World, April 
18, p. 1033). 

The investigation was instituted by the Commission to 
determine whether the practices, etc., were lawful and con- 
sistent with the economical and efficient management of any 
or all the respondents as contemplated by the interstate com- 
merce act. The South Buffalo, a standard-gauge railroad, 
operates entirely within the Buffalo switching district in the 
state of New York adjacent to the eastern end of Lake Erie, 
in an area about five miles long and more than two miles wide 
in the southern part of Buffalo, and in Lackawanna and Ham- 
burg. Its entire capital stock is held by the Bethlehem Steel 
Corporation of Delaware, which also holds all the stock of the 
Bethlehem Steel Co. of Pennsylvania. 

Those participating in the argument were: D. H. Kunkel, 
assigned to the investigation by the Commission; Leonard D. 
Adkins, for the South Buffalo Railway Co.; W. F. Cousins, for 
the Pennsylvania and other trunk line railroads; and C. A. 
Miller, vice-president and general counsel of the American 
Short Line Railroad Association. 

The chief argument made by the representatives of the 
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trunk lines and the American Short Line Railroad Association 
seemed to be centered on recommended finding No. 10 pro. 
posing a check of car detention records at intervals of not 
more than 6 months to determine per diem reclaim rates. They 
opposed this finding from a cost standpoint. 

There were two sides to this problem, said Mr. Miller. Of 
course, said he, it could well be argued that switching carriers 
would be benefitted by having more frequent checks of car 
detention records, since that would keep reclaim allowances 
more currently in line with the changing volume of business 
handled. That possible advantage must, of course, said he, be 
balanced against the additional cost of more frequent checks 
of car detention records—costs both to the trunk lines and to 
the switching carriers. Mr. Miller said he believed the subject 
should be dealt with in a general investigation, where a broader 
and more complete picture might be obtained, rather than in 
the limited case of one carrier. Other than recommended find- 
ing No. 10, Mr. Miller took exception to findings Nos. 5, 6, 
11b, and 13. 

Mr. Miller appeared in the case on behalf of his association, 
due to action of the Commission permitting him to file a brief 
amicus curiae and participate in the argument. He said his 
association did not intervene nor take any part in the proceed- 
ing until after the examiners had submitted their report. When 
the report was examined, he said, it was found that if the rec- 
ommendations contained therein were adopted by the Com- 
mission, the principles involved would, quite naturally, be ap- 
plied in other cases, that is, to those carriers conducting 
switching operations similar to those of the South Buffalo. As 
to some of the findings, he said it appeared that the Commis- 
sion should defer their consideration “until after a more com- 
plete study is made by the Commission with respect to the 
circumstances and conditions on other railroads, which would 
be affected thereby.” 

Mr. Kunkel explained the operations of the railway and of 
the steel company and said he thought from the record that 
the South Buffalo was completely dominated, controlled and 
managed by the steel company in addition to corporate owner- 
ship. Operations of the two, said he, were to such an extent 
that they could be considered as one. He said the railway 
operated as a common carrier as to industries outside the steel 
plant and a plant operator as to industries within the plant. 
When asked by Chairman Aitchison as to what was to be de- 
cided in this case, he said the main question presented, though 
there were many others, was whether the South Buffalo was a 
common carrier switching railroad engaged in transportation 
of property moving in interstate commerce and was subject to 
the provisions of the interstate commerce act and the Commis- 
sion’s jurisdiction. The examiners held that the railway was. 
Mr. Kunkel was asked what kind of an order he suggested be 
entered. He answered that he was “here defending the pro- 
posed report of the examiners,” but added that the examiners 
did not adopt conclusions he suggested. 

Mr. Adkins said there was no interference in getting inter- 
state traffic into the Buffalo district by reason of local opera- 
tions as contended by the examiners and Mr. Kunkel. He 
also said there was no justification for cutting off connection 
terminal traffic beyond the south yard and wye yard as, he said, 
was suggested by the examiners. He charged, among other 
things, that there were many misstatements of fact in the re- 
port. He declared that there was a tendency in the report to 
reach a point of misconduct on the part of the South Buffalo. 
He said if the Commission ordered a further hearing to bring 
the record up to date, it being pointed out that the case began 
in 1938, was last heard in 1940, and many changes had taken 
place, and decided to take action, that it postpone the effective 
date in view of the war. 


RAIL DEPRECIATION RATES 


In accordance with the provisions of the uniform system of 
accounts for steam railroads, the Commission has prescribed 
depreciation rates applicable to the equipment of the Buffalo, 
Union-Carolina Railroad, Fort Smith, Subiaco & Rock Island 
Railroad Co., and Norwood & St. Lawrence Railroad Co., by 
sub-order Nos. 11-B, 289-A, and 455-B, respectively, dated Octo- 
ber 20, 1942. 


POSTING ORDER NO. 308 AMENDED 

The Commission, by Chairman Aitchison, has issued amend- 
ment No. 1 to posting order No. 308, in the matter of modifica- 
tion of provisions of section 6 of the act with regard to posting 
freight or passenger tariffs at stations. The amendment lists 
additional points at which complete public files of tariffs 
shall be provided and maintained by the Midland Terminal 
Railway Co., Mississippi & Skuna Valley Railroad Co., Pitts- 
burgh, Chartiers & Youghiogheny Railway Co., Waynesburg 
and Washington Railroad Co., and Wood River Branch Railroad 
Co., and substitutes items for corresponding items in order No. 
308 of April 30, 1942. 
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B. & O. Coal Rates Adjustment 


With a view, it says, to avoiding loss of traffic threatened 
by reason of the “present rate disparity” between its route and 
that of the Pennsylvania, the Baltimore & Ohio has asked the 
Commission to modify its order of May 2, 1933, in No. 25566, 
Rates on Bituminous Coal Within the State of Ohio, so as to 
permit the establishment of a rate of $1.36 a net ton, in lieu 
of the present rate of $1.61, on bituminous coal from mines 
and stations on its line in St. Clairsville No. 8 District of Ohio 
to the stations of Crystal Springs, Pauls and Canal Fulton, O. 

According to the B. & O. petition, the rate sought is the 
same as that maintained by the B. & O. from Wheeling Creek 
No. 8 District to Crystal Springs, Pauls and Canal Fulton, and 
the Pennsylvania from Pittsburgh No. 8 (Ohio) District to 
Crystal Springs and Canal Fulton. It said it believed the exist- 
ing adjustment with the rate from the St. Clairsville No. 8 Dis- 
trict being 25 cents higher than the rates from the other mines 
was improper and without justification. On account of the 
present rate disparity, the B. & O. said the consumers and re- 
ceivers of coal at Crystal Springs, Pauls and Canal Fulton 
would make arrangements to take delivery of coal on the Penn- 
sylvania unless its (the B. & O.) rates were adjusted to the 
same basis as that of the Pennsylvania, its competitor. More- 
over, the B. & O. added, the producers of coal in the B. & O. 
St. Clairsville No. 8 District had with propriety claimed that 
the application of rates from their operations higher than those 
from the Wheeling Creek No. 8 District and from Pittsburgh 
No. 8 mines had deprived them of any opportunity to market 
coal at the involved destinations. The B. & O. said it had pro- 
vided facilities at Crystal Springs, Pauls and Canal Fulton for 
the delivery of coal to consumers and receivers at those points, 
and the “value of petitioner’s facilities and equipment for such 
purposes will be largely destroyed unless it is accorded per- 
mission to establish the same rates as are maintained by its 
competitor.” 


Motor Operating Plan 


In an application in MC F-2015, Consolidated Freightways, 
Inc., and six other motor carriers, have asked the Commission 
for approval and authorization of certain operating practices 
and transactions of, by and between them. 

“Applicants are informed and believe and therefore state 
that the total gross revenue of all the applicants taken to- 
gether is less than one-tenth of one per cent of the gross rev- 
enues of the rail carriers derived from their transportation of 
freight in the territory served by applicants,” said the applica- 
tion. “It is, therefore, obvious that effectively to compete with 
the mail lines and prevent a complete monopoly by the rails 
over all traffic in the territory involved, it is necessary for 
these applicants to conduct their carrier business along lines 
which will permit them most economically to compete with 
such rail lines.” 

The application cited through connecting carrier arrange- 
ments, joint tariffs, and other agreements and practices un- 
der which rail lines serving the middle west and west, have 
been able to accept through business from all points in the 
east and central territory. 

The application recited that the motor carriers who were 
parties to it had, in 1939, organized a corporation called 
“Freightways” under the laws of California, as a non-profit 
corporation. The purposes which the corporation was organ- 
ized to serve were stated as follows: 


(a) To enable its members to arrange for through movements of 
shipments in cases where such shipments move over the lines of more 
than one carrier; (b) to assist in the adoption of a standard form of 
billing; (c) to establish uniform practices in connection with handling 
c.0.d. shipments; (d) to establish friendly relations with connecting 
non-member carriers; (e) to adopt a uniform trade designation of 
“Freightways’’ which would develop to have trade value; (f) to perfect 
service practices by a study of common problems; (g) to afford a 
means of employing off-line solicitors; (h) to strengthen each by the 
Support derived from the others; (i) to promote use of joint terminal 
facilities and joint pick-up services; (j) to harmonize tariffs to which 
members are parties; (k) to eliminate unnecessary duplications of routes 
and competition, where not to the injury of the public; (1) to try to 
eliminate circuitous routings of shipments; (m) to put a premium on the 
Prompt handling of all obligations; (n) to assist each member carrier 
in doing anything necessary to carrying out these purposes. 


As an example of operations of members of Freightways, 
the application cited the fact that, from the San Francisco 
ay area to Idaho the most economical shipping route was by 
Consolidated Freightways, Inc., via Wells, Nev. Pacific Inter- 
mountain Express had the right to operate over this route, said 
the application, but could not serve intermediate points be- 
tween Wells and Idaho. Similarly, Pacific had a single line 
operating without change of lading between San Francisco and 
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Salt Lake City, Utah, whereas Consolidated could only handle 
such shipments as far as Elko, Nev. In each case, therefore, 
the application explained, these members of Freightways, when 
offered shipments on which they could not give through service, 
recommended the services of the other member which did af- 
ford such service, although neither refused such shipments if 
shipper desired it. 

Joined in the application were Consolidated Freightways, 
Inc., Portland, Ore., Pacific Intermountain Epress Co., Salt 
Lake City, Utah, Phoenix Blue Diamond Express of Cali- 
fornia, Los Angeles, Calif., Savage Transportation Co., Inc., 
San Francisco, Calif., Union Transfer Co. of Omaha, Omaha, 
Neb., Russell Freightways (Effie May Russell, administratrix), 
Casper, Wyo., and Mitchell Freightways, Portland, Ore. 


Minimum Motor Rates Stayed 


The New England Motor Rate Bureau, Inc., has filed a 
petition with the Commission for postponement of the effective 
date of the Commission’s order of October 20 in Ex Parte MC 
22, New England Motor Carrier Rates, suspending until No- 
vember 1, 1943, the effectiveness of the prescription of min- 
imum class and commodity rates, charges, classifications, rules 
and regulations in that proceeding previously entered by order 
(see Traffic World, Oct. 31, p. 1029). The bureau also asks 
reconsideration and vacation of the October 20 order, with 
consequent restoration of prescription of minimum class and 
commodity rates, etc., throughout the country. Postponement 
is asked so that the prescription may be effective pending de- 
termination of the reconsideration. 

The bureau declared that the Commission’s order was un- 
lawful because it was contrary to any evidence of record what- 
soever, and “particularly with respect to the evidence devel- 
oped by the respondent carriers and shippers in connection with 
the order of the Commission in this proceeding relating to the 
same and dated March 26, 1942.” Further, it said the order 
was unlawful because it was unsupported by any findings, 
rendering impossible any determination of the basis thereof. 
The bureau alleged that the order was also unlawful “because 
it is issued contrary to the requirements of section 221 of the 
interstate commerce act, part II, relating to orders, notices, 
and service of process, and particularly to subsection (b) 
thereof.” 

__ Restoration of the effectiveness of prescription, the bureau 
said, was of vital importance to the carriers affected thereby, 
for reasons advanced in the Commission’s own initial decision 
in this proceeding, as reported in 8 M. C. C. 287, and as a 
mechanism providing for lawful and desirable adjustment of 
carrier rates. The bureau urged that the petititon not be 
deemed a successive petition under Rule 101-f of the general 
rules of practice of the Commission for the reason, as it said, 
“that it is directed to an order of the Commission which, al- 
though similar in language to its prior order of June 5, 1942, 
in the same proceeding, is in fact a new and further order.” 


e 2. e es e — * 
Split Deliveries Within Cities 

The last of three hearings in MC C-319, Detroit Board of 
Commerce vs. Advance Transportation Company of Illinois et 
al., was held by Examiner L. J. Kassel at Chicago November 
4 and 5. Other hearings were held at Cleveland, September 1, 
and Detroit, October 27. The complainant, joined by the Chi- 
cago Association of Commerce, intervenor, seeks a Commission 
order requiring 57 motor common carrier truckers, parties to 
Central States Motor Freight Bureau tariff No. 15-A MF-I. C. C. 
B-184, to provide stop-off privileges for partial loading and un- 
loading within municipalities in connection with less truckload 
shipments to or from Detroit. A similar complaint has been 
filed by the Cincinnati Chamber of Commerce in MC C-350, 
covering shipments moving in and out of Cincinnati. A. H. 
Schwietert, traffic director for the Chicago Association of Com- 
merce, said his organization probably would file a similar 
complaint covering movements to and from Chicago. 

Item 200-C, Supplement 90, to the C. S. M. F. B. tariff 
named above, provides that “truckload shipments may be 
stopped in transit at a point or points en route between the 
original point of origin and the final destination, for the pur- 
pose of partial loading or unloading,” the terms “point of 
origin” and “point of destination” being interpreted by the 
truckers to mean the areas within corporate municipal limits. 
The complainant alleges the rule is unreasonable so far as it 
restricts truckers from providing stop-offs at 3 points within 
a municipality. Allen Dean, manager, transportation bureau, 
Detroit Board of Commerce, said at the Detroit hearing that 
the restriction was not only unreasonable but discriminatory, 
because similar municipal stop-off privileges were permitted 
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under C. S. M. F. B. tariffs covering deliveries between Chicago 
and Milwaukee and deliveries of rubber goods from Akron to 
Chicago. 

Representatives of the Great Lakes Steel Corporation, 
Detroit; National Malleable and Steel Castings Company, Cleve- 
land; Sears Roebuck and Company, and Montgomery Ward and 
Company, Chicago, testified in support of the complainant at 
the Chicago hearing. They said the present restriction resulted 
in inefficient transportation, waste of time, loss of shipments, 
and unreasonably high freight charges. They said the truckers 
could provide three stop-offs for loading or unloading on truck- 
load shipments, the stop-off charges for which would, when 
added to truckload rates, total less than present less truckload 
rates or truckload plus local cartage charges. Present trucker 
practices of turning over less-truckload shipments to local cart- 
ers resulted occasionally in loss or damage to merchandise, or 
waste of time in delivery, they said. 

L. D. Bolton, Kramer Brothers, a Detroit common carrier, 
testifying for the defendants, said his company would lose much 
of its profit if it were forced to make stop-offs within large 
municipalities unless very high stop-off charges were collected. 
He said stop-off deliveries in Detroit would involve from 10 to 
24 extra miles of truck travel on each trip for his trucks. He 
and other trucking company witnesses testified that publica- 
tion of the proposed rule would tend to break down present less 
truckload rate scales. 


Baltimore Water-Rail Rates 


The Baltimore Association of Commerce, by petition in No. 
28076, State Corporation Commission of Virginia et al. vs. 
Akron, Canton and Youngstown Railway Co. et al., has asked 
the Commission to reopen the proceeding for reconsideration, 
and to vacate and set aside the order entered by division 3. 

In this case, decided June 8, the Commission found that 
the class rates on domestic traffic from or to certain Virginia 
ports, on traffic to and from central territory over water-rail 
routes through Baltimore, were unduly prejudicial to the Vir- 
ginia ports and unduly preferential of Baltimore (see Traffic 
World, June 27, p. 1645). The Commission said the rates were 
unduly prejudicial to the Virginia ports to the extent that 
they might have exceeded the all-rail rates from or to 
the Virginia ports where the water-rail rates from or to 
Baltimore to or from central territory over routes through a 
Virginia port were the same as the all-rail rates from or to 
Baltimore. The Commission further said that the rates were 
unduly prejudicial to the extent that they might have exceeded 
rates made less than the all-rail rates from and to the Virginia 
ports, by amounts equal to the winter differentials which are 
applied to the all-rail rates from or to Baltimore. This would 
be true, the Commission said, in those instances where the 
water and rail rates from and to Baltimore to and from points 
in central territory, over water-rail routes through a Virginia 
port, were less than the all-rail rates from and to Baltimore. 

The petition of the Baltimore Association of Commerce 
said that, while the order of division 3, requiring removal of 
the undue prejudice to the Virginia ports, theoretically pro- 
vided an alternative, it will actually result, the petitioner as- 
serted, in cancellation of the existing water-rail rates from 
Baltimore via Virginia ports to central territory, to the irrep- 
arable damage of the city and port of Baltimore. 

The petition further asserted that petitioner believed that 
the rail carriers serving Baltimore and other port cities to the 
north thereof had not withdrawn their concurrences in the 
differential water-rail rates applying on traffic from such other 
port cities via Virginia ports, and from Boston via Baltimore, 
to central territory. Nor, said the petition, had concurrences 
been withdrawn in its differential water-rail or all-rail rates on 
traffic from the port cities of New York and Boston over Cana- 
dian routes to central territory. In consequence, said the peti- 
tion, unless the Commission intervened, the differential rates 
from Baltimore would be canceled while the competitive differ- 
ential rates from the other port cities would be continued in 
force. The Baltimore rail lines, said the petition, had recently 
filed with the Commission amended concurrences with the de- 
fendant Baltimore Steam Packet Co., which provided that these 
lines would not, after the effective date of the Commission’s 
order, participate in water-rail rates from Baltimore lower than 
the all-rail rates. 

The petition asked that the title proceeding be reopened 
for reconsideration, and that the order be vacated and set aside 
pending such reconsideration. 


MEATS, KANSAS CITY TO ARKANSAS 
Examiner Edgar Snyder held a hearing at Chicago, Octo- 
ber 30, in I. and S. 5153, fresh and preserved meats, Kansas 
City to Arkansas, a case growing out of the Commission’s 
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decision last May in I. and S. 2595, meats and packing house 
products to, from, and between southwestern and Trunk Line 
points (see Traffic World May 30, p. 1395). In that case, the 
Commission permitted publication of reduced rail rates on 
fresh meats and packing house products, in straight or mixed 
carload shipments, from Kansas City. Mo.-Kan., to destinations 
in Arkansas, and also to intermediate destinations on direct 
routes, to meet truck competition, without publication of cor- 
respondingly reduced rates from Western trunk line packing 
points. 

The present case involves the southwestern railroads’ pro- 
posal to reduce their rates on the same commodities, in straight 
or mixed carloads, from Kansas City to nine additional points 
in Arkansas and to Muskogee and McAlester, Okla., some of 
which points, such as Camp Chaffee, near Ft. Smith, Ark., are 
intermediate points on circuitous rather than on direct routes 
to destinations included in the former case. Railroad repre- 
sentatives said the proposed rates, generally 50 cents a hundred 
pounds on packing house products and 60 cents on fresh meats, 
18,000 pounds minimum, were approximately equal to truck 
charges. They sought to show that the proposed, suspended 
rates were published in compliance with the findings in I. and 
S. 2595. 

Warren Wagner, appearing for John Morrell and Company, 
Rath Packing Company, and George A. Hormel and Company, 
meat packers, with plants located at interior Iowa points, tes- 
tified in opposition to the proposals. Those packers had 
appeared as protestants in the prior case, contending then, 
that the reductions should be made also from the Iowa shipping 
points, or not at all, in order to maintain relationships between 
Iowa shippers, on the one hand, and shippers of meats at 
Kansas City, on the other. Admitting there was no truck com- 
petition from the Iowa points to the Arkansas points involved, 
he said the Iowa packers were competing against shippers who 
used the trucks out of Kansas City, and should have their 
through rates reduced so as to maintain present differentials. 





SUMMIT FAST FREIGHT OPERATION 


Exceptions to the report and order recommended in MC 
68715, Sub. No. 1, Summit Fast Freight, Inc., Extension (see 
Traffic World, Sept. 26, p. 712) have been filed by Motor Ex- 
press, Inc., The Cleveland, Columbus & Cincinnati Highway. 
Inc., and Motor Express, Inc., of Indiana. Protestants said that 
the examiner erred in recommending that applicant be granted 
authority to serve all points and places in Ohio on and north 
of U. S. highway 22, over irregular routes; also in recommend- 
ing authority to serve all intermediate points on the nine routes 
involved in the proposed grant of authority. 


As to the proposed authority to serve all points and places 
in Ohio on and north of U. S. highway 22, the protestants 
pointed out that the area named embraces roughly nine-tenths 
of the state of Ohio, that the apnlicant had not developed an 
extensive network of regular routes, as claimed in the report, 
and that, in the case of shipments into the area mentioned the 
documentary evidence did not help in determining what por- 
tion of the haul was performed by the applicant. The proposed 
authority to serve all intermediate points on the nine routes 
involved was also recommended in error, said the protestants. 
They cited the five intermediate points of Galion, Marion, 
Cuyahoga Falls, Barberton and Ashland, each in the immediate 
vicinity of applicant’s regular route terminal points, as the only 
points which had been served with any consistency. As to any 
other points, protestants said that no public convenience and 
necessity had been shown. 


TRANSPORTATION OF EXHIBITS FOR FAIRS 


Without waiting for the Commission to act on provisions 
of Agent B. T. Jones’ tariff I. C. C. 3744 canceling the free re- 
turn of exhibits, such as live stock, farm products, etc., from 
fairs and expositions in central territory, proposed to become 
effective November 1, which were protested by the Interna- 
tional Association of Fairs and Expositions, and others, the 
railroads postponed the effective date of the schedules until 
November 30 (see Traffic World, Oct. 24, p. 959). They now 
propose further extension of the effective date. In a letter to 
Secretary Bartel, of the Commission, E. Morris, chairman of 
the Central Freight Association, stated that supplements were 
being filed by Jones postponing the effective date of the pro- 
tested provisions to January 1, 1943, on statutory notice. He 
said it was probable that these supplements would also contain 
other provisions dealing with the transportation of exhibits for 
expositions and fairs. 

The Commission has deferred to April 12, 1943, the opera- 
tion of schedules suspended in I. and S. No. 5149, Exhibits 
for Expositions and Fairs in South. 


(Di 


-LD 


ouse 
Line 

the 
, on 
ixed 
‘ions 
irect 
cor- 
king 


pro- 
ight 
dints 
e of 
are 
utes 
»pre- 
dred 
eats, 
ruck 
nded 

and 


any, 
dany, 
- tes- 

had 
then, 
ping 
ween 
ts at 
com- 
ved, 
- who 
their 
tials. 


1 MC 
. (see 
r Ex- 
hway. 
1 that 
anted 
north 
nend- 
routes 


places 
stants 
tenths 
ed an 
eport, 
2d the 
t por- 
posed 
routes 
stants. 
[arion, 
ediate 
e only 
to any 
e and 


~ 


> 

visions 
ree re- 
, from 
yecome 
iterna- 
rs, the 
; until 
y now 
tter to 
nan of 
Ss were 
ie pro- 
~he 
sontain 
yits for 


opera- 
‘xhibits 


November 7, 1942 





e.6.O0©° 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from and Digests of National Reporter System, 


Reporters 
published by West Publishing Company, 8t. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Superior Court of Pennsylvania.) A “common carrier’ is 
one that holds itself out and undertakes to carry the goods of 


‘all persons indifferently, or of all who chose to employ it, and 


one that invites the custom of the public indiscriminately. 

The test of determining whether a person is a “common 
carrier” or a “private carrier’ is whether such person holds 
himself out, expressly or impliedly, as engaged in the business 
of supplying his product or service to the public, as a class, or 
to any limited portion of it, as contradistinguished from hold- 
ing himself out as serving or ready to serve only particular 
individuals. 66 P. S. Sec. 1101 et seq., and Secs. 1102(5-7), 1301. 

The scope of review by Supreme Court in matters relating 
to whether a proposed contract motor carrier service is in the 
interest of the public and in accord with policy expressed in the 
public utility law is the same as in cases involving the necessity 
of service by a common carrier. 66 P. S. Sec. 1101 et seq., and 
Secs. 1102(5-7), 1301. 

Evidence supported public utility commission’s conclusion 
that a corporation engaged in the business of delivering mer- 
chandise for retail stores in Philadelphia had the status of a 
contract carrier by motor vehicle rather than that of a common 
carrier, and that granting of corporation’s application for an 
amendment to its contract carrier permit authorizing corpora- 
tion to include service to 25 retail specialty stores was in the 
public interest and in conformity with policy expressed in the 
public utility law. 66 P. S. Sec. 1101 et seq., and Secs. 1102(5-7), 
1301, 1304(b), 1437. (Merchants Parcel Post Del. vs. Pennsyl- 
vania Public Util. Com., 28 A. Rep. 2d 340.) 


(Supreme Court of New Mexico.) In proceeding before the 
State Corporation Commission for a certificate of public con- 
venience and necessity authorizing applicant, which operated 
a common motor carrier interstate freight line, to serve inter- 
mediate points on its route, the commission’s findings that 
public convenience and necessity required operation by appli- 
cant as a common carrier to transport commodities between 
certain towns and intermediate points on applicant’s route sup- 
ported order of issuance of certificate. Laws 1933, c. 154, Sec. 8. 

Regulation of the transportation of persons and property 
by motor vehicle for hire upon the public highways to protect 
the safety and welfare of the traveling and shipping public is 
a legislative or administrative function and not a function of 
the judiciary. 

Under statute providing that any motor carrier which is 
dissatisfied with an order of the State Corporation Commis- 
sion, not removable to the Supreme Court under constitutional 
provisions, may commence an action in the district court of 
Santa Fe County against the commission to set aside the order 
on the ground that it is unlawful or “unreasonable,” the quoted 
word means capricious, arbitrary or confiscatory. Laws 1933, 
c. 154, Sec. 51. 

Where the State Corporation Commission granted an appli- 
cation for a certificate of public convenience and necessity au- 
thorizing applicant, which operated a common motor carrier 
interstate freight line, to serve intermediate points along its 
route, and protestant brought suit in the district court to re- 
strain commission from permitting operation under certificate 
issued to applicant, the trial before district court was not a 
“trial de novo” and testimony which could be offered before the 
court was limited to that which had been produced before com- 
age Laws 1933, c. 154, Secs. 8, 51; Const. art. 3; art. 11, 

ecs. 7, 8. 

Where protestant brought suit in the district court to re- 
strain the State Corporation Commission from permitting opera- 
tion under a certificate of public convenience and necessity au- 
thorizing applicant, which operated a common motor carrier 
interstate freight line, to serve intermediate points along its 
route, protestant had burden of sustaining his allegations that 
commission’s order granting certificate was unlawful and un- 
reasonable. Laws 1933, c. 154, Sec. 51. 

That the issuance by the State Corporation Commission of 
a certificate of public convenience and necessity authorizing 
applicant, which operated a common motor carrier interstate 
freight line, to serve intermediate points on its route would 
result in injury to protestant’s competing business was only a 
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circumstance to be considered with other evidence in arriving 
at a determination by commission. Laws 1933, c. 154, Sec. 8. 

Record did not warrant conclusion that an order of the 
State Corporation Commission providing for issuance of a cer- 
tificate of public convenience and necessity authorizing appli- 
cant, which operated a common motor carrier interstate freight 
line, to serve intermediate points on its route was unlawful 
and unreasonable. Laws 1933, c. 154, Sec. 8. (Harris vs. State 
Corporation Commission, 129 P. Rep. 2d 323.) 


TRANSPORTATION OF GASOLINE 


The Commission has been advised that, on October 23, the 
Taylor Refining Co., Taylor, Tex., entered a plea of nolo con- 
tendere to an indictment which had been returned against it in 
the U. S. District Court for the southern district of Texas, for 
alleged violations of the regulations governing the transporta- 
tion of explosives and other dangerous articles, promulgated 
by the Commission under authority of section 233 of the 
criminal code of the United States. The indictment, in three 
counts, alleged that defendant violated regulation 31(i) of part 
3 of the Commission’s regulations by loading three carloads 
of gasoline, at its plant in Corpus Christi, Tex., without having 
removed the oulet caps of cars before the loading was done. 
The first count alleged further that, because of the insufficient 
precaution taken by defendant in loading the car mentioned 
therein, a large quantity of gasoline leaked from the car while 
it was at San Antonio, Tex., and caused an explosion resultin™ 
in the death of a railroad employe. The court imposed a fine 
of $2,000 on the first count of the indictment, the Commission 
said, and a fine of $250 on each of the other two counts, a total 
of $2,500. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





(District Court, N. D. California, S. D.) Functions of cities 
and the state in bperating terminals on water fronts are subor- 
dinate to the power of Congress to regulate interstate com- 
merce, whether the functions are governmental or proprietary. 
Merchant Marine Act of 1916, Sec. 16, as amended, and Secs. 
17, 31, 46 U. S. C. A., Secs 815, 816, 830. 


Cities and the state which maintained terminals on water 
fronts were engaged in “commerce” so that operations of the 
terminals were subject to regulation by Congress, though cities 
and the state did not actually handle cargoes which passed 
through the terminals, since their terminal activities bore im- 
mediately and substantially upon the flow of goods in inter- 
state and foreign commerce. Merchant Marine Act of 1916, 
Sec. 16, as amended, and Secs. 17, 31, 46 U. S. C. A., Secs. 815, 
816, 830. 


Under the provisions of the shipping act that the term 
“person” includes corporations, partners and associations ex- 
isting under the laws of the United States, or any state, terri- 
tory, district or possession thereof or of any foreign country, 
the statutory enumeration of the entities falling within the term 
is not exclusive. Merchant Marine Act of 1916, Secs. 1, 16, as 
amended, and Sec. 17, 46 U. S. C. A., Secs. 801, 815, 816. 

The presumption that sovereign is not bound by its own 
statute unless specifically named in it is an aid to consistent 
construction of statutes of the enacting sovereign when their 
purpose is in doubt, but it does not require that the aim of the 
statute fairly to be inferred be disregarded because not ex- 
plicitly stated. 

Cities and the state operating terminals on water fronts 
were “person’”’ subject to sections of the shipping act prohibit- 
ing discriminatory rates, and requiring carriers to establish, ob- 
serve and enforce reasonable rates and regulations. Merchant 
Marine Act of 1916, Secs, 1, 16, as amended, and Sec. 17, 46 
U. S. C. A., Sees. 801, 815, 816. 

Those operating terminals at water fronts should not be 
permitted to furnish storage at nominal rates, on expiration 
of free time period, since to do so amounts substantially to an 
extension of the free time and results in discriminatory and 
unreasonable practices. Merchant Marine Act of 1916, Sec. 16, 
as amended, and Sec. 17, 46 U. S. C. A. Secs. 815. 816. 

Under section of the shipping act prohibiting discriminatory 
rates and providing for supervision by board, the United States 
Maritime Commission had power to prevent discrimination be- 
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tween shippers in any respect including rate discrimination. 
Merchant Marine Act of 1916, Sec. 16, 46 U. S. C. A., Sec. 815. 

In determining the proper rates to be charged by cities and 
the state operating terminals on water fronts, the determina- 
tion of the proper cost basis should be left to the discretion 
of the Maritime Commission. Merchant Marine Act of 1916, 
Sec. 16, as amended, and Sec. 17, 46 U. S. C. A., Secs. 815, 816. 

Maritime Commission’s rate order, which did not affect the 
rates and practices of any. terminals outside water fronts lo- 
cated in the state, did not conflict with provision of the federal 
constitution that no preference shall be given by any regulation 
of commerce or revenue to the ports of one state over those of 
another, since what is forbidden is not discrimination between 
individual ports within the same or different states, but dis- 
criminatiton between states. U.S. C. A. Const. art. 1, Sec. 9. 

The section of the shipping act prohibiting discriminatory 
rates refers to discrimination between shippers and not to dis- 
crimination between localities. Merchant Marine Act of 1916, 
Sec. 16, as amended, 46 U. S. C. A., Sec. 815. (State of Cali- 
fornia vs. United States, 46 Fed. Supp. 474.) 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.? 


Western Virginia district, at Harrisonburg. George B. 
Guthridge, of Winchester, Va., was fined $300 October 26, on a 
plea of guilty to operating without a certificate and without 
rates or charges on file with the Commission, and with failure 
to show required information on bills of lading. The fine was 
required to be paid. 

Middle Pennsylvania district, at Scranton. In separate 
civil proceedings instituted by the Commission, permanent 
injunctions entered October 26, enjoining and restraining 
Darrell M. Fleming and Wilson D. Giles, motor carriers of 
coal, from transporting property in interstate commerce as 
motor carriers until they have obtained certificates or permits 
from the Commission, filed tariffs or schedules naming their 
rates, and complied with the Commission’s insurance regula- 
tions. 


Eastern Texas District, at Beaumont. Martin Marsalise, 
of De Ridder, La., was fined $500 October 26, on a plea of 
guilty to operating without a certificate, without rates or 
charges on file with the Commission, and without having on 
file evidence of approved security for the protection of the 
public as required by the Commission’s insurance rules and 
regulations. The defendant was required to pay $100, the 
remainder being suspended for a one-year probationary period. 

Eastern Texas district, at Beaumont. Louis Manino, of 
De Ridder, La., was fined $500 October 26, on a plea of guilty 
to operating without a certificate, without rates and charges on 
file with the Commission, and without having evidence of 
approved security for the protection of the public as required 
by the Commission’s insurance rules and regulations Defendant 
was required to pay $100, the remainder of the fine being 
suspended for a one-year probationary period. 


Massachusetts district, at Boston. Wilson Transportation 
Co., Inc., a motor common carrier of Watertown, Mass., and 
Robert E. Wilson, its president, were fined a total of $450 
October 27, on pleas of guilty to information charging the 
corporation with operating without rates or charges applicable 
to the transportation, with granting rate concessions, with 
failure to make and keep required freight or expense bills, 
with failure to require drivers to keep logs for interstate 
operations, and with failure to have on file a physician’s cer- 
tificate of physical fitness of a new driver, and charging Wilson 
with aiding and abetting the violations. The corporation was 
fined a total of $250 and was required to pay the full amount. 
Wilson was fined a total of $200, and was required to pay $100, 
the balance being suspended for a probationary period of two 
years. 

Minnesota district, at Minneapolis. Freight Brokerage and 
Transit Co., Inc., M. John Barickman, its president, and Lloyd 
Grimli, a common carrier doing business as Lloyd’s Transfer. 
at St. Paul, Minn., were fined a total of $400 on October 
30, following entry of pleas of guilty to an information charg- 
ing operation as a common carrier in interstate commerce with- 
out requisite operating authority from the Commission, and 
without having filed with the Commission and published a 
tariff of its rates and charges. A fine of $200 was assessed 
against Freight Brokerage and Transit Co., Inc., and fines of 
$100 each were imposed against M. John Barickman and 
Lloyd Grimlli. 


Northern Indiana district, Fort Wayne division. Wilbur 
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Walter Stevens, of Wabash, Ind., was fined $350 on entry of 
his plea of nolo contendere to an information charging him 
with operating as a contract carrier, without a permit having 
been issued to him by the Commission; with failing to have 
on file doctors’ certificates of the physical fitness of new driv- 
ers; with failing to require drivers to keep drivers’ logs, and 
with requiring them to operate vehicles for periods of time 
in excess of the daily hours prescribed by the Commission’s 
safety regulations. Defendant was required to pay $50 of the 
fine imposed. The court suspended execution of the sentence 
as to the remainder of the fine and placed the defendant 
on probation for two years. 


W.-B. & E. REORGANIZATION 

Pursuant to an order of the federal court for the middle 
district of Pennsylvania, the Commission, division 4, in Finance 
No. 11800, Wilkes-Barre & Eastern Railroad Co. Reorganiza- 
tion, has approved the sum of $6,000 as a maximum limit of 
compensation for services rendered by Leo W. White, as coun- 
sel, for Joseph P. Jennings, trustee of the estate of the debtor, 
for the period December 1, 1941, to the conclusion of the re- 
organization proceeding. 


READING BONDS 


The Commission, by division 4 on request in Finance No. 
13921, has authorized withdrawal of the application of the 
Reading Co., to issue not exceeding $3,677,000 of general and 
refunding mortgage 3% per cent bonds, series D. The letter 
on request said that, in view of changed conditions, and the 
current earnings of the applicant, it would not be necessary 
to issue the bonds. The authority was granted without prejudice. 


Labor-Management Conference 


Director Eastman, of the Office of Defense Transportation, 
has announced the permanent organization of a joint railway 
labor-management conference to aid in enlisting the coopera- 
tion of employes, management, and other organizations, for 
the maximum utilization of railroad facilities in the successful 
prosecution of the war. He will act as chairman of the con- 
ference. 

The conference, composed of six railway chief executives 
representing management, and six railway brotherhood top 
executives, will hold its first formal meeting on November 26, 
and thereafter on each last Thursday of the month preceding 
the last Friday, unless Mr. Eastman calls a special meeting. 
The problem of railway manpower and training, the announce- 
ment said,;-would be at the top of the agenda which will be 
prepared in advance for the next meeting. 

The committee of railway executives forming the manage- 
ment section of the conference are: W. M. Clement, president 
the Pennsylvania Railroad; E. W. Scheer, president, Reading 
Railway System; J. B. Hill, president, the Louisville and Nash- 
ville; E. E. Norris, president. Southern Railway System; H. W. 
Baldwin, chief executive offices, Missouri Pacific Lines, and 
C. L. Denney, president. Northern Pacific Railroad. The rep- 
resentatives of railway labor in the conference are: David B. 
Robertson, president, Brotherhood of Locomotive Firemen and 
Enginemen; George W. Harrison, grand president, Brotherhood 
of Railway and Steamship Clerks; Samuel J. Hogan, president, 
National Marine Engineers’ Beneficial Association; B. M. 
Jewell, president, railway employes’ department of the Ameri- 
can Federation of Labor; A. F. Whitney, president, Brother- 
hood of Railwav Trainment, and Julius Luhrsen, secretary, 
Railway Labor Executives’ Association. 

Through this conference, Mr. Eastman said. a means was 
provided O. D. T. for a systematic consultation, which, he 
added, was both desirable and necessary to develop and carry 
out wartime policies. 

Otto S. Bever. director of O. D. T.’s division of transport 
personnel, who had charge of arranging for the conference, said 
it was stated in letters sent out by the O. D. T. with reference 
to the organizing of the conference, that the conference would 
not act in any kind of collective bargaining capacity or deal 
directly with the problems of labor relations contemplated to 
be handled under the provisions of the railway labor act. That 
statement in the letters, it was pointed out, applied to rates 
of pay. rules and working conditions. 


CONSOLIDATED CLASSIFICATION DOCKET 


A special docket, covering proposed changes in Consolidated 
Classification Rule No. 41, fiber boxes, hearing on which will 
be held at the Union Station, Chicago, December 1, is included 
with the November 7 Traffic Bulletin. 
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November 7, 1942 


T. P. & W. Labor Case 


The National War Labor Board announced November 5 
that it had notified Director Eastman, of the Office of Defense 
Transportation, that it was the board’s opinion that the gov- 
ernment should manage or arrange for the management of the 
Toledo, Peoria & Western Railroad Co. for the duration of the 

yar. 

. The board said the announcement was made in a letter to 
President McNear of the T. P. & W., signed by Board Member 
Wayne L. Morse, replying to a telegram sent to the board by 
Mr. McNear October 27 (see Traffic World, Oct 31, p. 1033). 
Mr. Morse’s letter, as made public by the board, follows: 


The National War Labor Board has considered very carefully your 
telegram of October 27, 1942, and has instructed me to inform you of 
the board’s decisions in regard to it. It is again the unanimous de- 
cision of the National War Labor Board that the request set forth in 
your telegram of October 27 for a hearing on the board’s directive or- 
der of September 23, 1942, is denied. The board has instructed me to 
make clear to you that its decision in the Toledo, Peoria and Western 
Railroad Company case, as set forth in the directive order of Septem- 
per 23, 1942, released on October 9, 1942, is the board’s final deter- 
mination of the case in accordance with the powers, jurisdiction, and 
duties imposed upon it by the executive order of January 12, 1942, 
creating the board and by the President’s executive order of March 
21, 1942, taking over the railroad. 

If, as you Say, you have never had a hearing before the board 
on the merits of this case, I wish to point out that the record clearly 
shows that such absence of hearing is due to your own refusal to 
comply with the orders of the National War Labor Board and with the 
orders of the President of the United States. Much against its prefer- 
ence, the board was forced to conduct an ex parte hearing on this 
matter because of your continued defiance of your government. You 
were given ample opportunity to be heard before fair and impartial 
arbitrators. 

The record clearly shows that the National Mediation Board in the 
early days of this dispute proposed arbitration, which procedure was 
acceptable to the unions, but rejected by you. The director of the 
Office of Defense Transportation proposed arbitration, which the unions 
agreed to accept, but which you rejected. The record shows that 
then a Conciliation Service panel proposed arbitration, and again the 
unions accepted but you rejected such a procedure. Finally, under 
date of February 27, 1942, the National War Labor Board issues an 
order directing that the dispute be arbitrated under the railway labor 
act and under the auspices of the National Mediation Board. Again 
the unions accepted, and again you rejected this procedure. The Na- 
tional Mediation Board then notified you, under date of March 5, 1942, 
that its representatives would be in Peoria, Ill., on the following 
Saturday for the purpose of drawing up an arbitration agreement pur- 
suant to the order of the National War Labor Board. The arbitrator 
was met at the appointed place by the representatives of the unions, 
but you failed to appear. In spite of your noncooperation in the 
matter, the arbitrator nevertheless called upon you at your office, but 
was unable to prevail upon you to participate in an arbitration pro- 
ceeding. 

It is true that under date of March 2, 1942, you had written a 
letter to the National War Labor Board declining arbitration as di- 
rected by the order of February 27, but it was hoped that after you 
were given an opportunity to discuss the matter with the arbitrator 
sent by the National Mediation Board, you would agree to modify 
your defiant course of action. 

After your refusal to arbitrate the case the President of the United 
States, under date of March 14, 1942, directed a letter to you request- 
ing, as President of the United States and Commander in Chief of the 
Armed Forces, that you comply with the order of February 27, 1942. 
Again you refused, and it became necessary for the United States 
government, by virtue of the executive order of March 21, 1942, to 
take over the Toledo, Peoria and Western Railroad Company because 
your defiance constituted an interference with the war effort. You 
will note that the executive order provided that the government would 
control the railroad ‘‘pending such termination of the existing labor 
dispute as may be approved by the National War Labor Board.”’ 

On April 16, 1942, this board notified you that it had instructed 
Judge Benjamin Hilliard to arbitrate the dispute, and the board 
Pointed out to you that should you fail to appear at the arbitration 
hearing called by Judge Hilliard, the arbitrator would nevertheless 
proceed with an ex parte hearing so far as you were concerned. On 
April 25 you telegraphed to the National War Labor Board requesting 
it to revoke its order and requesting further the appointment of an 
emergency board under the railway labor act. You were informed 
on April 28 that the National War Labor Board intended to continue 
with the arbitration hearing before Judge Hilliard. It was clear that 
at that hearing you would have ample opportunity to present your 
case on the merits. Under date of April 29 you wired the board, 

‘Under the foregoing circumstances we will not participate in the 
so-called arbitration under Judge Hilliard.’ 

The board has already made clear to you that it considers your 
attack upon Judge Hilliard as being grossly unfair and contrary to 
the facts. It is still of the opinion that your attack is borne of a 
type of animus which is entitled to no standing or favorable considera- 
tion by any tribunal. 


Your reference to Chairman Davis’ wire of April 28, 1942, involves 
no matter of right on which to base your present contention that 
you are entitled to a further hearing on the case. If you had ap- 
beared at the arbitration hearing before Judge Hilliard, as you should 
ave done and as your government had every right to expect you to 
do, you would have been fully informed as to the official instructions 
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under which Judge Hilliard was acting. You are well aware of the fact 
that if you wished to raise any question as to the jurisdiction of c‘udge 
Hilliard or if you desired to file any affidavit of prejudice or to protest 
any of the procedure or instructions under which Judge Hilliard was 
functioning, the place to have raised such matters for the record was 
at the hearing before Judge Hilliard. To come forward now and say 
in effect that you want a further hearing on the basis of the allega- 
tion that you did not know that the board was going to review Judge 
Hilliard’s decision is without merit because of your defiance of the 
government at the time of Judge Hilliard’s appointment and because 
of your refusal to arbitrate the case except and unless the government 
agreed to your terms. 

The lengthy record of this case clearly shows that the government 
has been extremely patient with your uncooperative attitude. You 
have consistently refused any settlement of this case except upon the 
basis of your terms. When the board has ordered arbitration you 
have refused to comply or to cooperate on the basis of the procedures 
ordered by the board. As the board pointed out to you at an early 
date, the importance of peaceful settlements of labor disputes to war 
production and to war transportation made it impossible for the board 
to permit you or any other employer to refuse to carry out the de- 
cisions of the government with respect to labor disputes. 

The executive order of January 12, 1942, directed the National 
War Labor Board to settle disputes by ‘‘arbitration under rules estab- 
lished by the board.’’ Industry and labor throughout the nation have 
generally realized that the orders of the National Labor Board must 
be accepted under the war powers of the President. The board cannot 
proceed to settle disputes peacefully if the parties coming before it 
are free to condition their acceptance of the board’s orders. You had 
an opportunity, by virtue of the order of February 27, to cooperate 
in the working out of the terms of the arbitration procedure which 
was to be applied to the disputes on your railroad and you had a 
second opportunity to present your case before Judge Hilliard. You 
even refused to cooperate with the President and the National War 
Labor Board to the extent of appearing before Judge Hilliard either 
specially or on the merits. 

You now intimate in your telegram of October 17 that your failure 
to participate in cudge Hilliard’s hearing was due to the fact that 
you thought that Judge Hilliard’s decision would be final and you did 
not wish to be so bound. You base this allegation upon Chairman 
Davis’ telegram of April 28. However, you were not justified on the 
basis of that telegram in refusing to appear before Judge Hilliard. 
If you had appeared at the hearing before Judge Hilliard, any ques- 
tion which you may have had as to the procedure to be followed by 
Judge Hilliard would have been cleared up. 

Further, your attention is called to the fact that the executive 
order on March 21 provides that the government is to continue opera- 
tion of your railroad ‘‘pending such termination of the existing dis- 
pute as may be approved by the National War Labor Board.’’ The 
board and Judge Hilliard were functioning under the executive order 
of March 21, 1942, and that order clearly served notice on you that 
the board was charged with the responsibility of finally approving 
any settlement of the then existing dispute. Since the executive order 
of January 12, 1942, empowered the board to ‘‘finally determine dis- 
putes,’’ it is clear that you were duty bound to comply with the board’s 
request that you appear before Judge Hilliard and abide by the rules 
of arbitration procedure laid down by him. 

When Chairman Davis informed you that Judge Hilliard had been 
appointed to finally determine the dispute, he referred to the rights 
of the parties before Judge Hilliard, and not to any rule of procedure 
governing the relationship between the arbitrator and the National 
War Labor Board. Decisions of arbitrators appointed by the National 
War Labor Board are always subject to the board’s review at the 
discretion of the board but not at the discretion of the parties to a 
dispute. It would be highly improper for the board to bargain with 
the parties to a case as to whether a decision of an arbitrator should 
or should not be reviewed as a condition to the securing of an appear- 
ance by one of the parties before an arbitrator. 

As stated before, the executive order creating the National War 
Labor Board empowers the board to finally determine disputes by 
“arbitration under rules established by the board.’’ Hence, irrespec- 
tive of what you thought Judge Hilliard’s powers would be in the 
case, you were duty bound to participate in the arbitration hearing 
before him under such rules as the board established and which were 
made clear by Judge Hilliard at the-hearing. 


I have endeavored in this very lengthy letter to present a detailed 
resume of your case because the board wishes to make clear to you 
once and for all that in its opinion there is no justifiable basis for 
your request that you be allowed a further hearing in this case. The 
board gave you every reasonable opportunity to participate in the 
settlement of the case, and it does not intend to reopen the case. It 
is the decision of the board that its directive order of September 23, 


1942, shall stand as the final determination of this dispute for the 
duration of the war. 


Your refusal to comply with the directive order of September 23, 
1942, within the ten-day period following the date of October 9, on 
which date the order was officially released, leaves the board with no 
other course than to issue a directive order stating that ‘‘because of 
this continued defiance on the part of the Toledo, Peoria and Western 
Railroad Company, the railroad shall not be returned to the carrier 
corporation at least for the duration of the war.’’ It is with regret 
that I announce to you that such action must be taken by the board, 
but your conduct leaves us no other course. 


After all, this country is at war, and the National War Labor 
Board is charged with the task of finally determining labor disputes 
which threaten the successful prosecution of the war. It has issued 
a final decision in your case and you refuse to comply with it. The 
board does not propose to continue to argue with you about it and 
it cannot, in the interests of the war effort, recommend that you 
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manage the railroad. The board is satisfied that the return of the rail- 
road to your management in light of your defiance and refusal to 
accept the board’s decision would only result in further labor trouble, 
because the employes are entitled to the wages and working conditions 
provided for in the board’s directive order to which you object. 

Furthermore, in view of the many cases awaiting board decision, 
the board cannot afford to devote further time to your complaints in 
regard to the board’s directive order of September 23. Therefore, it 
has notified the director of the Office of Defense Transportation that 
in accordance with the executive order of March 21, 1942, it is the 
opinion of the board that the government should manage or arrange 
for the management of your railroad for the duration of the war. 


McNear Prepares Reply 


Mr. McNear said, November 6, that he was preparing a 
letter in reply to the five-page letter he had received from Mr. 
Morse. He said he had no hope that, through further corre- 
spondence, he could persuade the War Labor Board to change 
its position, but that he wanted it clear on the record that there 
had been inconsistency in its action. He reiterated what he had 
said earlier, in correspondence with the board, that its chair- 
man, W. H. Davis, had informed him in April that the decision 
of Judge Benjamin C. Hilliard in the arbitration proceedings 
would be final. It was because of that, he said, that he had 
refused to take part in the proceedings before Judge Hilliard. 
Later, however, he said, the findings of the arbitrator had been 
greatly modified by the board. For one thing, he pointed out, 
the board changed the retroactive date for the wage increases 
on the T. P. & W. from November 1, 1940, as recommended by 
the arbitrator to September, 1941. Although he had called this 
inconsistency to the board’s attention, he said, Mr. Morse’s let- 
ter announcing its recommendation that the railroad remain 
under the management of the O. D. T. for the war period made 
no explanation of it. As the matter had been conducted, the 
application of standard working rules and rates of pay on the 
T. P. & W., continuance of which had been made a condition 
precedent to returning the railroad to him, was the result 
merely of agreement between the federal manager and the 
rail union heads, he said. In no sense, he asserted, could it be 
called the result of arbitration. 


Director Eastman, in a telegram replying to Mr. McNear’s 
request that the O. D. T. join with the railroads in submitting 
data on the standard working rules to a special referee to be 
appointed by the senior judge of the U. S. Circuit Court of 
Appeals at Chicago, said that, inasmuch as the War Labor 
Board, by executive order, had exclusive jurisdiction over the 
subject matter of Mr. McNear’s telegram, “any request for 
additional or further hearings should be directed to that board 
and not to me.” 


McNear Scolds Eastman 


The exchange of telegrams between Director Eastman of 
the O. D. T. and George P. McNear, Jr., president of the T. 
P. & W. continued November 4, when Mr. McNear charged 
the director directly with “gross waste in the operation of our 
railroad under the featherbed rules you established in July.” 
The telegram was in reply to one sent to Mr. McNear by Di- 
rector Eastman the day before, in which the director said Mr. 
McNear’s request for “additional or further hearings,’ should 
be directed to the War Labor Board, which had exclusive 
jurisdiction in the dispute between the railroad and its workers. 


Mr. McNear, in his telegram on November 4, said Director 
Eastman had not answered his question. He had not, he said, 
asked for further hearing on rules and working conditions. 
What he had asked for, he said, was a determination by a ref- 
eree of the facts as to what he alleged to be the wasteful prac- 
tices on the T. P. & W. under O. D. T. management. 


“I will repeat my question and will endeavor to phrase 
it in a manner that you can hardly misunderstand,” said he. 


He said the rules put in effect on the T. P. & W. in July, 
“without waiting for action or approval of the War Labor 
Board,” caused “gross waste” in the operation of the railroad, 
and that that action was taken under an executive order of the 
President which ordered the O. D. T. “to operate our railroad 
under such terms and conditions of employment as you deemed 
advisable and proper for the successful prosecution of the war,” 
pending termination of the dispute by the War Labor Board. 


“The Commander in Chief did not order you to inaug- 
urate wasteful practices on our railroad which are absolutely 
inexcusable in time of war,” he said. “You did that on your 
own responsibility and you cannot evade it now.” The tele- 
gram continued: 


When I wired you on October 17 calling attention to these wastes, 
to the possibilities of their far-reaching effects on the entire national 
railroad system, to the great reduction in the demands for new loco- 
motives which might be realized if these featherbed rules were elim- 
inated, and to the resulting benefits to our fighting forces by leaving 
the important locomotive works free to use their steel and manpower 
for the production of vital implements of war, you replied with a curt 
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answer that my opinion did not appear to be based on actual facts 
and that no further comment was deemed necessary. 

That made it a question of fact. To state it in simple terms, I 
charged you with inexcusable wastes and pointed out their far-reaching 
effects; you replied that I did not know what I was talking about. 

Therefore, in my wire to you of October 30, I challenged you to 
a joint submission of these matters to the consideration and report 
of a special master or referee to be appointed by the senior judge of 
the United States circuit court of appeals at Chicago. I told you I 
knew of no better or fairer way to get the true facts to the American 
people. 

That was my question and I repeat it. Will you or will you not 
agree to such joint submission of the statements and data as set forth 
in my wire to you of October 30? The War Labor Board has nothing 
to do with this question. 

At the polls yesterday the American people showed how they are 
concerned over the conduct of the war. They are not in the mood 
to tolerate needless wastes and bureaucratic inefficiency, or to submit 
further to the frustrating influences of racketeering labor leaders. 


MANPOWER REQUIREMENTS 


J. G. Luhrsen, executive secretary, Railway Labor Execu- 
tives’ Association, opposed enactment of compulsory national 
service legislation in testifying before the manpower subcom- 
mittee of the Senate committee on education and labor. Com- 
pulsion, said he, would not cure anything. He said it would 
aggravate every problem. A protest was made by the witness 
because, he said, labor had not been represented in the O. D. T. 
while management was. Neither had labor been consulted “at 
all on how to obtain quicker, faster, better transportation,” 
said he. He also protested against proposed importation of 
Mexicans to do track work on the railroads, asserting there 
were American domestic workers to fill the jobs. 

Opposing a proposal, attributed by it to representatives 
of the War Manpower Commission and the Office of Defense 
Transportation, to freeze railroad track labor in twelve western 
states to their jobs for the duration of the war and to import 
Mexican labor where needed, the Railway Labor Executives’ 
Association has issued a statement in which it avers that the 
present manpower problem of the railroads can be overcome 
readily “by payment of decent wages, adjusting overtime rates 
and working conditions in this industry to national standards.” 

The R. L. E. A. said the government representatives pro- 
posed that the lowest paid workers in the railroad industry, 
receiving generally 46 cents an hour, be frozen in their jobs 
until after the war because of a present shortage of this class 
of labor in the western states. It said it was opposed to freez- 
ing any worker in his job and that such a situation was un- 
thinkable under a system of private profits. The R. L. E. A. 
suggested a general program to meet the national manpower 
problem. That program called for various steps, including a 
determination of the amount of labor supply by occupational 
groups in each state, establishment of fixed wage scales for 
each occupational group for all critical war industries, com- 
pulsory increase of the work-week to at least 48 “and pos- 
sibly 56” hours in critical war industries not presently em- 
ploying manpower and facilities to maximum, shifting govern- 
mental contracts for war supplies from manpower shortage 
areas to areas of available labor, expansion of a federal pro- 
gram for recruitment and training of workers. 


CHICAGO TRUCK WAGE NEGOTIATIONS 

Although it was announced earlier in the week that the 
conference of representatives of truck operators with repre- 
sentatives of approximately 15,000 truck drivers in Chicago 
had been postponed to November 7, a brief meeting was held 
on November 5. Matters under discussion were the demands 
for wage increases and decreases in the weekly work hours 
made by the unions last week (see Traffic World, October 31, 
p. 1038). Spokesmen for the operators said the negotiations 
would be resumed late next week. The existing contract be- 


tween the operators and the unions does not expire until 
December 31, 1942. 


NON-OPERATING WAGE CONFERENCES 

Railroad spokesmen at Chicago said, November 5, that 
they believed negotiations between the nation’s individual rail- 
roads and their non-operating employes, over demands for a 
20 per cent wage increase, a 70-cent minimum hourly wage, and 
a closed shop, had broken off, each company declining to meet 
the demands in full or in part. They said the companies had 
not yet been asked by regional railroad committees handling 
labor matters to give the comittees power of attorney to act 
either regionally or nationally on the demands. It was under- 
stood that the Eastern Railroad Presidents’ Conference would 
meet early next week to decide whether or not the individual 
eastern lines would sign over their rights to further negotiation 
to a regional or national committee. The union representatives 
had made no further move by November 5 to continue negotia- 


tions on regional or national bases (See Traffic World, Oct. 31, 
p. 1037). 


Nover 


cts 


ing 


to 
ort 


ad 
can 


not 
rth 
ing 


are 
ood 
mit 


t the 
epre- 
icago 
- held 
nands 
hours 
pr Si, 
ations 
*t be- 
until 


that 
l rail- 
for a 
e, and 
. meet 
1s had 
ndling 
to act 
inder- 
would 
vidual 
tiation 
tatives 
»gotia- 
ct. 31, 


November 7, 1942 





Air Transportation 





The Future of Air Freight 


In the carrying of cargo by air, American airlines have 
“just begun to scratch the surface,” said John H. Frederick, 
professor of transportation and industry, school of business 
administration, University of Texas, in an address on “Com- 
mercial Air Cargo Transportation,” at the annual convention 
of the Southwest Warehouse and Transfermen’s Association at 
Fort Worth, Texas, November 6. 

“We are heading for aircraft larger than any we have yet 
dreamed of,” said he. ‘No technical considerations limit the 
size of planes that can be built and operated except the pay 
load available per trip and the strength of the landing gear 
or other means for making landings or take-offs. As equip- 
ment becomes larger, costs of operation per passenger or ton 
mile will be reduced and rates will come down.” 


Although the use of air express had increased tremen- 
dously in recent years, the airlines were at present carrying 
less than one-tenth of one per cent of the total tonnage of the 
country, he said, continuing: 

There is little doubt, however, that air cargo transportation will 
play a very important part in airline business as time goes on. Every 
form of transportation begins as a passenger, mail and express service 
and then winds up by handling cargo as the major part of its activity. 
Some call it air express, others call it air frieght, but I prefer to 
classify it all as air cargo. Whenever a real service for air cargo does 
start on the commercial airlines of the United States it is going to 
account for the bulk of their operations even though passenger opera- 
tions increase even more than they have in the past. 

The obvious advantages of air cargo transportation in point of 
cost (some estimates have been made that will be between 4 and 8 
cents per ton-mile) combined with speed of delivery, are such that 
after the war and the release of vital materials, the present aircraft 
factories are going to find themselves crowded with orders for com- 
mercial planes in such quantities as to keep a large part of them busy. 


The emphasis placed on air transportation by the war, he 
said, would have “far-reaching effects on the whole economy 
of the post-war world.” The “factor of remoteness” would be 
removed from many sections of the country with the result 
that ‘new centers of industries may arise” in the southwest 
and west. To bring this about, he continued, there would have 
ts be new developments in airline operations. Among these, 
would be the building of airports for the exclusive use of cargo 
planes, located with reference to the convenient approach of 
rail lines and highways, and equipped with warehouses. Be- 
cause speed was the most important factor in air transporta- 
tion, he added, storage of air cargo would be held to a mini- 
mum, but warehouses would, nevertheless, be necessary for the 
protection of shipments from the elements, for holding ship- 
ments in transfer, and for temporary storage of goods sched- 
uled to leave on future trips. 


“Air cargo operating practices will follow largely the 
pattern of those used by other forms of transportation,” said 
he. “For instance, there will be large cargo planes operating 
on transcontinental cargo schedules and between the larger 
centers of population. At strategic points, transcontinental 
planes will receive cargo from local and feeder-line planes.” 

The level of rates charged would be “the biggest factor in 
determining the future value of air cargo,” he said, adding 
that, at present, air express rates were about seven times as 
high as rail express rates “and correspondingly higher than 
rail freight* rates.” Reductions in the air rates must come by 
reductions in operating costs, he said, adding: 

The ton-mile operating costs of cargo planes will have to be low 
enough to establish rates sufficiently near surface transportation rates 
to attract the movement of a large number of commodities. Rates, 
consequently, will be affected not only by the size and speed of air- 
craft but by improved engineering and aerodynamic principles. Sur- 
veys recently made indicate that even though air cargo rates be two 
or three times rail express rates they will produce considerable ton- 
nage. There is every indication that planes can be built and operated 


na eventually will permit a reduction in rates to a much lower 
evel, 


He said he opposed the establishment of airlines solely 
for the carrying of cargo. The civil aeronautics act, “under 
which commercial airlines are regulated more strictly than any 
other common carriers,” was designed to “protect the interests 
of existing airlines,” he said, and that would not be done by 
Permitting the establishment of duplicating cargo airlines by 
railroads and motor truck operators. It would be just as logical 
to grant a certificate of convenience and necessity to one of 
the airlines to operate a railroad or motor truck line between 
€w York and Chicago,” said he. “There is and will continue 


to be competitive air service between all large cities,” he said, 
Continuing: 
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There seems to be no indication that the development of air cargo 
transportation by the airlines would take such volume from either the 
railroads or the motor truck lines that they should be entitled to go 
into the air cargo business in self-defense. The airlines will take some: 
business from these other carriers of course, but it will be gradual, 
and it will probably be offset by the normal development of the country. 
Much of the air cargo business will, however, be developed because 


the airlines will give a service impossible for railroads or truck lines 
to render. 


He said the advent of the cargo airplane would change 
marketing and merchandising methods, in which “the public 
warehousemen are bound to have a part.” The arlines would 
‘not haul coal, iron ore, lumber, live stock, cotton, cement or 
many other products which account for the bulk of the railroad 
freight traffic,” nor would they drain from the trucks and the 
railroads the “enormous local and short-haul tonnage.” 

There will be a large number of “really useful aircraft” 
available for commercial uses after the war, he said, hinting 
at “secret” and “sensational” recommendations of the War 
Production Board’s air cargo committee, which “could give 
post-war air cargo operations something to work with from the 
minute peace is declared.” He concluded: 

The airlines of the country, now in existence or which will here- 
after be authorized to carry mail, passengers, and cargo are the logical 
operators of air cargo services. Such lines can develop cargo as a part 
of their commercial transport operations at less cost. It would not be 
in the interest of the public, the shippers and receivers of air cargo, 
or the airline system of the United States to set up duplicate services. 


AIRCRAFT PRODUCTION 


Chairman Nelson, of the War Production Board, has issued 
a war production report for September, showing that a de- 
crease in the output of light planes in September was offset 
by an increase in the output of heavy aircraft and that the 
overall volume of production, measured by total value, was 10 
per cent higher than the volume for August. 

“Propeller production continues to present a serious prob- 
lem,” he said. “Plane construction may increase in the months 
ahead more rapidly than propeller production, unless propeller 
output can be greatly increased. Thus far, however, enough 
propellers have been made to fly all planes. Mass production. 
methods have been greatly improved; many engineering diffi-. 
culties have been overcome; skills of new workers are being: 
improved and training is proceeding well.” 


AIR CARRIER APPRENTICE TRAINING 


Chairman McNutt, of the War Manpower Commission, has 
announced appointment of Morris S. Hanson, of Madison, Wis., 
as national industrial consultant for air carriers and war con- 
struction. Mr. McNutt said the appointment was a part of a 
nationwide move to handle more efficiently “on the job” train- 
ing assistance. 

“It was largely through Mr. Hanson’s efforts that an ap- 
prentice-training program embodying recommended standards 
was adopted by the American Airlines in 1939,” said the an- 
nouncement. “Later he assisted in developing training pro- 
grams for Braniff Airways, Pennsylvania-Central Airlines and 
Northwest Airlines.” 


HIGGINS CARGO PLANE CONTRACT 


Andrew J. Higgins, head of Higgins Industries, Inc., of 
New Orleans, La., said in the course of a business visit in 
Washington that the army had promised him a contract for con- 
struction of 1,200 large cargo planes at New Orleans. It was 
stated that the planes would be built of plywood and that they 
would be of a design to be known as C-76, a plywood adapta- 
tion of the Curtis Commando, or C-46, type. 

The Higgins plant at New Orleans has built many navy 
vessels. Recent cancellation by the Maritime Commissjon of a 
contract with the Higgins corporation for construction of 200 
Liberty ships resulted in investigation of the commission’s 
—Z congressional committees (see Traffic World, August 

, P. : 

The Aeronautical Chamber of Commerce of America an- 
nounced that its president, Colonel John H. Jouett, had resigned 
to become head of the aircraft section of Higgins Industries, 
Inc. 


ARMY AIR TRANSPORT TRAINING 


Secretary Stimson, of the War Department, announced on 
November 5, that a school to train army officers in operational 
practices of air transport lines had been established in New 
York City by the army air transport command. He said five 
civilian airlines were cooperating with the army air forces 
in carrying out a comprehensive program of instruction in prob- 
lems of loading cargo, passengers and mail, the elements of 
flight, how to fuel and service planes, and other important 
functions. Headquarters of the school was in the New York 
Athletic Club, he said. He stated that the first class of 65 
officers already had been graduated. 
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Transportation Board Briefs 


Among reply briefs filed with the Board of Investigation 
and Research—Transportation, was one prepared by Parker 
McCollester, of New York City, on behalf of the American- 
Hawaiian Steamship Co. and the Luckenbach Steamship Co., 
Inc., in which Mr. McCollester disagreed with the contention 
stated by the Association of American Railroads, in its original 
brief (see Traffic World, October 10, p. 856), that in computing 
the extent of government aid to carriers there should be added 
the ‘escaped taxes” on the facilities provided for those carriers 
by the government. 


If the A. A. R. meant to suggest that a factor for escaped 
taxes should be added to expenditures for improvement of sea- 
coast harbors, many complications were presented, said Mr. 
McCollester. He added that if a harbor project was under- 
taken for purposes of national defense, a government function, 
the expenditure was naturally not taxable and hence there were 
no “escaped taxes.” 'There was a further problem, he said, 
with respect to channel improvements, as to whether there 
really could be any “escaped taxes,’’ since channel improve- 
ments were in navigable waters “which are part of the na- 
tional domain and in which private citizens cannot own prop- 
erty interests which are taxable.” 


Mr. McCollester referred to an A. A. R. memorandum 
submitted to the board, saying that the central theme of it was 
that transportation companies should be established that would 
utilize all of the several forms of transportation under appro- 
priate regulation. He said it was apparently intended to con- 
vey the idea that the railroads should be made the central and 
controlling units of those companies, each company constitut- 
ing a coordinated system of rail, water and motor carriers, with 
competition limited to competition between the coordinated 
systems and with competition between different types of car- 
riers no longer in existence. 


After declaring that this subject was beyond the sphere of 
the investigation of public aids, Mr. McCollester said: 


There is certainly opportunity for greater coordination between 
the different transportation agencies, but we submit that the general 
public welfare would not be served by permitting the railroads to 
eliminate the competition of the water lines by acquiring them or by 
having railroads and water lines consolidated in large companies, of 
which the railroads should be the master units. If the Association of 
American Railroads is sincere in its desire for greater coordination, 
we submit that a more important step in this direction would be the 
exercise by the association of its influence with its railroad member 
lines to bring about the voluntary establishment to a greater extent 
of joint through rates and equitable divisions thereof applicable to 
through transportation by rail and water. We think this might well be 
a recommendation of the board. 


Panama Canal Act Repeal 


Dealing with the memorandum brief submitted by the 
Transportation Association of America, Mr. McCollester op- 
posed a proposal in it for repeal of the Panama Canal act. He 
said he presumed that the T. A. of A. proposal related to the 
parts of the Panama Canal act that added provisions to sec- 
tions 5 and 6 of the interstate commerce act, one prohibiting 
a railroad from owning or having any interest in a common 
carrier by water operated through the canal with which it 
might compete, unless specifically authorized by the Commis- 
sion, the other giving the Commission the power to require 
the establishment of through routes, through rates and inter- 
change facilities for the through transportation of freight by 
rail and water through the Panama Canal or otherwise. 


“The very fact that the Transportation Association seeks 
repeal,” he said, “suggests that there may be a latent desire 
that the railroads should acquire competing intercoastal car- 
riers for the purpose of controlling them and limiting or ulti- 
mately eliminating their competition, and therefore argues 
against the repeal.” 


A. T. A. on Highway Costs 


A reply brief of the American Trucking Associations, Inc., 
called attention to wartime conditions that it termed “unfor- 
tunate for our opponents” in that they served to “explode their 
highway theories.” None of these ‘opponents’ had been will- 
ing to concede a dime of responsibility on the federal govern- 


ment for highways for national defense, said the A. T. A,, 
adding: 


The public utility concept of highways is like most theories, in 
that it fails to stand the acid test of practical application. Today, our 
rubber supply is cut off. The railroads have neither the equipment nor 
the capacity to distribute gasoline, so that supply is reduced. The 
states are confronted with a tremendous shrinkage in revenues from 
motor vehicles, but we still have our highways and the costs must be 
met. It is fortunate from the standpoint of national defense that we 
have these highways, for without them the railroads would long ago 
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have collapsed under the burden and would have been taken over by the 
government, never to be returned to private ownership. 

How long this condition is going to last no one knows, but it may 
be several years. In the meantime, actual highway costs will go on and 
presumably all the fictitious costs conjured by the railroad witnesses 
will go on and in the end a huge bookkeeping deficit will have been 
created. Is the highway user of the future to have that deficit settle 
on his back because someone failed to provide a rubber supply or be- 
cause the railroads failed to transport gasoline? We no longer necd to 
speculate as to the relationship between highways and national defense 
as against some future contingency because we have the problem on our 
hands right now. Our railroad friends will probably avoid discussing 
that, the same as they avoided discussing trade barriers in their brief, 


The A. T. A. renewed its discussion of its theory of ‘“with- 
held use” of highways because of so-called interstate trade bar- 
riers and stated, in that connection, that a “‘typical tractor-semi- 
trailer combination with four axles and a gross weight of 60,000 
pounds” was permitted in only 16 states. Such a vehicle, it 
said, was permitted in New York and New Jersey, and in 
Maryland, West Virginia and Ohio, but it could not get from 
New York to the latter states because Pennsylvania and Dela- 
ware barred the way. 


As to the A. A. R. argument for a tax charge against 
highway users, the A. T. A. said: 


In order to justify taxation of a railroad and at the same time 
justify tax exemption of highways, it is only necessary to point to the 
fact that the railroads are privately owned and all of the taxes that 
they ever paid were exacted from the public in the way of charges in 
the first instance and merely paid back to the public in the form of 
taxes. The public neither gained nor lost in that transaction. The 
public owns the highways and it does not have to exact from itself a 
tax merely for the purpose of repaying to itself the same tax. There 
is a further difference in that in addition to collecting tax money from 
the public the railroads capitalize their rights-of-way, including the 
unearned increment from year to year, and ask the public to pay a 
return on the alleged investment in rights-of-way, which in most in- 
stances was never made. We need only mention the fact that private 
ownership gives the railroads exclusive use of their facilities, unfettered 
by competitors, size and weight laws or any other trade barrier. 


Union Hits T. A. of A. Proposal 


In a reply to the memorandum brief of the Transporta- 
tion Association of America, filed on behalf of the Brotherhood 
of Railroad Trainmen by Byrl A. Whitney, its attorney, ap- 
peared statements, references to certain letters, and other data 
designed to show that the T. A. of A. was sponsored and domi- 
nated by and subservient to the nation’s railroads. 


“We know,” said Mr. Whitney in the reply brief, “that 
the railroad industry of this country has never been able to 
reconcile itself to anything but a continuation of its complete 
monopoly of transportation. We believe that the ‘trial bal- 
loons’ being sent up by the Transportation Association of 
America are in harmony with the concept of a complete rail- 
road monopoly of transportation, and for that reason we be- 
lieve the proposal would promote neither the public interest 
nor free private enterprise in the transportation industry. . . 


“We believe that the proposal of the Transportation Asso- 
ciation for an ‘integrated’ transportation system is one of the 
most effective arguments for government ownership of all 
forms of commercial transportation that has ever come to our 
attention. Certainly, if this nation is ever to achieve such ‘in- 
tegration’ of the transportation industry as the Transportation 
Association aspires to, then it must be achieved for the pur- 
pose of improved public service and in the public welfare, 
and not to promote the yearning of selfish interests to be re- 
lieved of the Sherman anti-trust act and ‘hampering legisla- 
tion,’ that they may realize their dream of a return toshe good 
old days of a complete monopoly of transportation.” 


PACKING OF VARNISHES, OILS 


Packing of varnishes and drying oils in blackplate metal 
containers after November 30 has been prohibited by the W. 
P. B. Director General for Operations who says: 


At the same time, the action (amendment No. 2 to M-136) requires 
that beginning December 15, oil paints, oleoresinous paints, and resin- 
emulsion water paints be packed in one-gallon fiber-bodied containers, 
with only the ends of blackplate. This requirement expires on December 
31, but will be superseded by new restrictions on that date. 


The same provision applies to pigmented lacquers, which come under 
the order for the first time. Until December 15, this product may be 
packed in one-gallon blackplate containers. 


The amendment also cuts use of blackplate for packaging all of 
the above products 10 per cent, reducing the total allocation for 1942 
for these products to 90 per cent of the 1940 pack. 

Blackplate quotas for baking powder containers, previously set 
at 25 per cent of the 1941 pack, are continued to December 31 by the 
amendment. 
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Future of Transportation 


Government Ownership of Railroad Plant Suggested 
in National Resources Planning Board Report— 
National Agency to Coordinate All Federal 

Development Activity in Transportation Rec- 
ommended—Great Transportation Devel- 
opment Forecast for Post-War Period 


Ultimate solution of the problem created by public ex- 
e penditures on transportation facilities may lie in the 
public ownership or leasing of all basic transport facilities, 
with the railroad plant placed in the same category as public 
highways, waterways, and airways, and paid for according to 
use, says the summary of a report submitted _to President 
Roosevelt by the National Resources Planning Board entitled 
“Transportation and National Policy.” The President has 
transmitted the report to Congress. 

In addition to the statement in the summary about gov- 
ernment ownership of the railroad plant, the body of the re- 
port contains a chapter on government ownership in which the 
author, Ralph L. Dewey, sets forth conclusions indicating sup- 
port for the government taking over and operating the rail- 
roads. 


The report was prepared under the general guidance of 
Owen D. Young as chairman of the advisory committee appoint- 
ed for the study. The so-called “‘Young” committee was appoint- 
ed by Frederic A. Delano, chairman of the planning board, in 
July, 1940, “for advice on the transportation study which the 
National Resources Planning Board had undertaken in response 
to a request from the President.” 


In transmitting the report to Chairman Delano, Mr. Young, 
who was chairman of the board of General Electric when he 
was made chairman of the committee, said the report con- 
sisted of a summary statement of findings and recommenda- 
tions on national transport development policy prepared by 
Dr. Ralph J. Watkins, director of the study, and a series of 
studies assembled under Dr. Watkins’ direction from contri- 
butions by a staff of specialists and by agencies within the 
government. Mr. Young said those who served on the com- 
mittee with him were: George P. Baker, member, Civil Aero- 
nautics Board; Joseph B. Eastman, chairman, Interstate Com- 
merce Commission; Robert H. Hinckley, Assistant Secretary, 
Department of Commerce; Jesse H. Jones, Federal Loan Ad- 
ministrator; Rear Admiral Emory S. Land, chairman, Maritime 
Commission; Thomas H. MacDonald, commissioner, Public 
Roads Administration; Maj. Gen. Eugene Reybold, Chief of 
Engineers, War Department, who succeeded Major General 
Schley on the latter’s retirement. He said four meetings of 
the committee were held. Two of these were concerned with 
the formulation of plans for the study and two were for the 
purpose of reviewing drafts of reports. 

“It must not be understood, however, that the members 
of the advisory committee necessarily endorse the views set 
forth in these contributions (staff and agency contributions), 
since full liberty of expression was accorded to the individual 
authors and agencies,” said Chairman Young. 

Intervention of the war made it inopportune to hold fur- 
ther meetings of the committee or to devote further atten- 
tion at this stage to the revision of the summary statement 
of findings and recommendations, said he. Under the circum- 
stances, he continued, it had seemed wise to submit the direc- 
tor’s summary and the staff and agency studies to Chairman 
Delano with the recommendation that they be published. 

The analyses and policy statements contained in the re- 
port were offered as guides to thinking and as aids to plan- 
ning “for the America we all want to work toward in the years 
of peace that lie beyond the present travail of war,” said Chair- 
man Young. 

In its letter of transmittal to the President the planning 
board said it was fully in accord with the view that the build- 
Ing of a superior and more effective transport system “is a 
— essential to the fuller development of our national econ- 

y.” 

The only other specific thing the board approved was the 
recommendation for establishment of the national transpor- 
tation agency. 

At the end of the present war, says the report, there should 
be established a national transportation agency to coordinate 
all federal development activity in transportation along the 
lines of a general and progressive plan under appropriate 
legislative directives. 


“We strongly endorse that recommendation and urge that 
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all practicable steps be taken to translate it into action,” said 
the board in its letter of transmittal to President Roosevelt. 

Officials familiar with this recommendation said in answer 
to an inquiry that the recommended agency, if created as pro- 
posed, would have to do with “development” and not regula- 
tion as exercised by the Interstate Commerce Commission. The 
agency, however, under the recommendations, would examine 
regulatory authority and practice and make recommendations 
for legislation. 

Asserting that in the two decades since 1920 there had 
occurred a revolution in transportation, the report said that 
today the railroads, though still the backbone of the freight 
transportation system, “are but one of the several major forms 
of transportation, and the problems which beset them are no 
longer attributable to a passing disruption of cost-revenue 
relationships but to the development of new and vigorous com- 
petitors. Advancing technology has promoted in the highway, 
waterway, pipeline and airway fields formidable rivals for the 
railway industry.” 

The report points out that “public action’ has been a 
dominant force in the promotion of transport facilities and in 
that connection mention is made of public expenditures for 
the development of transportation facilities. 


“The magnitude of the American transportation system, 
including its railways and pipelines as well as its publicly fos- 
tered facilities, provides impressive testimony of the emphasis 
which the nation has placed upon the need for transportation 
service,” it is stated in the summary of the report. “The na- 
tional bill for that service is probably more than $20,000,000,000 
a year, and nearly a fifth of all investments are in transpor- 
tation. The federal government alone invests a billion dollars 
a year in transportation facilities.” 


Possibilities for Future 


_ “The progress of the past is impressive, but the gains that 
lie within our grasp in the years ahead can overshadow that 


progress,” the report says in a part of the summary, continuing 
as follows: 


Under the impact of a war economy we are moving toward full 
utilization of our man power and productive plant, and we are learn- 
ing again our utter dependence on transport, the real value of the 
physical facilities that make up’ our transport plant, and the necessity 
of coordinated and efficient use of those facilities. What once plagued 
us as a surplus of transportation facilities we must now recognize at 
full employment of our resources as a grave shortage that imperils 
the attainment of war production goals. Under the conditions of war 
little can be done to enlarge that plant, and we shall have to rely in 
the main on strenuous measures aimed at getting maximum perfor- 
mance out of the existing plant. But the return of peace will again 
afford us the opportunity to build the sort of transportation plant 
that our unfolding technology makes possible and that effective utili- 
zation of our resources and man power demands. 

In the midst of a desperate struggle that is destined to reshape 
the world, a struggle above all that is geared to the technologies of 
production and transport, no man is able to foresee the precise changes 
that will come in our transportation system. But it is clear even now 
that changes of vast import are almost certain, that with the coming 
of peace we shall enter upon the threshold of great developments in 
transport. Consider briefly some of the possibilities: 

Air Transport: Not only lacing the country with passenger, ex- 
press, and freight carrying airlines and private planes but circling the 
globe with distance shattering schedules—backed by capacity to build 
more than 100,000 -planes a year. All the airlines in the country owned 
only 350 transport planes before the war and have carried from 10 to 
15 per cent as many passenger miles as all the Pullman cars. Little 
imagination is required to picture a rapidly developing industry that 
will both create new transportation and make inroads upon the traffic 
of its competitors, especially the railroads. 


Motor Transport: Resurgent after the lean years of rubber and 
gasoline rationing, with completely new productive capacity and new 
designs in automotive equipment freed from the shackles of the past; 
new interregional highways and urban express routes planned for 


construction in the transition period to take up the slack in employ- 
ment. 


Inland Water Transport: Expanded in scope and volume and re- 
equipped with new and more efficient towboats and barges. 

Intercoastal and Coastwise Water Transport: Restored to normal 
routes and augmented in tonnage by accessions from the emergency 
merchant fleet. 

Pipe-line Transport: Expanded by the exigencies of war and backed 
aggressively by parent companies starved because of their dependence 
on more vulnerable water transport. 

Railroad Transport: Flushed with the traffic gains of war through 
diversion and full employment and striving energetically to hold these 
gains against resurgent rivals. 

These impending developments and competitive struggles require 
that we turn our thoughts now to the molding of transport development 
policy in order that the necessary adjustments may be made with a 
minimum of friction and waste. If we would seek increased mobility 
of goods and services and full application of transport technology, lines 
of public development policy must be laid out. Through advance plan- 
ning under governmental leadership the transport industries will have 
a rare opportunity in the post-war period to rebuild and modernize 
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Pull speed ahead... 
we ve got a date with the Axis! 


e The arms American industry 


is turning out in ever-increasing 
quantities can’t gather dust at 
home. They’ve got a date to 
keep—with the Axis! So the 
conductor’s signal sends the fast 
freights roaring down the main 
on wartime schedules. Erie 
trains are proving to industrial 
America that transportation 
can keep pace with production. 


If you must travel, make reservations 
early to avoid inconvenience. We will 
do our best to give you the comfort- 
able, friendly service you have enjoyed 
in the past. 


THE HEAVY DUTY RAILROAD 
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the transport plant and thereby to make a notable contribution toward 
solution of the stupendous problems of general economic policy in 
bridging the transition from war to peace. 

A major objective for the future must be a lower level of rates and 
fares in the transport industry to place the rate structure in a more 
favorable position with respect to other prices, in order that restrictions 
on movement may be minimized. There is considerable reason to sup- 
pose that transport has been ciscouraged by a rate structure which fails 
to respond quickly to changes in economic conditions, and a rate level 
which may be out of line with the market possibilities of many com- 
modities. There is danger that a permanent reduction in traffic volume 
may result. A reversal of present tendencies by greater economy in 
transport operations may vastly widen the future of transportation. 
Improved service, too, is an important aim for the future. Its ac- 
complishment will result, in part, from the further application of 
technical developments already under way, and partly from achievement 
of a large measure of economic coordination. 


The report discusses the need for terminal reconstruc- 
tion, saying the most neglected aspect of transport development 
has been the provision of terminal facilities. Physical require- 
ments involved in the modernization of railroad transporta- 
tion are seen as “tremendous.” In addition to the rebuilding 
of terminals and replacement of a large portion of the rolling 
stock with modern cars and more efficient locomotives, grade 
revision, heavier rail, reduction of curvature, electrification of 
dense traffic routes, and modern signal installations are neces- 
sary, says the report, to permit faster and more economical 
operation. Light traffic branch lines must in the long run give 
way to highway services. Competitive efficiency, continues 
the report, demands not only the ultimate abandonment of 
unnecessary lines but also the elimination of wasteful dupli- 
cations of services maintained for competitive purposes. Im- 
provements already made have enabled the railroads to offer 
a standard of service “hitherto unequaled.” 

The summary continues with a discussion of highway 
transport and its future “substantial enhancement”; water 
and air transportation futures. The future of the railroad is 
in its continuance as the principal agency for heavy freight 
movement; the motor truck is most useful in terminal serv- 
ices, on the shorter hauls, and over longer routes where its 
speed can equal or exceed that of rail operation; and there is 
opportunity in the water, pipeline and air services, according 
to the report. There is discussion of economical “division of 
traffic”; efficiency in operations; consolidation and coordination; 
and finance. 


Public Ownership 


In the part of the summary under the heading, ‘“Develop- 
ment Policy,” it is suggested that “user charges” be intro- 
duced to meet the problem created by public expenditures on 
transportation facilities and that in that connection the ulti- 
mate solution may lie in the public ownership or leasing of 
all basic transport facilities, with the railroad fixed plant 
placed in the same category as public highways, waterways, 
and airways and paid for according to use. The text of this 
part of the summary follows: 


Many years ago the objective of public promotion was simply to 
provide more facilities, for at that time the principal problem was the 
undersupply of transportation service. Today, however, the problem 
has shifted from one of unlimited expansion to one of coordination, 
greater efficiency, and the correction of inadequacies. In spite of these 
altered circumstances, federal promotional policy continues to be 
concerned mainly with the promotion of more and more transportation 
capacity. Moreover, operating through separate public agencies, each 
acting as the special advocate of one form of transportation, the fed- 
eral government spends an average of more than a billion dollars a year 
for transportation facilities without comprehensive plans. 

Other deficiencies in transport promotion emphasize further the 
importance of examining public policy. Waste of public funds; vague 
and conflicting objectives; the absence of criteria to guide expenditure; 
and questionable methods of financing, cost allocation, and adminis- 
tration have all furnished evidence of serious shortcomings. 

Under existing promotional policies, neither investment decisions 
nor the manner in which the transportation bill is paid can be said to 
afford an intelligent setting for an economic use of facilities or a wise 
application of resources. With regard to financing the fixed transporta- 
tion plant, the general taxpayer pays for water and air facilities, and 
to a considerable extent for highways, although railroads at present re- 
ceive no direct support from general taxation. When users do not pay 
the cost incurred by governments, as well as those which arise from 
the operation of vehicles utilizing government facilities, the resulting 
rates are lower than would otherwise be possible, producing an un- 
equal competitive situation. 

Under ordinary circumstances users should pay the full cost of 
public facilities, thus establishing a sounder basis for competitive re- 
lations because the cost of public facilities would be reflected in rates. 
In addition, user charges, furnishing government revenues on a rela- 
tively stable and predictable basis, would promote financial planning 
and budgeting of expenditures with due regard for traffic ‘‘earnings,” 
thereby emphasizing economic criteria. 

The introduction of user charges, furthermore, would assist invest- 
ment decisions by imposing a restraint upon extravagance, since the 
beneficiaries of transport developments would know that responsibility 
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for costs incurred was theirs. But user finance would provide no auto- 
matic indication of how much of our resources could economically be 
devoted to transportation developments. The fact that charges woulg 
be established by government and that transportation is a necessary 
service would render tolls and user charges comparable to monopoly 
prices; and any monopoly of an essential service can exact a return far 
greater or less than could economically be capitalized in the enterprise, 
It is obvious that, under such a system of finance, it would still be 
necessary for public agencies to make careful calculations of costs anq 
benefits for individual projects. 

The adoption of user charges and the further development of cost 
and benefit calculations to guide investment might still fail to permit a 
realization of the relative economies of transport agencies. A poten- 
tial source of inequality would be the difference in methods of deter. 
mining the costs of private and of public facilities. Public financing on 
a pay-as-you-go basis takes no account of implicit costs corresponding 
to the rate of return from private investment, although user charges 
for public facilities may be designed to cover large capital outlays and 
not merely current costs. Under existing investment conditions these 
differences in supplying capital may balance well enough for all 
practical purposes to insure equity, but because of changing circum- 
stances the ultimate solution may lie in the public ownership or leas- 
ing of all basic transport facilities, with the railroad fixed plant placed 
in the same category as public highways, waterways, and airways and 
paid for according to use. This step would establish a basis of equality 
in the provision of all transport facilities. Likewise, it would overcome 
the difficult problems arising from the railroad’s burden of fixed indebt- 
edness, for the user charge would be based on volume of traffic, thus 
substituting a variable for a fixed obligation. In addition it would 
permit more effective provision of transportation plant because it would 
facilitate joint use of rights-of-way and structures, coordinated terminal 
arrangements, and over-all plans directed to transportation requirements 
as a whole. 

Still another advantage of public ownership or leasing of all the 
fixed transportation plant would be realized in connection with emer- 
gency public works programs which now apply only to highways, water- 
ways, and airways. In the future the extension of such programs to 
the railroads would have the advantage not only of creating a more 
competitive condition, but of tapping a large new reservoir of useful 
and needed construction projects. The tremendous task of planning ade- 
quate public works for the period of transition from war to peace can- 
not be successful in the field of transportation unless it comprehends 
all transport media. This is the central problem of public development 
policy. Its solution will require social inventiveness of a high order, a 
willingness to face the issue, and ingenuity in contriving devices, 
whether they take the shape of puble ownership of the railroads fixed 
plant, public leasing of that plant, joint public-private investment cor- 
porations, or other measures. 

It may not always be desirable to finance transportation facilities 
on a user basis. In the first place, the principal purpose is to obtain the 
facilities necessary for accomplishing our national objectives, and the 
manner in which such facilities are financed is therefore a secondary 
consideration which depends upon how the ultimate goal can best be 
achieved. Secondly, non-transport objectives might make it impossible 
or unfair to charge the full cost to users. In general, however, it is 
believed that with such exceptions as defense needs and the development 
of new techniques, and new modes of transport, user charges offer the 
best means of financing the transportation plant. 

Public promotional policy may be criticised not only because it 
sponsors unequal competitive conditions and uneconomic utilization of 
resources, but also because it fails to encourage the desirable coordina- 
tion among various types of transportation plant, among the programs 
of the several levels of government, and between transportation and 
nontransportation objectives. The logic and necessity of establishing a 
coordinated plan for transport promotion reinforce the case for a 
unified Transportation Agency. 


The report contains a chapter on government ownership 
and operation of railroads by Ralph L. Dewey, principal 
economist of the board on leave in the fiscal year 1940-1941, 
from his position as principal transportation economist in 
charge, transportation section, division of marketing and trans- 
portation research, Bureau of Agricultural Economics, U. S. 
Department of Agriculture. In his conclusions the author of 
this chapter says that public interest in government owner- 
ship and operation of the railroads “has recently revived in 
this country.” 


“The renewed interest has occurred for very practical, 
down-to-earth reasons,” says he. “It does not represent any 
material development of socialistic ideologies, but only a con- 
viction that government ownership may offer a feasible alterna- 
tive to the traditional policy of regulating privately owned 
railroads, since that policy has failed to accomplish rate, effi- 
ciency, and financial objectives desired by the public. 


“The present system of promotion of transportation facili- 
ties by public construction and aid has created a competil.ve 
situation which raises doubts as to the ability of private man- 
agement to operate the railroads successfully. This policy may 
have placed the railroads in an untenable economic position. 
It may be necessary to nationalize the railroads in order to 
neutralize the effects of subsidies received by their competl- 
tors. If this is not done, it is likely that the railroads will 
continue their efforts to have legislative restrictions placed 
upon their competitors. To the extent that such efforts are 
successful, the protection of established interests will waste 
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public investments already made in new facilities and keep 
rates high to shippers and travelers. 

“It seems likely that the continued wastes, inefficiencies, 
and excessive duplication of rail facilities will not be volun- 
tarily corrected under private, competitive management. The 
adverse reactions of the carriers and their employes to the 
proposals of the Federal Coordinator of Transportation re- 
vealed their unwillingness or inability to introduce the degree 
of efficiency into rail operations demanded by the public. . 
The war emergency has aroused anxiety about the physical 
preparedness of the railroads to meet the unusual service de- 
mands already in evidence. Car shortages are in prospect, 
and if they actually materialize, the railroads will then have 
to resort to such restrictive devices as priorities, embargoes, 
and higher demurrage charges. . . On account of physical and 
operating deficiencies, inherent in the situation, the govern- 
ment may not be able to rely upon private operation in war- 
time. . . If rail nationalization were adopted in this country, 
the government would be in a position to stabilize rail finances 
immediately and would make available badly needed capital 
for expansion and improvement at lower cost than is now pos- 
sible through private channels. As owner and operator, the 
government would be able to make expeditious adjustments 
in the rate level with reference to the long-run considerations 
of the public welfare. Also, as owner and operator, the gov- 
ernment could more effectively alter the relationships of rates 
in line with general public policy. Moreover the average level 
of rates could be lowered by this policy. In addition to the 
financial and rate considerations, operating costs could be re- 
duced by the elimination of such wastes as excessive round- 
about hauling and duplicated service. Efficiency could be pro- 
moted by pooling of cars and traffic and by unification of ter- 
minals. A nationalized system of railroads ought to yield 
savings of several hundred million dollars a year.” 

The author also discusses operation by a federal corpora- 
tion and steps involved in acquisition of the railroads by the 
government. 


Recommendations 


The recommendations set forth in the summary of the re- 
port follow: 


1. A. Unified Transportation Agency 


Problem.—Though a billion dollars a year is spent by the federal 
government in the provision of transportation facilities, there is no 
machinery for coordinating this activity to the end of providing the 
most efficient transport system best adjusted to the needs of the na- 
tion. Federal promotion of transportation operating through separate 
and independent agencies which act as special advocates of one medium 
or another is at once the most significant force in transport develop- 
ment and the most poorly coordinated phase of transport policy. Inte- 
gation of planning and development is essential to an orderly guidance 
of the federal government’s investment program. 


Recommendation.—A National Transportation Agency should be 
established to coordinate all federal development activity in transporta- 
tion along the lines of a general and progressive plan under appropriate 
legislative directives. Existing development agencies would be absorbed 
as divisions of the new agency. Apart from the normal development 
functions of these agencies, it would be the special responsibility of the 
agency to undertake leadership in programs for transport consolida- 
tion, terminal unification and reconstruction, coordination of the various 
transport media, and encouragement of the development of new forms 
of transport within their respective economic spheres. Active coopera- 
tion with the regulatory agencies would be required, but the National 
Transportation Agency would be responsible for the unification of the 
federal government’s planning, development, and administrative func- 
tions in the field of transportation. 


Il. Rebuilding and Coordination of Terminals 


Problem.—Terminals present some of the most difficult and most 
neglected of transport problems. In many urban areas they have 
grown without plan and without attention to their effects upon land use 
and the general urban industrial, commercial, and residential develop- 
ment, and too often they symbolize urban blight. Seldom are the 
facilities of the various types of transport efficiently coordinated to 
provide the best and most economical terminal service. 

Recommendation.—The planning and construction of modern, uni- 
filed terminal facilities to serve a coordinated transport system is a logi- 
cal public responsibility for which leadership should be undertaken by 
the proposed Transportation Agency. Such modern terminal areas 
should be provided by apropriate government action as an integral part 
= city plan, their facilities open on equal terms to all suitable 

Triers, 


Ill. Public Response for Basic Transport Facilities 


Problem.—The basic facilities for highway, waterway and air 
transport are publicly provided. A strong, insistent, and pervasive pub- 
lic demand by a transport-conscious people has resulted in a great de- 
velopment of these facilities and their progressive improvement and 
Modernization in keeping with technological progress. Although these 
developments are necessarily brought to a halt in the war emergency, 
it is abundantly clear that, with the return of peace, the shackles will 
be broken and a transport-rationed people will demand and secure a 
vastly enlarged system of highways, airways, and, to a lesser degree, 
Waterways that will overshadow all the progress of the past. 

In sharp contrast, the privately owned railway plant is in the main 
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dependent for its modernization and improvement on access to private 
investment markets. No matter how antiquated these facilities may be; 
no matter how great the need for modernization, improvement, and re- 
building; and no matter how imperative may be the national economic 
need for the resuscitating influences of these developments in time of 
growing unemployment, the decisions must rest with managers and 
investors who necessarily are confined to the limits set by private 
finance. In consequence, the railroads are barred from participation 
in public works and development programs, and likewise, they are ex- 
cluded from public plans embracing physical coordination with other 
forms of transportation. 

Another condition stemming from the position of the privately owned 
railroad plant in a setting wherein all other basic general transport 
facilities are publicly provided is their unequal competitive position. 
In the lean years as well as the fat years, the railroads must carry a 
heavy burden of fixed charges while at the same time their competitors 
operating over public ways are subject more to variable costs which 
fluctuate with the volume of traffic. That these burdens have for many 
roads become unbearable is attested by the record of railroad bank- 
ruptcy and receivership. And even in the lean years public investment 
in highways, airways, and waterways grows apace, thus threatening 
the railroads with ever more and sharper competition. The net result 
of this condition has been increasingly to place railroad securities in 
the speculative classification. Under these circumstances there can be 
little assurance that capital funds will be forthcoming for a program 
of railway modernization and improvement commensurate with the 
national need in the post-war transition period. 


Recommendation.—Logic and necessity suggest that the credit of 
the federal government must, by appropriate fiscal devices and under 
appropriate safeguards, be made available to the end that the formid- 
able tasks of railway modernization and improvement may be included 
in public works programs aimed at upbuilding the country and at sus- 
taining the national economy in the forthcoming difficult years of 
transition from war to peace. It must be a central task for the por- 
posed Transportation Agency to devise suitable means. 


IV. Railroad Consolidation 


Problem.—Well-planned combination has been thwarted by the op- 
position of a multitude of interested groups, unworkable provisions 
of the Act of 1920, and the failure to provide authority to compel con- 
solidation. In consequence, wasteful duplication of facilities and com- 
peting services continue. Plans for coordination and consolidation in 
transportation which can be shown to result in increasing the economy 
of operations should be furthered despite opposition from investors, 
labor, management, or affected communities based on a narrow vested 
interest in existing economic relationships. 

Recommendations.—Under appropriate legislation the Transporta- 
tion Agency should be empowered and directed to proceed at once with 
developing and carrying out plans for the economic consolidation of 
operating railroads. Consolidation should contemplate a limited num- 
ber of systems arranged along regional lines, but avoiding systems of 
excessive size. 


V. Highway Transport 


Problem.—The rubber shortage and the conversion of automobile 
plants to war production make inevitable a drastic curtailment in the 
use and development of highway transportation equipment. At the 
same time, shortages in material and labor and the loss of normal 
sources of highway funds require a similar reduction in roadbuilding 
activities until after the war. 

Recommendation.—War conditions provide an excellent opportunity 
in the highway transportation industry for the redesign of automotive 
equipment along functional lines; and for the planning of a modern 
interregional highway system and urban express routes.to accommo- 
date the automobile of the future. The highway transportation indus- 
try and the federal and state governments should undertake now the 
task of assuring the restoration of motor transport after the war on 
a modern and efficient basis. Leadership in this program should be 
undertaken by the proposed Transportation Agency, with special ref- 
erence to the powers inherent in the control of federal promotional 
funds. 

Vi. Urban Highway Development 


Problem.—Accidents, congestion, delays, high operating costs, and 
lack of accommodations which harass the movement of city traffic 
provide striking demonstration of the inadequacy of highway trans- 
portation in urban areas. 

Recommendation.—Major emphasis in future highway development 
must be directed to the provision of express highways and off-street 
parking in urban areas. Under the guidance of the proposed Trans- 
portation Agency, the federal-aid program and the distribution of 
state motor vehicle revenues to municipalities should be revised to 
cope adequately with the magnitude of the urban problem. 


Vil. Land Acquisition 


Problem.—Needed development of transport facilities is frequently 
restricted or prevented altogether by antiquated legal procedure and 
inadequate financial ability which beset the states and localities in 
acquiring land for public purposes. This situation constitutes a pri- 
mary obstacle to preparing transportation projects for a post-war 
program of public works. 

Recommendation.—Immediate authority should be granted to per- 
mit the Federal Government to acquire and finance land acquisitions 
at the request of state and local governments, as well as for federal 
promotional agencies. Properties acquired for state and local gov- 
ernments would be repurchased from the Federal Government on 
such terms as the proposed Transportation Agency may determine to 
be suitable. 


Vill. Expansion of Air Transport 


Problem.—The impact of war conditions upon air transport through 
aircraft development and production, pilot training, airport construc- 
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tion and other aids promises a tremendous acceleration of the industry 
and an enormous peacetime capacity in the post-war period. 

Recommendation.—The proposed National Transportation Agency 
should be directed to accept the unexampled challenge of air transpor- 
tation by planning in the most enlightened manner for the establish- 
ment of the new medium as a major and integral part of our future 
transportation system. This planning must comprehend programs 
for conversion of the airplane industry from war to peace, for loca- 
tion and construction of airports on a vastly expanded basis, for en- 
hanced development of aids to aerial navigation, and—above all— 
a rational program for coordination of air transport with other forms 
of transportation. 


IX. Regulation 


Problem.—Questions have been raised regarding recent extensions 
of regulatory controls in the transport industry. It has been suggested 
that differing economic characteristics of motor and water transport 
make it undesirable to pattern their regulation upon established 
methods in the railroad industry. The danger follows that unneces- 
sary rigidities and the encouragement of rate agreements may lead to 
inferior service and higher costs than would prevail from unregulated 
competition. The problem, in essence, is that of finding a balance 
between competitive forces and public controls. Public policy must 
insist on retention of the maximum benefits of competition in price, 
in service, and in flexibility consistent with the avoidance of chaos. 

Recommendation.—The extended regulation under the Motor Car- 
rier Act of 1935 and the Transportation Act of 1940 is too new to 
provide adequate experience on which to base a policy decision at 
this time. The proposed Transportation Agency should, however, un- 
dertake continuing evaluation of the economic results of present regu- 
latory practices, including changes in the rate level, quality of service, 
and intensity of competition. It should examine regulatory authority 
and practice critically, in the light of developments in transport tech- 
nology, with a view to determining whether the alternative of relaxa- 
tion should be attempted; and it should make suitable recommenda- 
tions to the President and the Congress for any legislation which it 
may consider advisable. Meanwhile, regulatory agencies should apply 
with caution the minimum rate and right-of-entry controls to avoid 
undue restriction of competitive forces. 


X. Interterritorial Freight Rate Controversy 


Problem.—No conceivable freight. rate structure can be free of ‘‘dis- 
crimination.’’ This condition underlies charges of discrimination 
against particular regions. The policy problem is that of a careful, 
comprehensive, and objective weighing of the freight rate structure 
with a view to eliminating unfair discrimination. This cannot be 
done in terms of specific rates in isolation but, rather, must be done 
with reference to transportation conditions and rates for similar hauls 
elsewhere. Although discrimination among localities has been unlaw- 
ful since 1887, in the Transportation Act of 1940 the Congress has 
specifically recognized and proscribed regional discrimination in rates, 
directing the Interstate Commerce Commission to study the elements 
of the question. 

Recommendation.—The complexity of the rate structure and of 
the issues involved in the present controversy and the nature of the 
problem are such that further legislative treatment appears inad- 
visable. It is urged, however, that all the interested groups lend their 
cooperation to the Interstate Commerce Commission in order that a 
fair solution may be sought in an objective and dispassionate spirit. 
Moreover, it is to be noted that the acuteness of this problem will be 
alleviated with the further development of competitive agencies of 
transport. 

XI. Labor 


Problem.—Long-range considerations require greater attention to 
the desirability of more equitable balance among the several transport 
agencies in collective bargaining arrangements, labor standards, and 
labor legislation. 

Recommendation.—The logic of nationwide organization of trans- 
port employes requires a parallel organization of employers in each 
of the several branches of transportation for the conduct of industrial 
relations on an industry-wide basis. These industrial relations must 
extend far beyond the normal limits of bargaining to embrace syste- 
matic cooperation between men and management, not only for their 
mutual benefit but to serve the public interest in transport efficiency, 
service, and safety. Arrangements for negotiation between men and 
management, however different they may be in the various transport 
agencies, must be equally effective in promoting the solution of em- 
ployer-employee conflicts without interruptions in transportation serv- 
ice. There should be a greater degree of uniformity of standards in 
social security legislation for the transportation industry, and greater 
consideration should be given to the possibility of substituting work- 
men’s compensation procedure for the present system of employer 
liability. Procedures of the National Railroad Adjustment Board 
should be revised to accord with the recommendations and suggestions 
of the Attorney General’s Committee on Administrative Procedure. 
Agreement rules which have been interpreted to require a rigidity 
of jurisdictional lines as between occupations should be altered to 
permit greater flexibility in securing economy and efficiency and in 
improving service without sacrificing the interests of employes in 
maintaining labor standards on a high and equitable level. In the 
interpretation of rules any attempt to substitute a narrow legalism for 
considerations of justice and equality should be rigorously opposed. 


Xl. Post-War Investment 


Problem.—Inevitable readjustments following the present war will 
require far-reaching participation in productive investment designed 
to stimulate and maintain a high level of national income. Although 
billions of dollars have been spent in the past to provide emergency 
relief employment on transportation projects, results have been grossly 
inadequate in the light of what might have been attained. 
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Recommendation.—The transportation industries, properly devel- 
oped and coordinated as contemplated in this report, offer some of 
the most promising opportunities for wise investment. Public expendi- 
tures aimed at securing lasting enhancement of the national income, 
however, must be carefully planned in thé field of productive enter- 
prise. Both the formulation and the execution of such plans must be 
the special province of the proposed Transportation Agency, to the 
end that the transportation industries may make their contribution 
toward bridging the transition between war and peace and in order 
that the nation may build a transportation system commensurate with 
our material resources, our technological possibilities, and the resource- 
fulness of our people. 


Working Rules Criticized 


Discussing the labor problem, the summary of the report 
refers to working rules in effect on the railroads while a chap- 
ter in the report takes up the issue as to such rules. In both 
instances criticism is made of the effects of the rules. 

Referring to procedure and decisions of the National Rail- 
road Adjustment Board, the summary says: 


Decisions by referees frequently have been attacked, particularly 
when these decisions have required equivalent payments to employes 
in a given class of service on the ground that work to which their 
seniority or the working rules entitled them was performed by em- 
ployes in another class of service. The subject is too technical to 
permit lengthy discussion. At the same time it seems clear that some 
of the decisions objected to cannot be defended on grounds of equity. 


The summary sets forth the recommendations of the Attor- 
ney General’s Committee on Administrative Procedure with 


a to procedure of the National Railway Adjustment 
oard. 


“The recommendations do not, however, touch the question 
of the substantive character of the board’s decisions,” said the 
summary. “Here is a problem for which men and management 
in the final instance are primarily responsible. If the rules are 
being interpreted in a manner displeasing to either side, the 
way is open to change them by negotiation under the procedures: 
of the railway labor act. The point at issue, after all, is largely 
the question of craft jurisdictions. 

“Is it necessary,.in order to protect established seniority 
rights, that no man should perform work outside his class of 
service under any circumstances? To observers, looking at 
the industry from a position of some detachment, this does not 
seem to be necessary. It should be possible for men and man- 
agement to work out a solution in the rules which would main- 
tain seniority rights and at the same time give management 
the flexibility which is required in the interests of efficient op- 
erations. The two are by no means incompatible. It should be 
a part of transportation policy to assist and encourage the rail- 
road industry to work out its own solution of this problem in 
— of the larger interests of labor, management and the 
public. 

“Tt should also be said that it is not in the interests of 
the users of transportation service that rules should be in- 
terpreted in a spirit of narrow legalism. If either labor or 
management attempts to exact the last pound of flesh which a 
literal and technical interpretation seems to permit, without 
regard to general considerations of equity, the whole structure 


of collective bargaining and union agreements is weakened and 
endangered.” 


Rail Labor Most Favored 


The summary says that, in the field of social legislation, 
railroad labor is more adequately provided for than most em- 
ployes in other forms of transport. 


“No other group of transportation employes is so favorably 
treated with respect to protection against the effects of co- 
ordination and consolidation unemployment as railroad work- 
ers,” says the summary, adding that, notwithstonding that 
fact, the opposition of railroad labor organization to coordina- 
tion plans “which might result in fewer jobs, irrespective of 
— long run effects of an opposite character,” had not 
abated. 


Where it could be shown that worthwhile economic and so- 
cial savings would result from coordination and consolidation, 
said the summary, neither the narrower interests of labor nor 


of management could be allowed to stand in the way of pub- 
lic interest and public policy. 


“Full-crew legislation and train-limit legislation are of 4 
somewhat different character,” continued the summary. ‘While 
their primary purpose is to require more employes than are 
necessary for safe and efficient operations, they do not accord 
with sound public policy. If labor is adequately protected 
against unemployment, these legislative barriers are against 
the long-range interest of labor itself. Such measures should 
be judged solely on their merits as safety legislation. Man- 
agement must not be prevented from organizing operations as 
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effectively as possible, if neither the safety of employes nor of 
the public is endangered.” 


Wage Payment Rules 


The chapter in the report on labor was written by Edwin 
M. Fitch and Joseph M. Gillman, chief statistician, and senior 
economic statistician, Bureau of Research and Information 
Service, Railroad Retirement Board. 

The authors of this chapter say a wage problem exists in 
the railroad industry “which arises out of the interpretation 
of certain wage payment rules and which has assumed suffi- 
cient importance to merit special consideration.” They call 
attention to the fact that the President’s emergency fact-finding 
poard appointed to investigate and report on the railroad wage 
dispute of 1938 referred to the problem and quoted the follow- 
ing from the report of that board: 


Consideration of savings in labor costs could also focus upon cer- 
tain problems that should engage the attention of management and 
men more openly than has hitherto been the case. These flow from 
regulations prevalent in the operating service that call for pay not 
commensurate with the amount of additional benefit rendered. Some 
of these regulations have been relaxed or dropped, but a frank, candid 
inquiry as to their equitable nature could well be made the obligation 
of both management and men. 


The authors said the emergency board was calling atten- 
tion principally to certain rules in train and engine service 
which provided extra pay for employes in one class of service 
who performed incidental work in another class of service and 
which had been the subject of a good many decisions by the 
National Railroad Adjustment Board. 

“While the bulk of these decisions have concerned train 
and engine service employes, the principles which they have es- 
tablished have been increasingly invoked by other crafts,” said 
the authors. 

“Double Pay” 


Two examples of such ‘‘double pay” taken from decisions 
of the Adjustment Board, used by the railroads in their brief 
and testimony submitted to the Attorney General’s Com- 
mittee on Administrative Procedure in 1940, were cited. In one 
case the award called for pay for work not done because men 
who claimed they should have done the work were not used 
and in the other the award called for three days’ pay for a 
round trip of 50 miles. 

“These cases illustrate payments that arise because of the 
separation required by the rules governing the various classes 
of employes,” say the authors of the chapter. “Wage payments 
of this sort are opposed by the carriers on the grounds that 
they result in costs for which the railroads derive no benefit, 
that neither the rules nor justice to employes require such 
payments, and that attempts to avoid them constitute severe 
handicaps to efficiency of operations. The carriers maintain 
that rules as to starting time have similarly resulted in pay- 
ments for time not worked since emergency changes in the 
starting time for a given work day have resulted in claims for 
more than one day’s pay even though the work has been per- 
formed for eight hours or less. . . 

“It seems clear from an examination of Adjustment Board 
decisions involving ‘double pay’ that some of them, even though 
they may be logical deductions from the rules, work hardship 
and injustice on the carriers. This is particularly true in 
cases where the money awards seem out of proportion to any 
damages that may have been suffered by employes concerned 
from alleged violation of rules. Cases in which back pay is 
claimed for a period of several years before protest against the 
alleged violation of the rules is made are of this type. 


Action Recommended 


“An impartial study of the whole question is urgently 
needed because of the bad effect on labor relations which will 
undoubtedly result from a continuation of the present contro- 
versy. Such a study might well be undertaken by a joint 
committee of representatives of carriers and employes. If it 
's true that in certain situations the rules produce inequitable 
tules, the obvious remedy is for the parties concerned to reach 
agreement as to desired changes. Likewise, if certain rules are 
being interpreted to mean something else than was originally 
Intended by them they can be changed by negotiation so as to 
alter the ambiguous language which made such interpretations 
possible. The rules in question have been arrived at by a 
Process of negotiation and agreement. They can be changed or 
amended by the same process. It should be pointed out, how- 
ever, that both parties to these agreements are reluctant to 
open them up for change as to any given question because of 
the possibility that demands for changes as to many other 
Points will be made. 


Dual Basis of Pay 


“The problem just discussed has been frequently, but mis- 
takenly, linked with an item of wage payments to train and 
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engine service employes which has often been erroneously 
described as ‘time paid for but not worked.’ The Commission 
does not use the concept ‘time paid for but not worked’ in its 
statistics of train and engine service compensation, because of 
its misleading character. Nevertheless, the impression still 
persists that the amounts in question represent millions of 
dollars for which no service is performed.” 

The authors then discuss details of the “dual basis” of 
wage payment in road, train, and engine service, resulting in 
a payment a mile or an hour depending on the hours worked 
and the average speed of the train. Part of the wage payments 
classified under “time paid for but not worked,” was for 
service rendered and had grown because the employes’ mileage 
output an hour had increased and their return in wages had 
therefore increased also, according to an explanation made of 
the results of the “‘dual basis” of pay. Part of the payments, 
it was said, were found to have arisen principally from the 
system of daily and monthly guarantees. The authors said 
railroad officials had not expressed any general opposition to 
these guarantees except when other rules had prevented them 
from transferring work from employes in one class of service 
to employes in another, or when “starting time” rules had 
produced disputes as to when one day ended and another began. 


Scope of Report 


There are 513 pages in the report—a volume weighing 
more than four pounds—an inch thick and nine by eleven inches. 
Part I of the report is divided into nine sections: History and 
development; influence of transportation on the location of 
economic activities; freight rates and related problems; prob- 
lems of transport organization; railway financing, 1890-1940; 
role of regulation examined; transportation and public promo- 
tional policy; government ownership and operation of railroads, 
and role of public action in transportation abroad. Part II of 
the report contains special studies on air transport; coastwise, 
intercoastal and Great Lakes shipping; highway transport; 
inland water transport; petroleum pipeline transport; railway 
transport, and the position of labor. 


Barriger’s Labor Views 


The chapter on railway transport was written by J. W. 
Barriger, of the Office of Defense Transportation and federal 
manager of the Toledo, Peoria and Western, whose president, 
Mr. McNear, contends that working rules established on the 
T. P. & W. by the O. D. T. result in substantial waste. In 
a discussion of labor in railroad industry, Mr. Barriger says: 


When the American railways are allowed to operate on principles 
which will permit lower production costs and better service, it will 
not put men out of work but will create an economic balance in pro- 
duction and distribution which is vital to the future welfare and con- 
tinued growth of the nation. The way to double the number of men 
employed by the railways is to increase by one-half, and not reduce 
by one-half, the productivity of each individual employe. Substantially 
raising the individual output, with consequent decrease in costs and 
rates, will stimulate the demand for railroad transportation. On the 
other hand, to halve the productivity and double the cost would pros- 
trate the railways and all industries that would remain dependent 
upon them for transportation. ... 


Management Handicapped 


Legal machinery has been established to settle wage disputes and 
make awards, both with respect to basic pay and penalty compensa- 
tions. Here, too, management lacks adequate authority to discharge 
its full responsibilities for most efficient and complete use of the 
property placed in its charge. In labor relations, as in many other 
functions, management can do no more than plead its case before federal 
boards which, at least in this field, are usually bipartisan ones which 
commonly deadlock. This automatically leaves important. decisions 
to single temporary referees, often lacking experience in and under- 
standing of the technical background of the important matters on 
which they sit in judgment and without responsibility for the con- 
tinuing welfare of the railway industry. Practically, the procedure 
established is such as to bring before the ‘‘disinterested third party,’’ 
who decides wage controversies as weli as those relating to interpre- 
tations of the schedules of working conditions, not the question of 


whether labor is entitled to more, but rather the question to how 
much more labor is entitled. 


“Golden Age of Railroading” Ahead 


“This country is on the threshold of another great era of 
transportation progress, if the government will only allow it 
to be realized,” says Mr. Barriger in his conclusions. ‘This 
requires removal of all artificial barriers which are preventing 
sound consolidation. . . . Once again the scope of operations 
will have to be enlarged to obtain the traffic density necessary 
to utilize capital productively in property and service improve- 
ments. This will require that the operations of all companies 
in the same region shall be merged into not more than two 
systems each. ... The ‘Golden Age of American Railroading’ lies 
ahead if this nation will but realize how easily it can be had 
and how generally all individuals, industries, and communities 
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will share in the benefits which it will bestow upon the United 
States.” 


President’s Message 


* The text of the President’s message transmitting the report 
to Congress follows: 


The American people have always known that adequate trans- 
portation and communication facilities are essential to national unity. 
We have relied upon transportation as the key factor in the develop- 
ment of our National resources, and we know that our transportation 
plant and policies are playing a major role in winning the war and 
that they will play a similar role in winning the peace. 

Prior to the enactment of the transportation act of 1940, I re- 
quested the National Resources Planning Board to undertake, in co- 
operation with the several Federal transportation agencies, a study 
of the transportation development problem with particular reference 
to the federal government’s aims and policies. The government’s ex- 
penditures in the provision of transportation facilities of all types 
have amounted to about one billion dollars a year, and the similar 
expenditures by the states and municipalities have amounted to even 
more. Accordingly it seemed wise to have a look at our transporta- 
tion plant and its trends and our developmental policies with a view 
to the formulation of wiser long-run policies in the years ahead. 

This study was initiated in the summer of 1940 under an advisory 
committee headed by Owen D. Young. Although the staff work on the 
study was completed before war was declared, the analyses and policy 
recommendations are pointed primarily toward the adjustments which 
the transportation industries and agencies of government will face 
in the post-war period. Accordingly, I am transmitting the report to 
the Congress for your consideration and, more particularly, for the 
consideration of the several committees of the Congress which are and 
will be concerned with the formulation of plans and policies for trans- 
portation and for the economy generally in the transition period that 
we shall face. 

The staffs of all the regular transportation agencies of the federal 
government have contributed to this study, and all the reports have 
been made available to the special Board of Investigation and Re- 
search established under the transportation act of 1940. 


Transport Statistics Comment 


Revenue of Class I line-haul steam railways from freight 
in September was the highest for any similar month since 
records were first published in 1907, while passenger revenue 
was the largest for any September since 1923 when the total 
was $105,902,000, according to the monthly comment on trans- 
portation statistics issued by the Commission’s Bureau of 
Transport Economics and Statistics. It said the operating 
revenues of those railroads for September amounted to $697,- 
792,000, representing an increase of 23 per cent over September, 
1929, and 80 per cent above the September average for the 
five-year period 1937-1941. The freight revenue total of $546,- 
791,000 and the passenger revenue total of $104,971,000 for 
September represented increases of 33 per cent and 141.2 per 
cent, respectively, over September, 1941, it stated. 

The statistical bureau’s summary said the 909,957 carload- 
ings reported by the Association of American Railroads for 
the week ended October 10, appeared to have been the peak 
for 1942 and added that it was in contrast with the highest 
weekly loading of 922,884 in 1941. It estimated that the total 
loadings for 1942 would be 43,147,682 cars, compared with 
42,284,927 cars for 1941, an increase of 2 per cent. 

After noting that the number of passengers carried by the 
153 Class I motor carriers reporting to the Commission totaled 
34,061,165 for July, an increase of 80.2 per cent over July of 
last year, while railway coach passengers for July totaled 
33,956,425, or 56 per cent more than the number hauled in 
July, 1941, the bureau said monthly figures on bus and railway 
coach travel indicated that coach travel from March to July 
of this year had risen more rapidly than bus travel. It added 
that bus passenger revenue for July was up 69.8 per cent and 
railway coach passenger revenue 89.6 per cent higher than the 
September revenue last year. 

In connection with the observation that the operating ratio 
(the percentage relationship of expenses, before taxes and rents, 
to operating revenues) for September of this year for Class 
I railways was 57.3 compared with 63.9 for September, 1941, 
the statistical bureau said that “never before since monthly 
reports were begun in 1907 has the ratio been below 60 for 
September.” It added, however, that among individual rail- 
ways there were some with operating rations much less favor- 
able than the average for September, 1942, and cited the follow- 
ing lines and operating ratios, among others, as examples: 
Bangor & Aroostook, 103.8; Canadian National lines in New 
England, 141.9; Canadian Pacific lines in Vermont, 113, and 
Georgia & Florida, 85.3. Among railroads whose operating 
rations were lower than the average it mentioned the follow- 
ing: Alabama Great Southern, 47.1; Chesapeake & Ohio, 49.5; 
Denver & Rio Grande Western, 48.5; Duluth, Missabe & Iron 
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Range, 25.6; Richmond, Fredericksburg & Potomac, 36.1, and 
Toledo, Peoria & Western, 48.9. 

“Is should be noted, however,” continued the monthly 
report, “that when operating rents and taxes (including income 
and profits taxes) for all districts are combined with operating 
expenses, the resulting ratio to revenues for September, 1942, 
becomes 77.8 per cent, compared with 76.4 per cent for Septem- 
ber, 1929.” 

Net income of the Class I roads for August totaled $89. 
243,000, compared with $66,028,000 for August, 1941, an increase 
of 35 per cent, the report showed. It added that net for the 
eight months ended with August amounted to $465,200,000, an 
increase of 53.3 per cent over the same period last year. Con- 
tinuing, it said: 


An analysis of net income for August reveals that 120 roads reported 
net income of $89,803,000, while 11 roads reported an aggregate net deficit 
of $560,000. For August, 1941, 112 roads reported net income of $67,- 
041,000, while 17 roads reported net deficits totaling $959,000. For the 
first eight months of 1942, net deficits amount to $8,485,000 compared 
with $18,541,000 for the same period last year. 


A tabulation of operating revenues and expenses in cents 
a car-mile showed that operating revenues had risen from 16.48 
cents in 1941 to 18.45 cents a car-mile in 1942, or 11.2 per cent, 
while operating expenses had gone up 5.4 per cent, from 11.14 
cents a car-mile in 1941, to 11.74 cents a car-mile in 1942. Con- 
tributing to the latter increase, it was shown, was a boost of 
7.6 per cent in compensation to employes, based on 6.62 cents 
a car-mile in the first eight months of 1941, and 7.12 cents in 
the corresponding period of 1942. As of the middle of October, 
it was noted, preliminary figures showed a total of 1,321,126 
employes of Class I railways, an increase of 8.4 per cent over 
October, 1941. 

With respect to air transportation, the statistical bureau 
made the following observations: 


The rapid growth in passenger traffic of the domestic air carriers 
was brought to a sudden halt by the transfer of almost 50 per cent of 
their flying equipment to the army late in May, but mail and express 
poundage has continued to grow rapidly, according to information re 
leased by the Civil Aeronautics Authority and the Post Office Depart- 
ment. For the three months ended with August, 1942, domestic car- 
riers flew 34 per cent fewer miles than in the corresponding period of 
1941, the number of revenue passengers declined by 34.5 per cent, 
while revenue passenger miles declined by only 18.8 per cent... 

In spite of the 34 per cent reduction in revenue airplane miles 
fiown for the three months ended with August compared with the 
like period for 1941, express pounds carried showed an increase of 
102.7 per cent, and express pound-miles an increase of 140.3 per cent 

. The tatest air mail statistics released by the post office, which 
cover the first four months of this year, show a 45.8 per cent increase 
in pound-miles over the like period of 1941.... 

The decline of only 34 per cent in revenue plane miles this sum- 
mer, with a 50 per cent reduction in flying equipment, was accon- 
plished through more intensive utilization of the aircraft remaining. 
some of which are being flown in excess of 12 hours per day. The 
moderate decline of 18.8 per cent in revenue passenger-miles with 
the 34 per cent decrease in airplane miles flown was the result of 
the larger loads carried. The load factor rose from 64.5 per cent last 
summer to 80.3 per cent this summer, the highest figure in the history 
of the industry. United Airlines led the industry with a toad factor 
in August of 91.6 per cent on its system operations, a new record in 
the field of air transportation. 


NEW YORK VEHICULAR TUNNEL 


An order halting construction work on the Brooklyn-Bat- 
tery vehicular tunnel under New York harbor and “freezing” 
the project until after the war has been issued by the War 
Production Board. 


The board said it had issued this order after having re- 
viewed a revocation order of last December, terminating a pref- 
erence rating covering the tunnel project. The review of the 
previous revocation order had been requested by Mayor La 
Guardia of New York City, it said. According to the board's 
announcement, W. P. B. officials advised Mayor LaGuardia 
and the New York Tunnel Authority that the metal and other 
critical materials required for the project were vitally needed 
in the manufacture of weapons and munitions. It noted that 
the New York Tunnel Authority early this year had sought and 
obtained permission to carry on limited construction by using 
materials and equipment already acquired and on hand, as of 
the date of the December revocation. That work must now be 
halted, under terms of the new revocation order, said the board. 

“The tunnel project is a two-tube vehicular artery similar 
to the Holland and Midtown tunnels under the Hudson,” it ob- 
served. “It was planned as part of a comprehensive system of 
main traffic lanes to connect the five boroughs. Terminals are 
located at the Battery on the Manhattan side and in the vicinity 
of the Bush Terminal on the Brooklyn side. The tunnel is t0 
be two miles in length. It was financed by an R, F. C. loan. 





Nove 


the 

only 
low 
traf 
pres 
bros 
roat 
spol 
Eri 
in t 


mot 
larg 
any 


frei 
mal 
be | 
air 

illu: 
con 


of | 
roa 
to t 
tag 
the: 
sinc 
$0 1 
mo 
rev 


futi 
the 


slee 
ran 
as 


ma 
apy 
wil 
sen 


the 


ov 
shi 
pos 
Wi 


dus 
six 
mil 
of 

ret; 
red 
cili 


phi 


RLD 
and 


nthly 
come 
‘a ting 
1942, 
otem- 


$89,- 
rease 
r the 
10, an 
Con- 


ported 

deficit 
f $67,- 
‘or the 
npared 


cents 
. 16.48 
r cent, 
1 11.14 

Con- 
ost of 
- cents 
nts in 
tober, 
321,126 
it over 


bureau 


carriers 
cent of 
express 
ition re 
Depart- 
stic car- 
eriod of 
er cent, 
1e miles 
vith the 
rease of 
per cent 
e, which 
increase 


his sum- 
$ accom- 
maining. 
ay. The 
les with 
result of 
cent last 
e history 
ad factor 
record in 


lyn-Bat- 
reezing” 
the War 


ving re- 
z a pref- 
w of the 
ayor La 
. board's 
1Guardia 
nd other 
y needed 
‘ted that 
ught and 
by using 
nd, as of 
t now be 
he board. 
y similar 
n,” it ob- 
yystem of 
‘inals are 
e vicinity 
nel is to 
C. loan.’ 


November 7, 1942 


Railroad Industry on Air 


If there would not be enough business in the years after 
the war to keep everyone busy, the railroads could flourish 
only if they could give the needed service at rates equal to or 
lower than their competitors, and, with respect to the bulk of 
traffic, they should be able to do that, said R. V. Fletcher, vice- 
president of the Association of American Railroads, in a radio 
proadcast the night of November 5. He represented the rail- 
road industry on the program, one of a series of broadcasts 
sponsored by the Chamber of Commerce of the United States. 
Eric Johnston, national president of the C. of C., participated 
in the discussion of the post-war future of the railroads. 

Mr. Fletcher said it was his conviction that a modern loco- 
motive engine could transport both freight and passengers in 
large quantities and numbers much more cheaply than could 
any other form of transport. 

“A well-equipped, modern engine can pull 4,000 tons of 
freight by employing the services of five men,” he said. ‘How 
many trucks, how many cargo planes, how many men would 
be necessary to move an equal amount of freight through the 
air or on the highway? I mention this simple comparison as an 
illustration of the running start which the railroads have in the 
competitive race.” 

To a question by Mr. Johnston as to the effect of the use 
of light metals such as aluminum and magnesium on the rail- 
roads, Mr. Fletcher said that research in recent years had led 
to the manufacture of alloys that could be used to great advan- 
tage in both freight and passenger cars. He said the use of 
these light metals obviously made for economy and efficiency, 
since they were strong enough to sustain heavy loads and yet 
so much lighter than ordinary metals that they enabled a loco- 
motive of a certain tractive power to handle a much greater 
revenue load than formerly. 

In the course of a discussion of passenger trains of the 
future, Mr. Fletcher said that experiments were under way for 
the construction of sleeping cars with berths tiered three high. 
He observed that there were already in existence new types of 
sleeping cars with enough individual rooms so compactly ar- 
ranged that the space could be sold for about the same price 
as the present lower berth. 

“Modern passenger trains, made out of light yet strong 
material, equipped with the latest conveniences, will have an 
appeal on the score of comfort, cheapness and safety which 
will insure to the railroads, I think, a fair share of the pas- 
senger traffic,” he said. 

Mr. Johnston expressed the opinion that trains of such 
nature should get their full share of passenger travel despite 
the competition of the airways and motor carriers. 

Mr. Fletcher said he believed the country was now thor- 
oughly convinced that the railroads were being efficiently oper- 
ated under private ownership and control and that they were 
“indispensable to our success in war and our prosperity in 
peace.” He said he was certain that the other types of carriers, 
in the spheres of their usefulness, were doing their full duty 
“with the same unselfish devotion to the public interest that 
characterizes the rails.” 

He said that “for a limited time” after the war the momen- 
tum of the war effort and the work of demobilization would 
Insure a considerable amount of activity, and that “for a time, 
until the world accustoms itself to the new order of things, we 
may expect a continuance of conditions that are influenced by 
the need for armament in self-defense and to enable us to do 
our share of world policing.” 


He said there was now an intense interest as to what might 
be expected with respect to air transport for both passengers 
and freight; that highway transport would be in position to 
offer its services after the war with new and improved facilities; 
that new pipelines now under construction as accessories to the 
war effort would not be scrapped as useless when the war was 
over, that water lines would take on renewed activity when 
ships were free from danger and no longer needed for war pur- 
poses, and that, with such competition, “the railroads must and 
will be on the alert.” In conclusion, he said: 


The fable of the hare and the tortoise points a moral that my in- 
dustry has taken to heart . . . If the rails are.to preserve their twenty- 
SIX billion dollar investment, if they are to furnish employment to their 
Million and a quarter employes, if they are to continue their purchases 
of vast quantities of materials and supplies, in short, if they are to 
retain their place as useful servants of a prosperous economy, they must 
redouble their efforts in the improvement of all their services and fa- 
cilities. This is the task and the privilege of the railroads. 


TRANSPORTATION NEEDS 


h The vital part of transportation in the war effort em- 
Phasized the necessity “of doing in full those things which are 
Tequired to maintain the transportation machine in all of its 
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parts at maximum efficiency,” said George D. Brooke, presi- 
dent, Chesapeake & Ohio Railway Company. 

Attending a meeting November 3, of the board of direc- 
tors of the Chamber of Commerce of the United States, of 
which he is a member, Mr. Brooke added: 


This includes the provision of the steel and other essential ma- 
terials needed for adequate maintenance and for the building of such 
new equipment as anticipated increased volume of transportation indi- 
cates. 

Transport conservation should be pushed to the fullest extent con- 
sistent with the practical necessities of the country. The passenger 
transportation problem can best be met by promoting the cooperation 
of all concerned to voluntarily adopt the volume of travel as far as 
practicable to the day-to-day capacity of the travel facilities available. 

O. D. T. under the able leadership of Director Eastman is doing 
very effective work and is receiving the enthusiastic support of the 
railroads and other transportation instrumentalities. The greatest 
practicable simplicity of procedure under O. D. T. orders is of real 
importance. This and other recommendations of the United States 
Chamber’s transportation committee are being discussed with appro- 
priate government agencies. 


CROSS-HAULING ELIMINATION 


Cross-hauling must be eliminated voluntarily from the non- 
metallic minerals industry if serious impairments of supply 
through inadequate transportation facilities were to be voided, 
R. J. Lund, chief of the War Production Board’s miscellaneous 
minerals branch, told a meeting of the non-metallic minerals 
transportation industry advisory committee in Washington. 

At this first meeting of the newly formed committee, ac- 
cording to the W. P. B., industry members said that many 
opportunities existed for them to conserve transportation facili- 
ties, though certain problems would require considerable study. 
One such study recommended was a flow analysis to determine 
the amount of cross-hauling now done, and how to eliminate 
it, said the W. P. B., adding: 


While conversion from open top to box cars would ease the present 
tightness in open cars somewhat, a very small percentage of these min- 
erals are now shipped in open cars. Furthermore, the surplus of box 
cars is so small that little hope exists that the open top car shortage 
can be alleviated by this means. Minerals producers said they could 
use the box cars with little difficulty, but that many of their customers 
had equipment for speedy unloading of open top cars, hence would be 
at considerable disadvantage if required to handle box cars. 

Truck transportation, the only means of shiping available to many 
remote mines, is growing critical. Many mine access roads are in poor 
condition, causing unduly rapid depreciation and damage to tires and 
trucks. Methods of improving access roads without the expenditure of 
large amounts of critical materials were discussed by the Committee. 

Also discussed at length was O. D. T. Regulation 18, concerning 
rail car loading, Regulation 17 and 21 covering reduction in amount of 
truck mileage and upkeep, the possibility of using water transportation, 
and problems involved in bag loading. Committee members assured 
W. P. B. that they would exert their maximum influence to get their 
customers to accept full cars. The Committee was not optimistic about 
the value of water transportation as a means of relieving rails and 
trucks, principally because of the inaccessibility of water to mines. It 
was thought that use of paper bags or cotton bags to replace burlap 
bags no longer available would present no serious problem. 

Committee members were highly cooperative in their discussion, 
and promised their utmost efforts in conserving transportation facilities. 


Rail Reorganization “Interference” 


Charges that “a closely knit group of life insurance com- 
panies and banks” was effectively obstructing the accomplish- 
ment of several constructive steps proposed in the Missouri 
Pacific reorganization and that this group of financial institu- 
tions was utilizing current railroad reorganization proceedings 
to gain control of a number of major rail systems were made 
in a letter addressed to Senator Davis, of Pennsylvania, by J. 
C. Davis, chairman of the executive committee of the Missouri 
Pacific. Senator Davis inserted the letter in the Congressional 
Record. 

Mr. Davis cited in his letter references that Senator 
Wheeler, of Montana, and Senator Truman, of Missouri, had 
made to “interference” in the plan of reorganization of the 
Missouri Pacific (see Traffic World, October 17, p. 892). He 
said there was interference in that reorganization and that it 
threatened consequences of much greater gravity and national 
consequence than those mentioned by Senators Truman and 
Wheeler. 

The financial-institution-group was threatening, said Mr. 
Davis, to withhold many millions in cash that should be paid 
immediately to the Reconstruction Finance Corporation in 
liquidation of debt. He added: 


A glaring (and current) example is this: On October 30, 1942, we 
will move before Judge George H. Moore, of the United States district 
court in St. Louis, that the trustee of the Missouri Pacific be directed 
to pay in full the principal of an R. F. C. loan of $23,134,800, together 
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with certain interest. There is now in the custody of Mr. Guy Thompson, 
trustee of the road, the extravagantly huge cash balance of $70,000,000, 
while interest continues to accumulate on the railroad’s bank loans, 
Railroad Credit Corporation advances, R. F. C. loans, and the like, to 
the detriment of the estate. . . Payment of this R. F. C. debt at this 
time would produce savings to the debtor’s estate of many millions of 
dollars. Yet this payment is being opposed by the financial institutional 
group sponsoring the pending reorganization plan and we (we are in- 
formed) by the trustee in the reorganization proceedings. . . 

Mr. Davis expressed the view that, apparently without 
awareness by the Commission of the facts and interlocking in- 
terests that threatened the principles sought to be implemented 
by Congress in its enactment of its rail-control policy, color of 
legality to the creation of “this threatened new colossus of 
American rail control” was afforded by the Commission’s sepa- 
rate approval of various plans of reorganization under which 
the financial-institution-group became dominant. Continuing, 
he said: 


The mutual institutions (insurance companies and savings banks) 
are prohibited by state laws from buying voting stocks. This provision 
is lawfully circumvented, however, by their agreeing to the translation 
of their lawfully acquired rail bonds into voting stocks in reorganiza- 
tion proceedings. 

In some instances (not including the Missouri Pacific, Northwestern, 
or Milwaukee) the holdings of this closely knit group of financial in- 
stitutions through new voting stocks emerging from the reorganizations 
plans, will give them working control of the railroads involved. Some 
of these railroads are directly competitive because of their geographical 
position, and all of them are indirectly competitive because of their 
through rates and joint through-rate arrangements. 

In certain cases, for example the Missouri Pacific, the Soo Line, 
the Milwaukee, and the Northwestern, their stockholdings alone would 
presumably not give them working control of these railroads, and ac- 
cordingly the reactionary device of a voting trust is injected into the 
plan and I. C. C. sanction obtained thereof. The plans provide that 
sufficient voting stock will be deposited under the voting trust whereby 
to obtain effective control over the management of the roads. Provision 
is also made in the plan, approved by the I. C. C., that a majority of the 
voting trustees shall be named by the ‘‘protective’’ or ‘‘reorganization”’ 
committees which are dominated by this same interlocking institutional 
clique. 


Mr. Davis said that in the Missouri Pacific case the Sted- 
man protective committee not only wrote into the plan that the 
institutional group would name three out of the five voting 
trustees, but also wrote into it that it would name nine of. the 
original 15 directors of the road. 

He said no speculators were currently interfering in the 
Missouri Pacific reorganization and that the impression that 
the Alleghany Corporation was a speculator in securities of 
that railroad was not true. 


Control of Exports and Imports 


In its current controls bulletin No. 55, the Office of Ex- 
ports, Board of Economic Warfare, has announced new general 
and special provisions concerning the export of ship stores, sup- 
plies, equipment and bunker fuel, superseding the provisions 
set forth in current controls bulletin No. 47. Current controls 
bulletin No. 55 also contains the information that a new form, 
BEW 151, is available for use in place of form BEW 119 in 
making application for license to export ship stores, bunker 
fuel, repair materials and for medicinals and surgical supplies 
aboard vessels and that applications made on and after No- 
vember 1 must be made on form BEW 151. The bulletin an- 
nounced, further, that changes in general license provisions 
applicable to group K destinations, with respect to certain 
French western hemisphere possessions, would become effective 
November 7. 

The Office of Price Administration, in a statement concern- 
ing new excise taxes, said, with respect to the tax on freight 
imposed by the new revenue act, effective December 1, that 
“an interpretation specifically dealing with this tax will be 
made before December 1.” 

The Commission, by Commissioner Aitchison, to whom the 
matter was referred for action, by special permissions under 
the motor carrier and the water carrier acts, has authorized 
such carriers to change the effective dates on tariffs heretofore 
filed, so as to make them give thirty days’ notice to the Office 
of Price Administration, the designated agency under the 
economic stabilization act, as required by that legislation. The 
authorization is like that accorded railroads, on Peel’s applica- 
tion (see Traffic World, October 24, p. 958). The permissions 
as to motor and water carriers are in the form of amendments 
to Special Permission No. 12431, issued to Agent J. R. Peel. 

Stocks of goods in the possession of United States dealers. 
which bear trade marks, trade names, labels, brands or other 
marks indicating manufacture or processing in Germany, Italy. 
Japan, or any other country with which the United States is at 
war, November 6, were placed under strict export regulations 
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by order of the Board of Economic Warfare. The restrictions 
also apply to goods similarly identified with any person or firm 
on the “Proclaimed List of Certain Blocked Nationals,”’ says 
the board, adding: : 


Under the new regulations, no such goods may be exported under 
general export license privileges, or under individual licenses unless 
the individual license applications specifically state that the goods bear 
such marks, and are approved. 

No individual export licenses will b issued for these goods unless 
the applicant submits to the Office of Exports, B. E. W., a statement 
which will satisfy the Office that ‘‘undue hardship’’ would result from 
denial of a license. In addition to this evidence, the applicant also 
must furnish the following information: 

(a) A description of the trade mark, trade name, brand, or labe| 
borne by the articles or materials sought to be exported. 

(b) The country of manufacture or processing, the name of the 
manufacturer or processor, and the approximate date of such manv- 
facture or processing. 

(c) A statement of the transaction by which the applicant for the 
export license acquired an interest in the articles or materials for 
which the license is requested. 


The Board of Economic Warfare has called attention of 
exporters to violations that, it says, make exporters found 
guilty of such violations subject to denial of their export licens- 
ing privileges by the B. E. W. It specified these violations as 
follows: 


(1) Shipping directly or indirectly on behalf of, or for the account 
of, a blocked national: (2) trading with the enemy; (3) filing a false 
or fraudulent export control license application; (4) smuggling; (5) 
misdescription of goods; (6) export price ceiling violations; (7) vio- 
lation of the $25 rule (requiring export licenses for shipments in ex. 
cess of that value, and (8) violation of any other xport control regu- 
lation. 


The Office of Price Administration has announced that, by 
an amendment to its sugar rationing regulations, permitting 
only those who manufacture sugar or import sugar for sale to 
import that commodity without surrendering stamps, certifi- 
cates or special authorizations to the collector of customs, closer 
supervision over importation of sugar into the United States 
is made possible. It said such authorized manufacturers or im- 
porters came within its definition of “primary distributors,” 
that this definition expressly excluded those who imported sugar 
from Canada or Mexico, and that, as a result, any business 
establishment that formerly brought in sugar from Canada or 
Mexico without restriction as a primary distributor would have 
to surrender certificates if it continued such importation. It 
added that the amendment prohibited importation of sugar by 
individuals and that this would prevent individuals from bring- 
ing in sugar from Canada or Mexico to supplement their ration 
allowances. Thus, it said, there would be effected an equitable 
distribution of the available sugar supply. 


Budd on Car Supply 


The railroads need to add 2,000,000 tons of new steel] rail, 
1,000 locomotives, and 100,000 freight cars to their present 
facilities to handle 1943 traffic, said Ralph Budd, president, 
Chicago, Burlington and Quincy Railroad, at a railroad night 
meeting of the Junior Traffic Club of Chicago, November 5. 
He said Director Eastman agreed with him that those quantities 
of new material were needed. The railroad industry could no 
longer rely on obtaining “still more efficient use” of its plant 
to meet new traffic demands, said he. He said the new rail 
and locomotives were needed more than new freight cars. 

Referring to the National Resources Planning Board's 
report on “Transportation and the National Policy,” which 
President Roosevelt transmitted to Congress the same day, he 
said the board’s report erred in recommending that the govern- 
ment undertake to modernize transportation agencies in the 
post-war period. If the railroads were able to handle the wal- 
time traffic demands, they certainly would be able to handle 
their problems after the war, he said. He said he also opposed 
that part of the report recommending government rationing of 
railroad transportation, adding that essential rationing of 
transportation could be handled competently by the railroads 
by their present use of embargoes. In the war period, he con- 
tinued, arbitrary government rationing would result in train 
delays caused in separating military carloadings from civilian 
carloadings, and in a reduction of total service to be divided 
among military and civilian users. After the war, he added, 
“we must regain all the freedom of enterprise that we had 
before the war.” 


He urged that shippers take steps to avoid unduly Cll- 
cuitous routing and cross-hauling of their shipments. He said 
their failure to do so might result in onerous government action 
designed to increased penalty demurrage charges. He est 
mated that in 1943 the demands for rail services would greatly 
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exceed the 1942 demands, pointing to steadily rising war pro- 
duction figures and to the changing character of car handling. 
He added that, in 1943, a greater percentage of cars would be 
engaged in the handling of U. S. Army traffic, a consequence 
of which would be that movement of such cars would be slower 
than at present, because the Army was prone to hold cars 
longer than industry. He praised shippers for cooperating in 
reducing time of holding cars for loading and unloading, saying 
that such cooperation had helped in increasing from 2% hours 
in 1940, to 3 hours in 1942, the average daily time freight cars 
actually were in movement. The railroads never could have 
handled their 1942 traffic demands had it not been for the 
shippers’ cooperation, he said. 


Revenue Freight Leading 


Loading of revenue freight the week ended October 31 
totaled 890,469 cars, according to the Association of American 
Railroads. This was a decrease below the corresponding week 
of 1941, of 4,276 cars or five-tenths of one per cent, but an in- 
crease above the same week of 1940, of 95,672 cars or 12.0 per 
cent. 

Loading the week ended October 31 decreased 12,777 cars 
or 1.4 per cent below the preceding week. 

All districts reported increases compared with the corre- 
sponding week in 1941, except the Eastern, Allegheny, Poca- 
hontas, and Northwestern and all districts reported increases 
compared with the corresponding week of 1940, except the 
Eastern. 


1942 1941 1940 

a ae eT ae er 3,858,273 3,454,409 3,215,565 
S Weeks Of POOPURTY o.o....ciicccciedccse 3,122,773 2,866,565 2,465,685 
MP WIROIE GE DRED o.oo sce ccc cc eéa cee 3,171,439 3,066,011 2,489,280 
PES OL MINE aioe 55.5 50a oe 56ble 3,351,038 2,793,630 2,495,212 
ND UR INE. 61k nig 0 <6 ad ara Sewieals 4,170,713 4,160,060 3,351,840 
DOR GE GIANND 6s:0oadiens cas eenmuss 3,385, 769 3,510,057 2,896,953 
ID OE BRIE ooo osc-ccaueosnceeee 3,321,568 3,413,435 2,822,450 
BD GGe OF BIR oo... <ivec scanccwae 4,350,948 4,463,372 3,717,933 
4 weeks of September .............. 3,503,658 3,540,210 3,135,122 
Week Of OGISDE Soo. c cscs viecieses 907,607 917,896 806,004 
Woek of October 10) on. 6 wc ccesccces 909,957 903,877 811,906 
og a | i re 900, 767 922,884 813,909 
Week of October 24 ....0..cccaceecees 903,246 913,605 837,657 
Week Of O0tOUCr Gl on... .ksiesccece 890,469 894,745 794,797 

MME. <a contin edie Gan ebie tien aae 36,748,225 35,820, 756 30,654,313 


Revenue freight loading by districts the week ended Oc- 
tober 31 and for the corresponding period last year was re- 
ported as follows: 


Eastern district: Grain and grain products, 8,247 and 7,068; live 
stock, 1,398 and 1,493; coal, 31,530 and 32,271; coke, 3,772 and 3,688; 
forest products, 2,459 and 2,064; ore, 5,490 and 5,972; merchandise, 
L. C. L., 26,315 and 44,120; miscellaneous, 84,462 and 91,017; total, 
1942, 163,673; 1941, 187,693; 1940, 164,766. 

Allegheny district: Grain and grain products, 5,126 and 4,462; live 
stock, 1,217 and 1,115; coal, 42,548 and 41,874; coke, 6,745 and 5,848; 
forest products, 1,267 and 1,368; ore, 13,641 and 11,999; merchandise, 
L. C. L., 22,591 and 30,706; miscellaneous, 94,316 and 94,899; total, 
1942, 187,451; 1941, 192,271; 1940, 164,269. 

Pocahontas district: Grain and grain products, 363 and 298; live 
Stock, 338 and 316; coal, 42,372 and 41,213; coke, 895 and 602; forest 
products, 877 and 855; ore, 333 and 594; merchandise, L. C. L., 2,956 
and 5,103; miscellaneous, 7,760 and 8,246; total, 1942, 55,894; 1941, 
57,227; 1940, 46,561. 

Southern district: Grain and grain products, 3,780 and 2,173; live 
Stock, 1,248 and 971; coal, 24,922 and 22,168; coke, 582 and 476; forest 
products, 15,586 and 15,049; ore, 1,596 and 1,489; merchandise, L. C. L., 
14,383 and 26,206; miscellaneous, 64,333 and 56,706; total, 1942, 126,430; 
1941, 125,238; 1940, 110,263. 

_ Northwestern district: Grain and grain products, 13,185 and 9,955; 
live stock, 6,779 and 4,822; coal, 9,549 and 8,367; coke, 2,004 and 1,781; 
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forest products, 12,512 and 11,866; ore, 36,711 and 33,992; merchandise, 
L. C. L., 8,418 and 18,328; miscellaneous, 44,617 and 45,101; 1942, 
133,775; 1941, 134,212; 1940, 126,096. 

Central Western district: Grain and grain products, 11,748 and 
8,154; live stock, 11,420 and 9,227; coal, 12,996 and 11,301; coke, 256 
and 223; forest products, 9,805 and 8,709; ore, 5,114 and 4,960; mer- 
chandise, L. C. L., 12,412 and 24,483; miscellaneous, 81,197 and 70,281; 
total, 1942, 144,948; 1941, 137,338; 1940, 126,879. 

Southwestern district: Grain and grain products, 4,871 and 3,742; 
live stock, 2,443 and 1,877; coal, 5,773 and 5,117; coke, 182 and 122; 
forest products, 5.077 and 4,561; ore, 382 and 372; merchandise, L. C. 
L., 5,147 and 9,975; miscellaneous, 54,493 and 35,000; 1942, 78,298; 1941, 
60,766; 1940, 55,963. 


W. P. B. Control of Materials 


Chairman Nelson, of the War Production Board, in a press 
conference November 2, announced the development of a “‘con- 
trolled materials plan,” described by him as a long-range plan 
for controlling the flow of critical materials into war produc- 
tion by adjusting requirements for critical materials to the 
supply and by making the quantity and type of materials needed 
available at the time required to meet approved programs. 

In the course of the conference, Mr. Nelson said the plan 
would have the effect, among others, of insuring that the rail- 
roads would get their proper share of materials needed to do 
the job that they must do. 

He explained that under the production requirements plan, 
now in effect, each firm, large or small, prime contractor or 
subcontractor, submitted its own requirements to the W. P. B. 
for approval and received an individual authorization to obtain 
materials. Under the new “controlled materials plan,” he said, 
prime contractors would prepare and submit a breakdown of 
all materials required for the approved ‘‘end-products” on which 
they were working. The breakdown would comprise a “bill of 
materials” specifying not only what materials were required, 
but also when they must be received to carry out the author- 
ized program, he added. 

In a statement distributed at the conference, Mr. Nelson 
said allotments of critical materials would be made through 
the following seven ‘claimant agencies’: the army, the navy, 
the Maritime Commission, the Aircraft Scheduling Unit, the 
Lend-Lease Administration, ‘the Board of Economic Warfare, 
and the Office of Civilian Supply. He said the Office of Civilian 
Supply, claimant agency for all producers not otherwise repre- 
sented, would assemble its statement of requirements with the 
aid of recommendations by the various W. P. B. industry 
branches. 

Leon Henderson, price administrator and director of the 
Office of Civilian Supply, attended the press conference. He 
said, after the conference, that, as far as he knew, no deter- 
mination had been made as yet by the War Production Board 
as to the amount of new rolling stock to be allotted for the 
railroads for 1943. 


Ferdinand Eberstadt, vice-chairman of the W. P. B., ina 
long discussion of the “controlled materials plan,” designated 
by the W. P. B. simply as “CMP,” said that the change-over 
from the present production requirements plan to “CMP” would 
be completed by July 1, 1943, and that the transition would be 
gradual. He said that carbon and alloy steel, copper and alu- 
minum—“the three most basic and critical materials’’—were 
the first ‘controlled materials” to be directly allotted under the 
plan. He described the plan as “centralized control over and 
decentralized distribution of the supply of materials,” designed 
to balance supply with demand. 

“Great emphasis is laid on keeping warehouses supplied,” 
he said. “It will be a duty of the controlled materials branch 
to see that warehouses are supplied at all times.” 

He said the plan with respect to warehouse supplies had 
been made flexible, “so that a farmer who wants a keg of nails 





Revenue Freight Car Loading—Week Ended Saturday, Oct. 31 


Grain and Live 
Grain Prod. Stock Coal 
1942 47,320 24,843 169,690 
Total all roads Oct. 31.......... 1941 35,852 19,821 162,311 
1940 35,592 19,830 125,305 
Preceding week October 24........ 1942 47,665 24,361 167,257 
Per cent increase over...........-. 1941 32.0 3.3 4.5 
Per cent decrease under........... 1941 
Per cent increase over............- 1940 33.0 25.3 35.4 
Per cent decrease under........... 1940 
1942 1,836,094 603,714 7,099,670 
Cumulative 44 weeks to Oct. 31. 4 1941 1,709,752 535,404 6,389,009 
P ; { 1940 1,585,330 569,260 5,690,091 
er cent increase over............- 1941 7.4 12.8 11.1 
Per cent decrease under........... 1941 
Per cent increase over............. 1940 15.8 6.1 24.8 
er cent decrease under........... 1940 
ee 


Per cent to 15 year average, 111.2. 


Forest Mdse, 

Coke Products Ore L.C.L. Miscellaneous Total 
14,436 47,513 63,267 92,222 431,178 890,469 
12,740 44,472 59,378 158,921 401,250 894,745 
12,350 40,872 62,042 155,303 343,503 794,797 
13,989 49,211 76,075 92,188 432,500 903,246 

13.3 6.8 6.5 7.5 
42.0 5 
16.9 16.2 2.0 25.5 12.0 
40.6 
617,368 2,138,019 2,715,576 4,888,712 16,849,078 36,748,225 
571,739 1,864,134 2,387,552 6,850,130 15,513,036 35,820,756 
449,892 1,506,337 1,946,855 6,504,408 12,402,140 30,654,313 
8.0 14.7 13.7 8.6 2.6 
28.6 
37.2 41.9 39.5 35.9 19.9 
24.9 
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can get it without having to get a keg full of papers first,” 
thus eliminating a “tremendous burden” of administrative work 
heretofore required in connection with filling of small orders 
by warehouses. 

Mr. Nelson said the job of proper scheduling embodied in 
the new plan insured that, in the case of production of a certain 
type of bomber consisting of 900,000 pieces, all the pieces would 
be supplied in proper quantity at the proper time. He said the 
plan would, accordingly, result in an increase of war produc- 
tion. The W. P. B. statement said, in part: 


Under CMP, each claimant agency will program the quantities of 
end-products—guns, planes, Liberty ships, railroad cars, bedsprings, 
etc.—most urgently needed for each quarterly period. From the bills of 
materials for each of these items the agency will make up a consoli- 
dated estimate of its total requirements. These detailed estimates for 
the second quarter of 1943 must be submitted by January 1, 1943. At 
the same time, similar estimates must be submitted for the remaining 
quarters of 1943 and the first quarter of 1944, together with general es- 
timates for the first half of 1944... 

The plan will be flexible enough to permit limited amounts of ma- 
terial to be given out without allotment numbers. Special provision, 
for instance, is made for allotments of controlled materials to ware- 
houses so that they may handle small orders without allotment num- 
wOPe. «.« 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 32,199 
freight cars for the week ended October 24, according to the 
car service division of the Association of American Railroads. 
It was made up as follows: Plain box, 14,455; auto box, 2,940; 
total box, 17,395; flat, 1,182; gondola, 1,716; hopper, 4,662; total 
coal, 6,378; and miscellaneous, 7,244. 

U. S. railroads reported an average daily surplus of 30,447 
freight cars for the week ended October 31, according to the 
car service division of the Association of American Railroads. 
It was made up as follows: Plain box 14,462; auto box 2,480; 
total box 16,942; flat, 1,572; gondola, 1,826; hopper, 3,152; total 
coal, 4,978, and miscellaneous, 6,955. 


COAL REROUTING ORDER VACATED 


The Commission, by division 3, has vacated service order 
No. 91 directing the Virginian Railway to reroute cars of 
coal, which had accumulated on its line destined to South 
Amboy, N. J., via Sewall’s Point and Cape Charles, Va., because 
of recent flood conditions in Maryland, Virginia and West 
Virginia (see Traffic World, October 31). The vacation was 
by means of service order 91-A, issued October 31, effective 
“at once.” Commission officials said the situation that brought 
about the service order had been relieved, hence the vacation. 


COAL REROUTING ORDER 


The Commission, division 3, has issued service order No. 
94 directing the Denver & Rio Grande Western and the West- 
ern Pacific to divert via the Union Pacific from Salt Lake City 
or Ogden, Utah, to points in Washington and Oregon, cars 
loaded with coal originating on or moving via the Denver & 
Rio Grande Western and routed over the Western Pacific to 
points in the aforementioned states. The order, issued No- 
vember 3, is “effective immediately’ and continues until the 
Commission’s further order. 

As the reason for the order, the Commission said it ap- 
peared that due to interruptions of normal traffic and accumu- 
lation of railroad cars on the line of the Western Pacific an 
emergency existed, in its opinion, requiring immediate action. 
The order recited that inasmuch as the necessity for rerout- 
ing was deemed to be due to carrier’s disability, “the rates ap- 
plicable to traffic so forwarded via the Union Pacific shall be 
the rates which were applicable at date of shipment over the 
route via the Western Pacific.” 


REFRIGERATOR CAR SERVICE ORDER 


Common carriers by railroad serving points in Arizona 
and California have been ordered by the Commission to con- 
tinue to load and transport so-called giant type refrigerator 
cars as if they were standard refrigerator cars, without penalty 
to shippers. Refrigerator cars owned by the Pacific Fruit Ex- 
press Co., or by the Atchison, Topeka & Santa Fe Railway 
refrigerator car department, however, are not affected. 

The foregoing is the result of a new service order, No. 93, 
effective on and after 12:01 a. m. November 1, and until the 
Commission’s further order. It supersedes service order No. 
86, as amended, which expired October 31. Generally, the new 
order is the same as the original 86 (see Traffic World, Octo- 
ber 3, p. 783). Amendments to No. 86, however, broadened 
the scope of the order to include the states of Oregon, Wash- 
ington, Idaho, Utah and Nevada in addition to California and 
Arizona and to bring in issue the refrigerator cars of Pacific 


TRAFFIC WORLD 


Fruit and Santa Fe. Elimination of Oregon, Washington 
Idaho, Utah and Nevada from the new order, Commissio): offi. 
cials explained, was due to the fact that there were so few 
cars in those states as to require imposition of the order against 
them. It was also stated, as the reason for eliminating the cars 
of the Pacific Fruit and Santa Fe, that the cars of the latter 
companies would not be abused to the extent the cars of the 
carriers affected by the new order would. Explanation given 
for this was that the cars of the Pacific Fruit and Santa Fe 
would be loaded at western origins for eastern movement 
while the others would be moved around before being loaded 
for shipment. 


A. A. R. Directors’ Meeting 


An appeal to travelers not on war business to pick the least 
congested trains was made by J. J. Pelley, president, Associa- 
tion of American Railroads, in a statement issued by him after 
pee — meeting of the A. A. R. board of directors Oc- 
tober 30. 


Questioned as to whether any action had been taken with 
respect to free transportation—no reference having been made 
to such transportation in his statement—Mr. Pelley replied that 
free transportation already had been “greatly restricted.” He 
said he referred to action taken by individual lines. 


The A. A. R. will hold its annual meeting at Chicago, No- 
vember 17, at the Palmer House. 


Director Eastman and V. V. Boatner, railway transport 
director, of the Office of Defense Transportation, attended the 
meeting of the board of directors. The railway equipment sit- 
uation was discussed. The railroads are still seeking alloca- 
tion by the War Production Board of more material for the 
building of locomotives and freight cars. 


Mr. Pelley, in his statement, said the railroads were strivy- 
ing to get the fullest use out of each passenger car and loco- 
motive by such adjustments of schedules and services as were 
found practicable in each case. In that connection it was 
learned that the A. A. R. and O. D. T. officials had been working 
on the problem of revision of schedules to provide for longer 
running time. 


What had occurred, it was said, was that actual perform- 
ance in many instances was no longer in accord with schedules 
—that passenger trains, for example, had been slowed down 
by the heavy passenger and freight traffic, and that revision 
of schedules now under way would, in most cases, merely re- 
flect the running time now being achieved. Further, it was 
stated, it was not so much a case of slowing down fast pas- 
senger trains to save equipment wear and tear, as it was a 
case of getting the most out of the available motive power. It 
was pointed out that most of the present schedules were pre- 
pared when traffic was much lighter—particularly passenger 
traffic—than it was now. 

Revision of schedules of fast passenger trains of the New 
York Central and Pennsylvania between New York and Chi- 
cago was being studied, it was said. 

Director Eastman, it was said, indicated to the railroad 
executives that the railroads were the least cf his worries. He 
again commended the railroads for the transportation job they 
were doing. Executives believed that freight traffic for the 
year had passed the peak and that they confronted no major 
difficulties as to movement of freight for the rest of the year. 
Handling passenger traffic, however, it was indicated, was a 
matter of concern for all the executives. 

Mr. Pelley’s statement follows: 


There are approximately 6,800 Pullman sleeping cars and 17,500 pas- 
senger coaches in service on the railroads, and for the duration of this 
war that’s about all there will be. 

About 40 per cent of the sleeping cars and 15 per cent of the 
coaches are continuously engaged in moving troops, and the armed 
forces have first call on all the rest. 

Besides the special-train and special-car movement of soldiers, 
sailors, and marines, great numbers of individual service men are 
traveling either under orders or on reduced furlough fares, in the 
regular cars of ordinary trains. 

On top of that, because of the rubber and gasoline situations, the 
railroads have been called upon to absorb a considerable percentage 
of the travel which formerly moved by highway. 

It all adds up to a tremendous increase in railroad passenger travel 
—almost double what it was two years ago. Handling such an increase 
in travel, at a time when other war necessities have made it impossi- 
ble for the railroads to get additional equipment in which to move it, 
means that some trains are crowded, especially on week ends and at 
holiday times, and some trains are late. Some stations are over-taxed 
on certain days and at certain hours. ; 

Much civilian travel is on business directly or indirectly essential 
to the prosecution of the war. Much of it is about imperative personal 
affairs. Much of it is part of the proper recreation and relaxation which 
the people of the nation must have if the war effort is to progress as it 
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should. But much of it, also, is unnecessary, and, if need be, can be 
dispensed with without undue hardship. 

Each traveler knows what his own mission is and is able to exer- 
cise his own discretion as to the necessity or importance of his trip. 
Certainly the railroads cannot determine that for them, and have no 
wish to do so. 

The job of the railroads is to keep the trains running and to fur- 
nish a service which today, with the difficulties that beset all forms of 
transportation, is more essential than ever. To do that, they are striving 
to get the fullest use out of each passenger car and locomotive, by 
such adjustments of schedules and services as are found practicable in 

ch case. 
ss But with the best that the railroads can do, there will be times and 
places where it will not be possible to provide the sort of accommo- 
dations which all travelers will desire. There will be times and places, 


even, when it will not be possible to provide a seat for every passener 
who wants to travel. 

There are some who must travel, and must travel on a particular 
train on a certain day, if the war business of the nation is not to be 
impeded. There are others who have more latitude, and who may be 
able to choose the train they are to ride, or the day they are to go. 
They can plan their trips for the less-crowded days, and can pick the 
least congested trains. It is our hope and belief that those who can, 
will do this because it is the helpful, the patriotic and the sensible 
thing to do. 


The passenger transportation statement issued by Mr. 
Pelley was part of a “limited program” of presenting the pas- 
senger travel situation to the public by that means and through 
posters and other printed matter, and through magazine adver- 
tising in November and the first half of December, said Robert 
S. Henry, assistant to Mr. Pelley, in charge of A. A. R. public 
relations. The program, said he, did not call for the use of 
more advertising space than the association had been using— 
the only change would be that the space would be used for 
statements relating to passenger service instead of for other 
phases of railroad service. An advertisement scheduled to ap- 
pear in the Traffic World and other magazines will make an 
appeal to the traveling public not to waste transportation. 


Petroleum Transportation 


The Office of Defense Transportation has announced pre- 
liminary steps to head off, as it says, depletion of the supply 
of rail tank cars now operated “at a grinding pace” to speed 
petroleum to the east. 

A committee, formed to investigate maintenance facilities 
and practices and make recommendations for a fuller utiliza- 
tion of those facilities, the O. D. T. said, had been given full 
authority to obtain any information needed. It is composed 
of two representatives each of tank car lessors, shipper owners 
in the petroleum industry, and the American Association of 
Railroads, and one member each representing the Office of the 
Petroleum Coordinator and the O. D. T. 

Members, named by their respective groups, are A. V. 
Bourque, chief of the section of tank car service of the O. D. 
T.’s division of petroleum and other liquid transport; Boyd 
Wilson, of O. P. C.; W. C. Steffa and John S. Wood, both of 
New York, representing the owner shippers; J. J. Root, Jr., 
and J. S. Acworth, both of Chicago, representing lessors; and 
V. R. Hawthorne, Chicago, and W. E. Callahan, Washington, 
D. C., representing the A. A. R. 

The committee would meet in Washington to report to 
V. V. Boatner, director of the O. D. T. division of railway 
transport, said the O. D. T., adding: 


The investigating group will survey the physical condition of tank 
cars transporting petroleum into the east and determine the adequacy 
of retail facilities, considering the location of shops, class of repairs, 
supply of labor, availability of materials and other factors. 

it will report on current methods of inspection and running re- 
palrs and make recommendations for the improvement of these methods. 
Consideration will be given to the possibility of establishing general 
repair shops or shops for light and medium repairs at or near major 
points of origin and destination. 


The O. D. T. said the committee would call for assistance 
from representatives of the War Production Board, the me- 
chanical section of O. D. T.’s division of railway transport, and 
other agencies. 


The Office of Petroleum Coordinator made public a report 
by Robert J. Hull, New England representative of the O. P. C., 
With headquarters at Boston, Mass., stating that in the week 
ended October 24 a total of 1,149 tank cars, “the highest on 
record,” brought crude oil and petroleum products into New 
England, and that the goal for November was 1,300 cars. The 
Previous record for movement of oil into New England was 
established in the week ended August 22, when the total was 
992 cars, Mr. Hull observed. He said the O. ‘P. C. planned to 
a 47,000 barrels by barge, 9,000 barrels by truck, and 
5,600 barreis by rail daily into the New England states, or 
an aggregate of 331,600 barrels daily. 
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Field reports of construction progress on the 530-mile first 
leg of the Texas-East Coast War Emergency Pipeline justified 
hopes for still another advance of the probable pipe-laying com- 
pletion date, Coordinator Ickes said, October 31. 

“With more than 345 miles-—-65 per cent—of the East 
Texas-Southern Illinois segment of the world’s largest crude 
oil pipeline in the trench, we are hopeful that the big line’s 
initial delivery of oil can be moved ahead several precious 
days,” he said. 

“The timely approval of the extension of the War Emer- 
gency Pipeline to the east coast permits us to proceed with 
construction crews and available equipment intact. Costly de- 
lays of time and reorganization have been prevented, and the 
veteran pipeliners now speeding the completion of the first leg 
will go into action on the 857-mile extension just as fast as 
remaining sections of the Texas to Illinois leg are completed.” 

“Overall progress on the War Emergency Pipeline is now 
two weeks ahead of original construction schedule despite diffi- 
culties of terrain, weather and equipment shortage that have 
hampered operations periodically since the job was started during 
the first week in August,” said Deputy Coordinator Davies. ‘“To- 
day, with two sections completed, far ahead of schedule, we have 
renewed assurance that the line will be making initial deliv- 
eries of crude oil sometime in January. Full capacity cannot 
be reached until all pumping stations are completed but sites 
for all of the eleven stations have been purchased, and con- 
struction contracts for all have been let on a fixed fee basis. 
Three contractors have been engaged and foundation work 
for pump and terminal facilities has begun.” 

Petroleum transportation experts in the Office of Petro- 
leum Coordinator expect the 24-inch pipeline to be delivering 
about half of its rated capacity of 300,000 barrels a day to mid- 
west terminals by early in January. Operations will get under 
way as soon as sufficient pumping equipment is installed to 
move oil over the 530-mile route. Deliveries will step up to 
maximum as additional pumping stations are completed and 
hooked into the line. 

The Office of Defense Transportation has issued an ap- 
praisal of factors affecting the rail movement of petroleum 
into the east and an “inventory of results” on its general order 
No. 7, regulating the operation of rail tank cars. 

The future of the movement, the O. D. T. said, depended 
on “the net result of certain factors which may hamper the 
movement and several steps which are being taken and planned 
to maintain the flow.”’ It said no prediction could be made as 
to wether the volume could be increased beyond the previous 
peak of 850,000 barrels a day. 

Among factors that would tend to impede the traffic, it 
said, were the approaching winter weather, expected to com- 
plicate further the problem of motive power; the demands the 
transportation of other war-essential liquid materials might 
make on the supply of tank cars; and the depletion of the car 
supply by the grinding pace at which the cars were operated 
and by the failure to obtain replacements and make adequate 
repairs. 

Against these adverse factors O. D. T. officials balanced 
these measures: O. D. T.’s efforts to increase the proportion 
of petroleum moving to the east in 60-car, solid-train lots, and 
steps by the Office of Petroleum Coordinator to concentrate the 
destinations of those solid trains in a few eastern terminals; 
O. D. T.’s order requiring the substitution of larger tank cars 
for the smaller ones in the long haul; and the O. D. T.’s recent 
steps to effect the return movement of cars immediately after 
they were unloaded. 


The O. D. T. also disclosed that steps were being taken to 
cope with the tank car maintenance problem. 

The O. D. T. announced that approximately 9,000 tank cars 
had been released for the long-haul service by O. D. T. No. 7, 
which diverted short-haul petroleum traffic to tank trucks 
through a system of permits which, until October 10, were 
required for all tank car movements of less than 100 miles. 
Continuing, it said: 


An additional number is expected to be released by exception 
order 7-3—issued under O. D. T. 7—which, effective October 10, ex- 
tended the permit system to cover all car operations within 200 miles. 
As some shipments in the 100 to 200 mile distance zone are shifted 
to tank trucks, more cars will be released. 

The O. D. T., however, is discouraging the expansion of tank truck 
operations into the 100 to 200 mile zone at the expense of shorter hauls 
and urging that trucks undertake the longer operations only after all 
shipments of less than 100 miles have been shifted to trucks. 

As a further result of the exception order, the total capacity of 
cars engaged on the long haul increased 77,547 barrels during Sep- 
tember. Although the order did not become effective until October 
10, owners were urged before that date to take their small cars from 
the long hauls and replace them, simultaneously and car-for-car, with 
larger units. Data for the period after October 1 are not available yet. 


O. D. T. officials said that the increase in the total capacity 
of cars in the eastern service would have the effect of adding 
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more than 369 tank cars of a capacity of 210 barrels. The in- 
crease, they said, would in part offset the withdrawal of cars 
needed for the movement of other materials of war. 

To prevent the withdrawal of small cars from the eastward 
service without a car-for-car substitution of larger units, the 
O. D. T. has issued temporary permits to allow the smaller 
cars to remain in the service in instances in which they could 
not immediately be replaced by large cars. 

The result, the O. D. T. said, was that in September, 1,172: 
larger cars having an aggregate capacity of 263,714 barrels 
were substituted for cars which aggregated 186,167 barrels. 
capacity. 


Petroleum Rate Changes 


The Temporary Subcommittee on Tank Cars of Transporta- 
tion Committee, District No. 1, appointed by Petroleum Coordi- 
nator for War, has filed a petition for itself and others, asking 
that the Commission “suspend the items contained in all tariffs. 
now in effect carrying the expiration date of November 14, 
1942, of rates on petroleum and petroleum products; and also. 
suspend all items in the tariffs naming new and increased rates. 
on petroleum and petroleum products to become effective No-- 
vember 15, 1942.” 

The petition cited the fact that the movement of petroleum 
and petroleum products was inextricably involved with the na- 
tional war effort. It further pointed out that, under the opera- 
tion of the rates in effect (the emergency reduced rates, pub- 
lished September 15, 1941), the volume of petroleum and petro- 
leum products transported had vastly increased. There was. 
need for a further increase in the volume moving to District 1, 
the petition continued. It said that this traffic was being han- 
dled under conditions which tended materially to reduce the 
costs of operation. The movement was highly concentrated, the 
petition pointed out, moved in trainload quantities, and was 
delivered with less than normal terminal expense. 

In asking suspension of the proposed rates, the petition 
said that it was estimated that the increase in transportation 
charges under those rates, on the volume of tonnage moving 
into District No. 1, would approximate $50,000,000 annually. 
In support of its contention that the reduced rates were just 
and reasonable, the petition quoted from monthly reports to the 
Commission, made by carriers, which showed increases in net 
rail operating income after federal income tax accruals, and 
said that the percentage of increase in net railway operating 
income was much greater as shown in the same reports, before 
federal income tax accruals. 

To illustrate its assertion that establishment of increased 
rates on crude oil to district No. 1 would result in unreasonable 
rates, the petition said that, if the increased rates were put into 
effect, there would be an increase of approximately 23 per cent 
in transportation costs of crude oil, and said that revenue by 
the car mile on crude oil at the existing rates was adequate 
and not less than reasonable. Further illustrating its position 
that the increased rates would result in unreasonable charges, 
the petition cited the fact that rates on fuel oil from point of 
origin in districts Nos. 2 and 3 to destinations in district No. 1 
were 80 per cent of the refined oil or gasoline rates. By tariffs 
published to become effective November 15, the petition said, 
rates on fuel oil would be increased to 85 per cent of the rates 
on refined oil or gasoline, which would be an increase of 6%4 
per cent. “When the volume of movement in train-load quan- 
tities is considered,” the petition added, “there can be no ques- 
tion that the present revenues are adequate.” 

One section of the petition cited the fact that, prior to 
September 15, 1941, benzine, casinghead gasoline, naphtha, and 
naphtha distillate were included in the list of petroleum prod- 
ucts subject to the same rate as gasoline and kerosene. In the 
revision of rates effective on that date, these petroleum prod- 
ucts were given the same treatment as gasoline and kerosene. 
However, the petition said, in the tariffs on which suspension 
was asked, these four products would be removed from the 
tariff provisions applicable to gasoline and kerosene, and would 
be placed on a higher rate basis. This, it said, would result in 
an increase of approximately 3314 per cent, excluding Ex Parte 
148 increase. “There is no justification whatever to break up 
the petroleum products list and the present relationship should 
be continued,” asserted the petition. “These four petroleum 
products are for the most part blending materials and are be- 
ing used in the manufacture of high octane gasoline so essen- 
tial to our national war effort.” 

The petition recited further that, at the direction of the di- 
rector of transportation of the Office of Petroleum Coordinator, 
the petitioning committee had written carriers and asked that the 
emergency rates on petroleum products, scheduled to expire on 
June 30, be extended to June 30, 1943. Following this, the peti- 
tion said, a conference was held between representatives of 
the interested carriers and the Tank Car Committee to discuss 
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the rates. The carrier committee, said the petition, advised 
that they were satisfied with the emergency rates, but that they 
desired to increase the emergency rates on crude oil] from 
Column 13 to Column 16, and alleged that the revenue derived 
by some carriers was less than the cost of operation. The peti- 
tion cited the fact that those joined in it insisted that this 
situation was brought about more by inequitable divisions than 
the measure of the through rates. The remedy for the situa. 
tion, said the petition, was a revision of the divisions insteaq 
of an increase in the rates. The petitioners had further, it was 
said, insisted that the carriers consider the emergency rates on 
petroleum and its products as a whole, and not single out crude 
oil or certain products for specific treatment. 

Subsequently, said the petition, the Tank Car Committee 
together with representatives of certain governmental agencies 
met with the carriers, after which the carriers agreed to con. 
tinue the present rates until October 31. 

The tariffs involved in the proposed increases to be effec. 
tive November 15, are published by W. S. Curlett, I. N. Doe 
B. T. Jones, W. S. Mercer, L. E. Kipp, E. H. Dulaney, R, 9 
Hoke, W. P. Emerson, and J. R. Peel. 


Growth of Pipeline Traffic 


_Revenue of pipeline companies subject to the Commission's 
jurisdiction in 1941 showed an increase of 6 per cent over the 
1931 income with respect to crude oil and an increase of 335 
per cent over the 1931 revenue total with respect to refined 
oil, while the volume of crude oil and refined oil transported 
by pipeline in 1941 as compared with 1931 increased by 99 per 
cent and 426 per cent, respectively, according to a 68-page re- 
view of statistics of oil pipelines, 1921-1941, prepared by the 
Comission’s Bureau of Transport Economics and Statistics and 
designated as statement No. 4280. 

In a tabulation of revenue from the transportation of oil 
by pipeline and by rail for the years 1928 to 1941, inclusive, 
the statistical review showed that railway revenue from hauling 
crude petroleum and refined products totaled $286,027,215 in 
1928, rose to a peak of $300,706,724 in 1929, decreased in the 
next 11 years to a low mark of $146,028,419, and rose in 1941 
to $154,710,964. Meanwhile, according to the same tabulation, 
the pipeline transportation revenue for crude and refined oil 
rose from $206,438,294 in 1928 to a peak of $242,316,288 in 1941, 
though it had dropped to $194,396,408 in 1935. Accordingly, 
the tabulation showed, the pipeline revenue in 1941 represented 
156.63 per cent of the rail revenue, as compared with a relation- 
ship of 72.17 per cent to the rail revenue in 1928. 

“The number of pipeline companies which reported to the 
Commission as of December 31, 1941,” said the report, “was 
more than twice the number reporting in 1921. In the period 
1921-1941, the following increases have occurred in pipeline 
mileage: Total mileage, 90.8 per cent; trunk-line mileage, 141.8 
per cent; gathering mileage, 44.5 per cent. The total mileage 
and the trunk-line mileage reported in 1941 are the highest of 
record. But the 1941 gathering-line mileage was exceeded in 
1928, 1929 and 1930, explainable by the fact that the mileage 
of gathering lines is influenced by the exhaustion of oil wells 
and the discovery of new ones more than by the demand for 
the transportation of oil greater distances over long routes.” 

Pipeline operating income reported by 33 carriers in 1921, 
the report showed, totaled $25,529,962 and represented a rate 
of return of 6.99 per cent, including depreciation, and 10.71 per 
cent excluding depreciation. The operating income of the pipe- 
lines in 1941, as reported by 71 companies, it stated, was 
$885,316,742, and represented a rate of return of 9.16 per cent 
including depreciation and 19.46 per cent excluding deprecia- 
tion. 


SOUTHEASTERN PIPE LINE RATES 

Southeastern Pipe Line Co., in a petition in I. and S. 
No. 5096, Southeastern Pipe Line Co. Proportional Rates, has 
asked the Commission to vacate the investigation. The con- 
ditions under which the line was operating, said the petition, 
were abnormal and much different from those anticipated 
when the line was planned and constructed. Applicant said it 
had estimated, before the line began operations, that approx- 
imately 50 per cent of the volume transported would be 
delivered for distribution and consumption at or near its pipe 
line stations. Actually, the petition said, only 10 per cent of 
the volume is so delivered, ninety per cent being destined 
to points beyond the line and moved under proportional rates. 
The average daily volume, the petition pointed out, was 28,000 
barrels, and the volume which might reasonably be expected 
when the emergency is over would probably be more than 
10,000 barrels a day less than.that amount. 

Because the situation was not normal, because the amount 
of gasoline transported was considerably in excess of the 
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volume used in computing the estimated gross revenues un- 
der existing rates, and because the line was opened in segments 
and new equipment has been added, the petition averred that 
what might be “normal” in the future was difficult to fore- 
cast. Nor, said the petition further, did present rates, nor 
those proposed under a new tariff of local and proportional 
rates just filed, to become effective November 29, furnish a cri- 
terion for those which might be applied when peace returns and 
tankers would be restored to service. 

For these reasons, and because preparation for an early 
hearing would impose a burden on the applicant’s staff, which 
was very busy, the request for vacation of the investigation was 
made, the petition concluded. 





GASOLINE RATIONING EFFECTS 


The downward trend in traffic this year on rural highways 
in the gasoline-rationed area ended abruptly in September, but 
traffic nevertheless was 43 per cent less than a year ago, the 
Public Roads Administration of Federal Works Agency re- 
ported November 3. The 43 per cent decline in September fol- 
lowed a 49 per cent drop in August, compared with August, 
1941, and on the same basis with decreases of 41 per cent in 
July, and 39 in June. 

Decrease in traffic in the unrationed area in September was 
21 per cent. The continuous downward trend that began last 
February in this area reachad a maximum reduction of 27 
per cent in August. 

“Continuous decreases in traffic during the summer were 
due to the progressive elimination of pleasure driving,” said 
Public Roads officials. “Traffic normally reaches a peak during 
the summer, the season when most vacationists are on the 
road. The deferment of vacation travel this year resulted in 
striking reductions in traffic compared with the volume a year 


“With the coming of fall a greater percentage of travel is 
for business purposes. Reductions under the totals a year ago, 
will, therefore, not be so marked during coming months.” 

Traffic counts obtained in September from 474 automatic 
traffic recorders in 41 states indicated a total national de- 
crease in highway traffic of 29 per cent compared with the pre- 
vious September. 

Further evidence of travel decline is given by gasoline tax 
collections. Collections in 32 states in September, representing 
fuel consumption mainly in August, totaled $48,410,000, or 26 
per cent less than a year earlier. In 9 rationed and 23 un- 
rationed states, collections were down 35 and 20 per cent, 
respectively. 


Petroleum and Rubber Controls 


In a series of questions and answers concerning the nation- 
wide gasoline rationing program scheduled to become effective 
November 22, the Office of Price Administration said that ex- 
cess tires need not be turned in to the federal government 
where application as made for a mileage ration for use by 
trucks and taxis, but that all tires must be reported when the 
vehicle was registered for a mileage ration. 

Under provisions of amendment No. 2 to its ration order 
No. 11, the O. P. A. has provided, “for more expedient adminis- 
tration,” that fuel oil rations for heating railroad cars will be 
issued in definite-value coupons on a three-months’ basis and 
has prescribed that applications for these rations are to be 
made on O. P. A. form R-1102, covering miscellaneous uses. 

_ _ “This change has been made,” said the O. P. A., “because 
it is impractical to issue the indefinite-value class 1 and 2 
coupons for railroad cars as they normally are used in several 
thermal zones. However, fuel oil may not be used to heat rail- 
road cars for human occupancy in excess of 65 degrees except 
(1) where it is necessary to heat some cars in train over 65 
degrees in order to maintain a minimum temperature of 60 
degrees in other cars of the train and (2) where it is impossible 
for merchanical reasons to maintain the temperature below 
degrees.” 

Negotiations have been completed for the sale of the Ford 
Motor Company tire manufacturing plant at Detroit to the gov- 
ernment for shipment to Russia, Rubber Director Jeffers has 
announced. 

The equipment to be sent to Russia is expected to produce 
a million or more tires of Russian dimensions annually. 

_Mr. Jeffers praised the Ford Motor Company for its prompt 
action in offering the plant for sale in response to his request. 
It is one of the most modern tire factories in the country, but 

as not been in operation recently, according to officials. 

“Both Edsel Ford and other officials of his company and 

- Kelley Anderson of my organization deserve hearty con- 


gratulations for the celerity with which this transaction was 
Carried out,” he said. 
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“As a result, we will be able to fulfill our commitment 
to Russia now instead of months from now.” 

While the nation’s motorists generally were doing a good 
job of voluntary re-restriction on the use of their automobiles 
and observance of the 35-mile speed limit, an even better one 
must be done, Rubber Director Jeffers said November 5, 
adding: 


Reports reaching me from a variety of sources, including the Office 
of Price Administration and the Office of Defense Transportation, show 


that drivers in a great many localities are cooperating wholeheartedly 
with the rubber conservation program. 


Others are not. This is a job that must be done by all of the 
people everywhere. Observanc of rubber conservation in one locality 


will not keep this nation on wheels if a neighboring area insists on 
driving as usual. 


We must all limit ourselves to essential driving, and I cannot think 


of any definition of ‘‘essential’’ that includes such things as aimless 
Sunday afternoon cruising. 


Let me repeat that this is a job for all of the people and all of 
the people must do it. 


While city streets continued to be crowded, reports to Mr. 
Jeffers indicated tremendous reduction in highway traffic. In 
many parts of the country, highways are virtually deserted ex- 
cept for trucks and busses. Even big football games and other 
mass entertainments have failed to pull out numbers of cars 
comparable to past years in the non-rationed states. 

One part of the program that appeared to be lagging at 


the moment, Mr. Jeffers said, was the idle tire purchase plan. 
Said he: 


Let me emphasize the importance of every car owner turning in his 
idle tires. This is an integral part of the nationwide rubber plan. If 
idle tires come in now, we will have time to inspect them, repair 
them, and turn them back to motorists who need them. Without these 
idle tires the task of keeping the nation’s cars operating for essential 
mileage becomes far more difficult. 

We cannot keep our cars going unless everybody plays the game. 
The 35-mile speed limit adds approximately 40 per cent to the number 
of miles in a given tire. Mileage rationing helps to preserve the million 
tons of rubber in our existing tires so we can have transportation for 
essential needs. When everybody understands these two basic points 


and drives accordingly, our rubber problem will be well on the way 
to solution. 


The Office of Price Administration has called on local war 
price and rationing boards to appoint all competent tire men in 
their communities as fee-basis inspectors so that its plan for 
periodic tire inspections can be handled with a minimum of 
inconvenience to vehicle operators. 

This move, said the O. P. A., was in line with the report 
of the Baruch committee, which recommended compulsory peri- 
odic tire inspections, with the inspections to be made by “recog- 
nize tire dealers and repair men who have experienced help 
and who are fully equipped for the purpose of examining tires 
and advising as to their maintenance.” 

The O. P. A. said it was indicated there would be about 
130,000,000 or 135,000,000 inspections annually under the plan, 
and that it expected to have a least 100,000 fee-basis inspectors, 
so that the average number of cars handled by each would be 
only about four a working day. Such an average was consid- 
ered entirely feasible, it said, ‘since inspections should take 
less than 15 minutes per car unless it is necessary to demount 
one or more of the tires.” Demounting will be required when- 
ever necessary to determine the condition of the tire. 

“At last report, about three weeks ago, there were some 
55,000 O. P. A. inspectors,” the O. P. A. said. 


Service or maintenance employes of truck and bus fleet 
owners who qualified as competent tire men might be appointed 
as official inspectors, O. P. A. said. As such, they may inspect 
the tires on the vehicles in their employers’ fleets and fill out 
the necessary inspection forms. This would not only be a con- 
venience to the fleet operator, it was pointed out, but would 
reduce the burden on the inspection stations provided for the 
ordinary motorist. 


Inspection of commercial vehicles is scheduled to begin 
November 15. All commercial vehicle tire inspections after the 
first one, which may be any time between November 15 and 
January 15, are to be made every two months or every 5,000 
miles, whichever comes first, according to O. P. A. 

Nationwide gasoline rationing would be “a long step toward 
placing automobile maintenance in the category of essential 
activities,’ Edwin N. Fitch, assistant director of the Office of 
Defense Transportation’s division of transport personnel, said 
November 5. 

“As long as there were no restrictions on driving, there 
could be no reasonable expectation that the maintenance of 
private automobiles would be regarded as a completely essen- 
tial activity,” Mr. Fitch told the Minnesota Automobile Dealers 
Association. “Gas rationing will change that picture.” 

Speaking at the association’s conference and state-wide 
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meeting at the Hotel Nicollet, Minneapolis, Mr. Fitch com- 
mended to the association a vigorous campaign in support of a 
program to eliminate all non-essential driving. 

Discussing the manpower shortage, Mr. Fitch said: 


Under the auspices of your association, and within a given area, 
it might be possible to work out a pooling arrangement wherby em- 
ployes not needed for the time being in one maintenance garage can be 
shifted to another where they are needd. If you have labor contracts 
with seniority provisions, I think you may find union representatives 
receptive to a negotiated plan which would permit pooling of this sort. 
Manpower can be wasted just as much as materials can be wasted and 
plans and programs for conserving manpower are worth just as much 
time, thought and attention as plans for conserving materials. 


Mr. Fitch said that the O. D. T.’s division of transport ner- 
sonnel had received “a fair number” of employer suggestions 


that automobile maintenance employes be frozen to their jobs. 
Said he: 


I hope that you as an association and as individual members of your 
association will do everything in your power to meet your own man- 
power problems so as to avoid the necessity of a freeze order. If such 
compulsory action should be necessary in order that you can play the 
most effective role possible in prforming the essential srvice of main- 
taining this nation’s automotive equipment, I am sure that you will 
favor it and that your employes will accept it. 


Motor Order Interpretations 


Mileage saved in an operating unit through the lease, sale 
or transfer of routes or portions of routes must be taken into 
consideration by a motor carrier in computing the required 
mileage reduction for the operating unit under general order 
O. D. T. No. 17, Jack Garrett Scott, general counsel of the 


Office of Defense Transportation, pointed out in an interpreta- 
tion. Said he: 


Example: The trucks in one operating unit were driven a total of 
5,000 miles during December, 1941. Subsequently, the carrier disposed 
of a route or combination of routes which entailed 1,000 miles of driv- 
ing during that month. Thus, under the order, the carrier may operate 
the trucks in this operating unit a maximum of 3,000 miles during 
December, 1942. This represents a 25 per cent reduction of the total 
mileage of the unit as compared with the corresponding month of 1941 


after deduction of the 1,000 miles checked back to the discontinued 
operation. 


In a previous interpretation, Mr. Scott ruled that the re- 
verse formula must be followed in computing the required 
mileage reduction for an operating unit for which additional 
routes had been acquired. 


The number of trucks in an operating unit had no bearing 


on the mileage reduction required in either case, Mr. Scott 
ruled. 


Two other interpretations clarifying certain provisions of 
O. D. T. truck conservation orders also were issued by Mr. 
Scott. 
Texts of the interpretations follow: 
Interpretation No. 21-2 


General Order O. D. T. 21 (Sec. 501.90 (a)) 


Question 1: Is a station wagon from which all seats, except the 
driver’s seat, have been removed for the purpose of transporting prop- 
erty a commercial motor vehicle as defined in Sec. 501.90 (a) of Gen- 
eral Order O. D. T. 21? 

Decision: Yes, if the seats have been permanently removed. A sta- 
tion wagon is so built by the manufacturers that the seats are easily 
removable without effecting any changes in the structure of the vehicle. 
When the seats have been removed the station wagon ceases to be a 
private passenger automobile as defined in Sec. 501.90 (e) and is a 
straight truck and, therefore, a commercial motor vehicle as defined 
in Sec. 501.90 (a). ; 

Question 2: Is (1) a passenger car from which the rear seats and 
rear doors have been removed, or (2) a passenger car from which 
the rear doors only have been removed, in both cases for the purpose 
of transporting newspapers, groceries and other commodities, a com- 
mercial motor vehicle as defined in Sec. 501.90 (a) of General Order 
oO. BD. T. Bt 

Decision: No. Private passenger automobiles are expressly excluded 
from the second portion of the definition of ‘‘commercial motor vehicle’’ 
which pertains to rubber-tired automotive passenger conveyances. 
Such cars do not fall within the first portion of the definition pertaining 
to property conveyances unless they have been rebuilt primarily for the 
purpose of transporting property. The mere removal of rear doors or 
of rear doors and rear seats (rear seat cushions) does not constitute a 
rebuilding of the car. Such removals effect no substantial change or al- 
teration in the structure or design of the car. 


Interpretation No. 17-18 
General Order O. D. T. 17 (Sec. 501.67) 


Question: Section 501.67 (General Order O. D. T. 17) requiring 
mileage reductions provides in part: ‘‘If any portion of the operations 
in any operating unit of such carrier were decreased between the month 
for which current reduction is being computed and the corresponding 
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calendar month of 1941, as a result of the sale, lease or transfer of any 
motor truck operations, the total mileage of motor trucks operateg 
in any operating unit by such carrier for the month which constitutes 
the basic for such reduction, shall be reduced by the total mileage of 
motor trucks operated in that portion of the operating unit so disposeq 
of by such carrier.’’ Does this provision apply regardless of whether or 
not the number of motor trucks operated in any operating unit affecteg 
by a sale, lease or transfer has been decreased or reduced as the result 
of the sale, lease or transfer of operations in that unit? 

Decision: Yes. The requirement of the provision is not concerneq 
with the number of trucks remaining in operation in the affected oper- 
ating unit after the sale, lease or transfer. It is concerned with the 
mileage entailed in operations on the routes or portions of routes sold, 
leased or transferred. In computing permitted mileage for the affecteq 
operating unit, the carrier is required to subtract from the mileage 
entailed in the corresponding calendar month of 1941 the mileage en- 
tailed in operations on the routes or portions of routes sold, leased or 
transferred prior to such disposition. 

Interpretation No. 17-17 
General Order O. D. T. 17 (Sec. 501.68 (c)) 

Question: Under the provisions of Sec. 501.68 (c) of General Order 
O. D. T. 17 prohibiting a motor carrier from making by motor truck 
more than one delivery from any one point of origin to any one point 
of destination during any one calendar day, does a number of freight 
cars standing in a group upon one switch track, team track, or siding, 
and containing freight consigned to one consignee, constitute one point 
of origin? Coversely, does a number of empty cars standing in a group 
upon one switch track, team track, or siding and into which is to be 
loaded freight from one consignor constitute one point of destination? 

Decision: Yes. All of the cars standing in a group upon one switch 
track, team track, or siding and containing freight consigned to one con- 
signee constitute but one point of origin. Conversely, empty cars stand- 
ing in a group on one switch track, team track, or siding to be loaded 
with freight from one consignor, constitute but one point of destina- 
tion. However, under Sec. 501.68 (c) (1) of the order, if the property 
to be moved exceeds the capacity of any motor truck which may be 
used, as many deliveries may be made as are necessary, if each delivery, 
except the final on is a capacity load delivery. 


0. D. T. MOTOR CERTIFICATES 


The Office of Defense Transportation has announced ap- 
pointment of local subcommittees to draw up plans for reduc- 
tion of mileage in the local distribution of petroleum products. 
The plans are intended to help petroleum distributors to com- 
ply with the conservation provisions of the Certificates of 
War Necessity. 

Migratory farm workers who use trucks in traveling from 
job to job and who are far from home have been advised by 
the O. D. T. to consult the nearest Office of Defense Trans- 
portation district office on how to apply for Certificates of War 
Necessity for their trucks. It would not be necessary for any 
such worker to leave his job and return home in order to 
obtain a certificate, the O. D. T. said. This not only would be 
a waste of time and rubber but probably would delay rather 
than expedite issuance of the certificates, it added. 

The Office of Defense Transportation was racing against 
time to get Certificates of War Necessity in the mail for the 
country’s more than 5,000,000 commercial motor vehicles before 
November 15, O. D. T. officials said November 5. 

Failure of commercial motor vehicle owners generally to 
return their applications promptly had made it impossible to 
maintain prearranged production schedules at the O. D. T.’s 
central mailing office at Detroit, Mich., where the bulk of the 
certificates were being processed, the O. D. T. stated. 

This meant, it said, that some operators inevitably would 
not receive their certificates by November 15, the effective 
date of general order O. D. T. No. 21. 

“There still is time, however, to get the bulk of the cer- 
tificates in the mail by that date if applications which have not 
been returned yet are mailed at once,” the O. D. T. said. “To 
handle the flood of ‘eleventh-hour’ applications, the O. D. T. 
staff at Detroit has been increased and procedures have been 
speeded up all along the line. Every day that an operator 
delays in returning his application, however, will mean one 
more day’s delay in issuance of his certificate. It is not likely 
that an application received later than Monday, November 9, 
can be processed before November 15.” 


TRUCK INFORMATION OFFICES 


Establishment of a joint information office at Wausau, 
Wis., has been announced by the Office of Defense Transporta- 
tion. The office will be located at 105 Prospect St., Wausau, 
and its manager will be Franklin H. Seefeldt. The members 
of the governing board are: W. A. Steffke, John Pope, Walter 
Coaty, R. Richardson, Gilbert Prime, and H. T. Shafton. 

The O. D. T. has announced establishment of a joint in- 
formation office at Buffalo, N. Y. The office will be located at 
275 Fuhrmann Boulevard and be in charge of William Mackey, 
manager. The board of governors consists of J. F. Hays, 7 
E. Nash, E. M. Holmes, John C. Fortman and Norman Graf. 
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Maximum Loading Exceptions 


The Office of Defense Transportation has issued special 
direction O. D. T. No. 18 revised-3, setting forth specific maxi- 
mum loading regulations as to named commodities. This 
direction supersedes special direction O. D. T. 18, revised-1, 
issued when general order O. D. T. No. 18, requiring maximum 
loading of freight cars, was issued in revised form (see Traffic 
World, October 17, p. 917). The order and the revised direc- 
tion became effective November 1. 

The O. D. T. explained that the general order prohibited 
railroads from accepting, with certain exceptions, shipments 
in freight cars which were not loaded either to their marked 
weight capacity or to their visible capacity. 

The new direction, the text of which follows, permits car- 
riers to accept specified carload freight when the car is loaded 
to the extent specified: 


Title 49—Transportation and Railroads 
Chapter II—Office of Defense Transportation 


(Special Direction O. D. T. 18, Revised-3) 


Part 520—Conservation of Rail Equipment—Exceptions, Permits, Special 
Directions 


Subpart C—Carload Freight Traffic 


Pursuant to the provisions of § 500.22, Subpart C (General Order 
0. D. T. 18, Revised), Part 500, this chapter and title of the Code of 
Federal Regulations, 

It is hereby ordered, That: 

§ 520.481 Transportation of certain commodities. Notwithstanding 
the provision of § 500.21, Subpart C (General Order O. D. T. 18, Re- 
vised), Part 500, this chapter and title, of the Code of Federal Regu- 
lations, any rail carrier may accept for transportation at point of 
origin, or forward therefrom, carload freight consisting of any of 
the following commodities when such car is loaded to the extent 
hereinafter shown: 

(a) A straight or mixed carload shipment of: 

(1) Rice in packages containing less than 50 pounds each, starch, 
seed, grain products, grain by-products, cereal food preparations, vege- 
table oil meal, animal and poultry feed, all in containers, and vegetable 
oil cake, shall be loaded to a weight not less than 60,000 pounds. Grain, 
in sacks, of a weight not exceeding 6,000 pounds may be included in 
mixed carload shipments of any commodities shown in this subpara- 
graph (1) to make up the weight of 60,000 pounds; 

(2) Corn or maize (not popcorn) in the ear (shucked or not 
shucked), oats, unground screenings, sorghum grains in the heads and 
unthreshed, in a closed freight car, shall be loaded to 80 per cent of 
the weight required by § 500.21 (a) of General Order O. D. T. 18, Re- 
vised, or to an elevation not lower than 24 inches from the ceiling of 
the car measured at its side walls; 

(3) Shelled corn or maize, threshed sorghum grains, soy beans, 
flaxseed, or grains other than those included in the next preceding 
paragraph, in a closed freight car, shall be loaded to an elevation 
not lower than 24 inches from the ceiling of the car measured at its 
side walls, or up to the lawfully marked grain line of a car so marked; 


(4) Coal, in a closed freight car, shall be loaded to 80 per cent 
of the weight required by § 500.21 of General Order O. D. T. 18, Re- 
vised, or if the interior walls of the car are partially sheathed or lined 
to an elevation insufficient to permit such loading without overrunning 
the sheathing or lining, then to the upmost elevation practicable with- 
out causing such overrunning; 


(5) Liquids, pastes, and semi-liquids, in wooden barrels or metal 
drums of not less than 40 gallon capacity each shall be loaded, each 
drum placed on end, in one tier covering the floor space of the car; 

(6) Dried beans, dried peas and dried lentils, in burlap, cotton, or 
paper bags, shall be loaded to a weight not less than 80,000 pounds: 

(7) Canned goods, including milk in cans, shall be loaded to a 
weight not less than 65,000 pounds; 


(8) Rosin and ester gum, in drums, or barrels, shall be loaded, 


a7 drum or barrel placed on end, in a tier covering the floor space 
of the car; 


_ (9) Rosin and ester gum, in bags, shall be loaded 8 tiers high, each 
tier to be the same length and width as the floor space of the car; 

(10) Turpentine, and pine oil, in cans, or bottles, packed in fibre- 
board boxes shall be loaded to a weight not less than 40,000 pounds; 

(11) Wallboard, ceiling board, and building board (manufactured 
from fibre or woodpulp), in a closed freight car, shall be loaded to 
an elevation not lower than 24 inches from the ceiling of the car 
Measured at its side walls; 


(12) Roofing materials, prepared, and composition (including as- 
Phalt and asbestos shingles), shall be loaded to a weight not less than 
60,000 pounds; 

(b) A straight carload shipment of: 

(1) Cement, in cloth or paper bags, when loaded in a car of 100,000 
Pounds capacity or greater, shall be loaded to a weight not less than 
%5,000 pounds; 

(2) Peanuts (unshelled), in bags, shall be loaded to a weight not 
less than 40,000 pounds; 

(3) Peanuts (shelled), in bags, shall be loaded to a weight not 
less than 50,000 pounds; 

(4) Sewer pipe 4 in. to 24 in. in diameter shall be loaded to a 
Weight not less than 35,000 pounds; 

(5) Glass (flat, plate, window and laminated) shall be loaded to 
4weight not less than 70,000 pounds; 

(6) Tobacco, in hogsheads, when origin or destination station is 
hot provided with mechanical equipment for double decking, shall be 
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loaded each hogshead placed upright, in a single tier covering the 
floor space of the car; 

(7) Lime, in containers, shall be loaded to a weight not less than 
70,000 pounds; 

(8) Lime, in bulk, in a closed freight car, shall be loaded to a 
weight not less than 80,000 pounds, or if the interior walls of the car 
are partially sheathed, or lined to an elevation insufficient to permit 
such loading without overrunning the sheathing or lining, then to the 
upmost elevation practicable without causing such overrunning; 

(9) Limestone, ground, in containers shall be loaded to a weight 
not less than 80,000 pounds. 

(10) Citrus fruit shipped during the months of November to March 
inclusive: 

(i) Shipments in standard boxes, when precooled, or when loaded 
in cars equipped with air circulating fans, shall be loaded each box 
placed on end, 3 layers high, each layer to be the same length and 
width as the floor space of the car. 

(ii) Non-precooled shipments in Container No. 5004 described in 
A. A. R. Perishable Division, Freight Container Bureau tariffs Nos. 
2-B, Central Western Territory, I. C. C. No. 14, J. J. Quinn, Agent, 
or F. C. B. -3-A South East Territory, J. J. Quinn, Agent, or supple- 
ments thereto and reissues thereof, shall be loaded each container 
placed bottom or side down, 5 layers high, each layer to be the same 
length and width as the floor space of the car; 

(iii) Non-recooled shipments in container No. 675 described in 
A. A. R. Perishable Division Freight Container Bureau tariffs Nos. 2-B, 
Central West Territory, I. C. C. No. 14, J. J. Quinn, Agent, or F. C. B. 
-3-A South East Territory, J. J. Quinn, Agent, or supplements thereto, 
and reissues thereof, shall be loaded 3 layers high; 2 layers each box 
placed on end, and the top layer, each box to be placed on its bottom, 
each layer to be the same length and width as the floor space of the 
car; 

(11) Salt, in containers, shall be loaded to weight not less than 
60,000 pounds; 

(12) Potash, in paper containers, shall be loaded to a weight not 
less than 80,000 pounds; 

(13) Dry ice (solidified carbon dioxide), shall be loaded to a weight 
which equals or exceeds the applicable tariff minimum weight; 

(14) Oysters, when shipped from producing areas to packing plants 
or consuming markets not more than 300 miles from point of ship- 
ment, shall be loaded to a weight which equals or exceeds the appli- 
cable tariff minimum weight; 

(15) Lettuce, in standard crates: 

(i) When loaded in standard refrigerator cars equipped with sta- 
tionary ice-bunkers, shall be loaded with not fewer than 320 crates; 

(ii) When loaded in standard refrigerator cars equipped with con- 
vertible ice-bunkers, shall be loaded with not fewer than 368 crates; 

(16) Carrots, in standard crates: 

(i) When loaded in standard refrigerator cars equipped with sta- 
tionary ice-bunkers, shall be loaded with not fewer than 362 crates; 

(ii) When loaded in standard refrigerator cars equipped with con- 
vertible ice-bunkers, shall be loaded with not fewer than 433 crates; 

(17) Cranberries, in quarter barrel boxes, shall be loaded each 
box placed bottom down, 6 layers high, each layer to be the same 
length and width as the floor space of the car; 

(18) Dressed poultry, fresh chilled, when shipped from packing 
plants or warehouses shall be loaded to a weight not less than 28,000 
pounds; 

(19) Butter and butter substitutes; 

(i) When shipped fresh, in prints, shall be loaded to a weight not 
less than 35,000 pounds; 

(ii) When shipped fresh, in tubs, or when shipped frozen, in 
prints, shall be loaded to a weight not less than 45,000 pounds; 

(20) Dried eggs, in any type of container, when moving from 
packing plants or warehouses shall be loaded to a weight not less 
than 40,000 pounds; 

(21) Shell eggs, in standard cases, shall be loaded with not fewer 
than 600 cases; 

(22) Cheese, in any type of container, or in bulk, when shipped 
from packing plants or warehouses shall be loaded to a weight not 
less than 40,000 pounds; 

(23) Frozen fruits, frozen vegetables, frozen eggs, frozen juices, 
frozen seafood, frozen poultry and frozen meats, in a closed freight 
car, packed in cartons or other containers, shall be loaded to an eleva- 
tion not lower than 18 inches from the ceiling of the car measured 
at its side walls, each layer of containers to be the same length and 
width as the floor space of the car; 

(24) Potatoes: 

(i) In bags, paper sacks, or boxes containing 100 pounds or more 
each, shall be loaded to a weight not less than 45,000 pounds; 

(ii) In bags, paper sacks, or boxes containing less than 100 pounds 
each, shall be loaded to a weight not less than 42,000 pounds; 


(iii) In bulk, shall be loaded to a weight not less than 40,000 
pounds; 


(25) Apples: 

(i) In standard boxes, shall be loaded to a weight not less than 
39,200 pounds; 

(ii) In baskets of one bushel or less capacity, shall be loaded to 
a weight not less than 31,500 pounds; 

(26) Pears, winter variety, in any type of container, shall be loaded 
to a weight not less than 37,800 pounds; 

(27) Bananas shall be loaded to a weight not less than 23,000 
pounds; 


(28) Onions, in any type of container, shall be loaded to a weight 
not less than 40,000 pounds. 

(29) Grapes, table variety, in display lugs, or juice variety, in 
boxes or lugs, shall be loaded to a weight not less than 34,000 pounds; 

(c) Mixed carload shipments of: 

(1) Butter, eggs and dressed poultry, in any type of container, 
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shall be loaded to a weight not less than 36,000 pounds, except as 
otherwise provided in this special direction. 


(2) Dressed poultry and dairy products, when shipped from pro- 
ducing areas to warehouses or packing plants not more than 300 miles 
from the point of shipment, shall be loaded to a weight which equals 
or exceeds the applicable tariff minimum weight. 


(3) Potatoes and onions, in any type of container, shall be loaded 
to a weight not less than 42,000 pounds. 

§ 520.482 Revocation. Subpart C (Special Direction O. D. T. 18, 
Revised -1), Part 520, this chapter and title of the Code of Federal 
Regulations, be and the same is hereby revoked effective upon the 
date this Special Direction O. D. T. 18, Revised -3 becomes effective. 


§ 520.483 Effective date. This special direction shall become effec- 
tive November 1, 1942. 


Barge Pooling Agreement 


Director Eastman, of the Office of Defense Transportation, 
November 6, approved an equipment-pooling agreement between 
two competing mid-western barge lines and announced an O. 
D. T. policy of sanctioning similar arrangements whenever 
they permitted conservation and more efficient utilization of 
waterway equipment. 

In a special order (special order O. D. T. W-1) effective 
November 6, Mr. Eastman directed the Central Barge Company 
of Chicago and the Ohio River Company of Cincinnati to 
coordinate their service and pool their equipment in the trans- 
portation of coal on the Illinois River from Havana, IIl., to 
Chicago. The companies previously had applied for such 
authority. 

Each was directed to “use the barges of the other company 
without regard to the ownership thereof” and to return to 
Havana the barges of the other company which have been 
emptied at Chicago. 

“By bringing into use available barges of the other com- 
pany, each line will be able without delay to use its towboats 
for more nearly maximum loads, instead of moving lighter loads 
or waiting till its own empty barges were returned,” said the 
O. D. T. “Moreover, the pool will permit utilization of equip- 


ment which would otherwise remain idle till the owner company 
could use it.” 


In announcing the policy of sanctioning such pools when- 
ever practicable, Mr. Eastman referred to his statement of 
October 12, in which he urged government agencies and in- 
dustry to use the transportation facilities of the nation’s 
domestic waterway system whenever possible in order to ease 
the tremendous pressure on rail and motor carriers. He said 
much progress had been made in response to his appeal but 
that a large volume of traffic still could be diverted to water- 
ways. 

In regard to the coordination of services on water routes, 
Mr. Eastman said it would be necessary to: 


Bring about the most efficient utilization of scarce motive power. 

Keep all barges and other cargo carriers by water in constant use. 
Eliminate duplication of services wherever practicable. 

Conserve fuel and equipment in every possible manner. 


“In order to accomplish these objectives,” he said, “the 
Office of Defense Transportation will encourage the interchange 
of equipment among water carriers wherever such action will 
facilitate service and conserve equipment. In some instances, 
companies may be directed to pool the equipment with which 
they extend specific duplicate services and to use each other’s 
facilities without regard to the ownership of these facilities.” 


The director asked water carriers to submit for O. D. T. 


approval plans designed to conserve equipment through joint 
action. 


TRANSPORT TRAINING PROGRAMS 


Six governmental agencies are prepared to assist the trans- 
portation industry in training programs designed to meet “the 
manpower crisis,” according to Otto S. Beyer, director of the 
net of Defense Transportation’s division of transport per- 
sonnel. 

In a bulletin published by the O. D. T. in response to re- 
quests from the industry for an outline of training aids avail- 


able in the federal government, Mr. Beyer listed the follow‘ng 
facilities: 


Vocational training for war production workers, United States Of- 
fice of Education, under supervision of the War Manpower Commission; 
engineering, science and management war training, U. S. Office of 
Education; training within industry division, W. M. C.; apprentice 
training service, W. M. C.; training for merchant seamen and officers, 
War Shipping Administration, and civilian pilot training program, 
Civl Aeronautics Administration. 


The bulletin describes how the services of each of these 
agencies can be applied to the various branches of the trans- 
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portation industry in training workers to fill the places of tem. 


porarily deferred employes. Prepared by the O. D. T. diyj- 
sion of transport personnel with the assistance of the training 
divisions of the W. M. C., the bulletin lists field offices ang 
representatives of the programs from whom additional infor. 
mation may be obtained. Employers, labor representatives 
and educational institutions may obtain copies of the bulletin 
from the O. D. T. division of transport personnel in Wash. 
ington, D. C. 


MOTOR JOINT ACTION PLAN 


A minimum saving of 39,000 truck miles annually and re. 
lease of 12 to 15 pieces of truck equipment for other essentia] 
war work would be realized under a joint action plan approved 
in an O. D. T. order issued November 5, the Office of Defense 
Transportation announced. It referred to its supplementary 
order O. D. T.. revised—3. 

The plan, submitted by the Tamiami Trail Tours, Inc., and 
the Great Southern Trucking Co., calls for elimination of dupli- 
cating service between West Palm Beach and Miami, Fla., as 
well as consolidation of certain terminal services of the two 
companies. 

No curtailment of service for the public will be made under 
the plan, which O. D. T. officials consider noteworthy because 
of its provisions for consolidation of pick-up and delivery, and 
other terminal services of the two carriers. 


oO. D. T. TIRE INSPECTION RULE 


Under provisions of amendment No. 1 to general order 
O. D. T. 21, the Office of Defense Transportation has estab- 
lished regulations for inspection of tires of commercial vehicles 
by O. P. A. tire inspectors. The effective date of the amend- 
ment is November 15. Its requirements are as follows: 


On and after January 15, 1943, no person shall operate any com- 
mercial vehicle, unless within the sixty (60) days immediately precd- 
ing such operation, or, in the event such motor vehicle has been oper- 
ated more than five thousand (5,000) miles during such period, unless 
within the five thousand (5,000) miles last operated by such vehicle, all 
tires mounted upon the wheels thereof or carried for use on such ve- 
hicle have been inspected by an inspection agency designated by the 
Office of Price Administration, and unless such inspection agency has 
certified that such person has made all reasonable and necessary ad- 
justments, repairs, retreading, recapping, replacements of parts or tires, 
and realignment of wheels, found by such inspection agency to be 
necessary to conserve and providntly utiliz such tires, unless such 
operator is unable, under then existing rationing regulations, to make 
such repairs, retreading, recapping, or replacements of parts or tires. 


O. D. T. RAIL PASSENGER PERMITS 


Special permits have been issued by the O. D. T. to five 
railroads, authorizing operation of an additional passenger 
train daily between New York City and points in southern 
Florida, over each of two routes, the Office of Defense Trans- 
portation has announced. The authority granted is set forth 
in special permits O. D. T. 24-16 and 24-17, the former issued 
to the Pennsylvania, the Richmond, Fdedericksburg & Potomac, 
the Atlantic Coast Line and the Florida East Coast trustees, 
the latter to the Pennsylvania, the R. F. & P., and the Sea- 
board Air Line receivers. 

Director Eastman said that in granting these permits, 
the O. D. T. was not sanctioning tourist travel-as-usual to 
Florida resorts, but that its action was caused by the fact that, 
due to concentration of army, nayy and industrial establish- 
ments in southern areas, travel between New York, Washing- 
ton and points in southern Florida had become too heavy for 
the regularly scheduled trains conveniently to handle it. 


Oo. D. T. APPOINTMENTS 


Frank Baird-Smith, of Chicago, Ill., has been appointed 
as consultant to the petroleum carriers’ section of the O. D. T.’s 
division of motor transport. He has been assigned to the 
middle west, with offices in Chicago. He formerly was vice 
president of the Service Tank Car Company of Chicago and 
more recently was in charge of the Chicago office of Refiners 
Transport and Terminal Corporation of Detroit. 


ONE-DAY RAIL FREIGHT RECORD 


A new high mark for freight movement in this war was €S- 
tablished October 23, when 108 Class I railroads operated 
24,813 trains over all divisions, and handled 1,496,122 loaded 
and empty cars, according to the Office of Defense Transpor- 
tation. 

The railroads, reporting to the O. D. T. traffic channels 
section for the 24 hours ending at midnight October 23, re 
ceived from connections and from other lines 654,280 loaded 
freight cars. 








This figure topped by more than 10,000 the pre- 
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vious high of 644,038 cars received recorded on October 9, the 
0. D. T. said. It added: 


Loads delivered to connections and to other lines on October 23, 
totaled 651,346 as compared to the previous high of 638,219, reached 
on October 2. These figures on receipts and deliveries necessarily 
include duplications since more than one railroad or division may 
nandle and report an individual car or block of cars during the 24-hour 
period, but the duplications would not affect the record made. 


O. D. T. officials said that no comparison with the volume 
of any one day’s traffic in the first World War could be made 
since such records of movement were not kept at that time. 


oO. D. T. SPEED LIMIT ORDER 


After a study of the traffic court records of 18 motorists 
fned in Philadelphia, Pa., recently for violating the 35-miles- 
an-hour speed limit, established by general order O. D. T. 
No. 23 (see Traffic World, October 3, p. 789), the Office of 
Defense Transportation has decided not to ask for further pen- 
alties in any of these cases, according to an O. D. T. announce- 
ment. The announcement cited gasoline rationing regulations 
of the Office of Price Administration, under which the O. P. 
A. might force any person to give up his ration book at any 
time on representation by the O. D. T. that one of its orders 
had been violated and that revocation of unused gasoline cou- 
pons was warranted. 

Two of the violations in Philadelphia occurred too soon 
after the new wartime speed limit went into effect to warrant 
further penalties, the O. D. T. said. It said the fines imposed 
in the other cases were deemed to have been adequate for the 
offenses involved. It added that it was prepared, however, to 
ask for revocation of gasoline coupons in any case involving 
repeated or flagrant violation of the 35-mile limit. The O. D. 
T. prescribed speed limit became effective October 1 for all 
vehicles except those operated by common carriers in scheduled 
service and October 15 for all other vehicles. 


oO. D. T. COORDINATING ORDERS 


The Office of Defense Transportation has issued two special 
orders to save rubber and equipment by coordinating inter- 
city bus service. Order No. B-28 affected service between points 
in Massachusetts; No. B-29 applied to points in Wisconsin. 

Under order No. B-28, The Boston, Worcester and New 
York Street Railway Co., of Framingham, Mass., was ordered 
to reduce its service from four round trips daily to one round 
trip daily. Peter Picknelly, doing business as The Peter Pan 
Bus Lines, Springfield, Mass., was ordered to reduce his serv- 
ice from seven round trips daily to six round trips daily, except 
on Sundays and holidays, when seven trips are permitted. 

Special Order O. D. T. No. B-29 involved bus operation 
between Milwaukee and Lake Geneva, Wis. Two operators 
were involved, Peoria-Rockford Bus Line, Rockford, Ill., and 
Alfred E. Bramucci, doing business as Midland Coach Lines, 
Burlington, Wis. Each was limited to three round trips daily. 
In addition to curtailment of runs, the order provided for sched- 
ule staggering, mutual honoring of tickets and joint use of 
passenger stations. 

A statement accompanying the orders said that the order 
affecting service in Massachusetts would result in a saving of 
21,840 of scheduled bus miles monthly. The order covering 
operations in Wisconsin, it was said, would effect a saving of 
6,840 scheduled bus miles monthly. 


W. S. A. CONTROL OF FORWARDERS 

Administrator Land of the War Shipping Administration 
has issued his directive No. 4, establishing control by the 
W. S. A. over the forwarding of export freight constituting 
‘lend-lease cargo” or transported for “a lend-lease govern- 
ment” to a port or point in the United States. The effective 
date of the directive is December 1. 

A preamble in the directive, published in the Federal 
Register of November 4, says that in order to effectively dis- 
charge the responsibility of coordinating the functions and 
facilities of public and private agencies engaged in forwarding 
and similar servicing of waterborne export and import foreign 
Commerce and controlling the operation and use of ocean 
shipping subject to W. S. A. control, it is necessary for the 
War shipping administrator to correlate, in conjunction with 

Director of the Office of Defense Transportation, the move- 
ment of cargoes to port with the movement of ships available 
carriage from port, to assure efficient loading of ships, and 
‘0 maintain adequate inventories and records. 

“No person (including departments, agencies and officers 
of the United States),” says the directive, “shall forward or 
authorize forwarding to a port or point in the United States 
of export transportation therefrom by water any lend-lease 
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cargo or cargo procured or transported for a lend-lease govern- 
ment except at the direction of the administrator.” 

The directive prescribes that all such cargo so forwarded 
shall be consigned to the W. S. A. administrator as principal, 
and that after such consignment, in the event instructions for 
stoppage in transit or diversion to intermediate storage are 
given to the carrier or carriers, the W. S. A. administrator or 
his agent shall be immediately notified by the issuer or such 
instructions. The directive contains additional instructions with 
respect to information to be supplied to the administrator, 
preparation of documents, and other matters. It states that 
the administrator does not assume responsibility for or control 
over stockpile, assembly or transit storage depots, or the for- 
warding thereto, before consignment to him. 

A footnote says directive 1 and 3, issued to the general 
agents and agents of vessels owned by or chartered to the 
W. S. A., and directive 2, issued to the masters and officers 
of all vessels in the merchant marine service, were not pub- 
lished in the Federal Register. 


COMMISSION WILL WORK ARMISTICE DAY 


The Commission has announced that Armistice Day, No- 
vember 11, will be considered a normal working day, and that 
the offices of the Commission will be open for business that 
day as usual. 


Likes Our Report 


Editor the Traffic World: 

On behalf of the National Association of Motor Carrier 
Counsel, I desire to thank you for the article contained in your 
issue of October 24 relative to our convention at St. Louis, 

Having attended the session in conjunction with the New 
Jersey delegation, I want likewise to compliment your staff 
correspondent on the manner in which the annual meeting of 
A. T. A. was reported. The article about the general session 
is comprehensive and covers, in my opinion, everything of gen- 
eral interest that transpired at the session. 

The excellent reporting of the activities of the ninth an- 
nual convention of the American Trucking Associations, Inc., 
is but another indication of the worth and value of your pub- 
lication, to which I have subscribed since being admitted to 
practice before the Interstate Commerce Commission seven 
years ago. August W. Heckman, 

Jersey City, N. J., Nov. 2, 1942. Counsellor at Law. 


**A. E. H.”’ Retires 


Editor The Traffic World: 

So we lose “A. E. H.” 

I’ve never met him, but I’ve seen him in many meetings. 
I’ve watched him sauntering around the room, apparently pay- 
ing no attention. But then I’ve come back home; to be amazed 
at how he had been paying attention. . 

I feel that I know him. I believe that if I should see him 
in this far away town, I’d recognize him, as an individual. And 
I am immensely fond of him from the very long time that I’ve 
been reading his Washington column. I know him better in 
this way than if it were a personal acquaintance. 

Through you I send A. E. H. a message. The phrase is 
trite. But it seems to fit! Happy Landings. 

The wish is from one who has been in the rate game 
longer, perhaps, than A. E. H. in the reporting game. 

E. W. Matthews, 
Traffic Manager, Riverside Mills. 
Augusta, Ga., Nov. 2, 1942. 


Admires Our Policy 


Editor The Traffic World: 

I have long admired you for your fearless editorial policy 
and a number of times have thought of writing you expressing 
my admiration after having read one of your outspoken edi- 
torials, flying in the face of the multitude. It is a pity all, or 
at least a large majority, of our editorial writers do not ex- 
press their opinions as courageously and forcefully as you do 
yours; and, if our representatives in the Congress, to say noth- 
ing of the President of the United States and his cohorts, did 
so and acted accordingly, what a government we would have. 
This communication is inspired by your editorial in the October 
24 issue of your journal headed “The Rise of Government 
Squirts.” It is a masterpiece. 

May you live long to raise your voice against injustice in 
high places, as well as elsewhere. 

B. S. Atkinson, Vice-President, 
La. & Ark. Ry. Co. (Retired). 

Texarkana, Ark., Oct. 27, 1942. 
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Do You Need More Capital 
to Speed Up Production? 


Contractors, sub-contractors and other manufac- 
turers may obtain added working capital through 
the ““Tidewater Method” of inventory financing. 


Your own bank will lend from 50% to 80% on raw 
materials and finished products. Goods remain on 
your own premises and may be drawn upon as 
needed. Write for particulars. 


TIDEWATER FIELD 


WAREHOUSES, INC. 


17 State Street, New York City 
Joseph E. Lowe, Vice-President 


— 


A Unit of The Chain of Tidewater 
Terminals and Inland Warehouses 
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Everywhere else one is held down by ceilings 


and encompassed by walls or other limitations 


Scarcity of indispensable metals 
and other substances is but one of 
many limitations encountered in 
America’s gigantic production 
effort. Space, too, is at a premium. 
For, at some stage in their flow 
from source to destination, all the 
products of Nature and of man 
must be stored and safeguarded 
for various periods of time. 
Where can space be found for 
the trainloads and shiploads and 
truckloads of goods that are cease- 
lessly pouring into the great dis- 
tributing centers for warehousing 
and transhipment? That is a 
problem which the Chain of 


Tidewater Terminals and 


Inland Warehouses is striving 
earnestly to solve. 

Chain members are meeting 
this newchallenge as a great oppor- 
tunity to perform a national ser- 
vice. As greater and more insistent 
demands arise, they will endeavor 
to respond with every resource at 
their command. 

You can be certain that every 
effort is being made to meet both 
the requirements of Government 
and of private enterprise. Cus- 
tomers may rest assured that each 
of the several members of the 
Chain will continue to cooper- 

ate as fully as circumstances 


THE CHAIN OF permit. 


TIDEWATER 
TERMINALS 
AND INLAND 
WAREHOUSES 


The Chain of Tidewater Terminals 
AND INLAND WAREHOUSES 


WALTER B. McKINNEY, President + Broad Street Station Bldg., Philadelphia, Pa. 


NEW YORK OFFICE: 17 State Street 


CHICAGO OFFICE: 1646 Transportation Bldg. 


SEATTLE OFFICE: 632 Skinner Bldg. 


MERCHANTS WAREHOUSE COMPANY 
10 Chestnut St., Philadelphia 
George M. Richardson, Vice-President 


BAYWAY TERMINAL CORPORATION 
(operated by Lincoln Tidewater Terminals) 
Bayway (Elizabeth), New Jersey 

R. S. McElroy, V. P. & Gen. Mgr. 


NORFOLK TIDEWATER TERMINALS 
Norfolk, Virginia 
James A. Moore, Vice-President 
and General Manager 


Seneca and Ham 


LINCOLN TIDEWATER TERMINALS 
17 State Street, New York, N. Y. 
Arthur Link, Vice-President 


KEYSTONE WAREHOUSE COMPANY 


W. J. Bishop, Vice-President 
and General Manager 


NEWARK TIDEWATER TERMINAL, INC. 
Port Street, Newark, New Jersey 
J. A. Lehman, Vice-President 
and General Manager 


MERCHANTS WAREHOUSE COMPANY 
453 Commercial St., Boston, Massachusetts 
T. W. Haskell, Manager 


BOSTON TIDEWATER TERMINAL, INC. 
666 Summer St., Boston, Massachusetts 
T. W. Haskell, Vice-President 
and General Manager 


burg Sts., Buffalo, N. Y. 
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Questions and Answers 


ae In this column will be answered questions of both legal and 
practical nature that confront persons dealing with trafic. A 


tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or 
questions from nonsubscribers. 
Address Questions and Answers ment, 
Trafic Service Corporation, Harle Building, Washiagton, D. O. 





Tariff Interpretation—Carload Versus Less-Than-Carload 
Shipments 


New York.—Question: I would appreciate your opinion 
and reference to tariffs that might cover the following: 

A fifty foot car moved into a plant under load. The ship- 
per unloaded the car and reloaded with a number of empty 
steel drums, classified as old used empty steel drums, sixteen 
gauge, liquid capacity fifty gallons, weighing twelve thousand 
pounds. No order was placed with the carrier for this car. 
The shipper tendered a bill of lading to the carrier without 
any advice as to whether a less-than-carload or a carload 
shipment was intended. The carrier waybilled this shipment 
at a carload rate of forty-two cents, minimum seventeen thou- 
sand five hundred pounds, which is the proper minimum for a 
forty-foot car. Later, it was discovered that this car was 
actually fifty foot in length and a correction was issued amend- 
ing charges to the carload minimum for a fifty foot car at 
twenty-eight thousand three hundred and fifty pounds, using 
forty-two cents rate. 

When the corrected freight bill was rendered to the con- 
signee, he claimed that the shipment was a less-than-carload 
shipment and charge should be made on that basis, it being 
less than the carload charge for the fifty foot car. 

Is the carload or the less than carload rate applicable? 
If your decision is that the shipment was tendered as a less- 
than-carload shipment, would the last paragraph of Rule 
fifteen of the Classification be applicable, as the shipment 
could have been loaded into a forty foot car? What effect 
would Service Order No. 68 have? 


Answer: .. . The Interstate Commerce Commission has, 
in several cases, held that where a shipment is tendered to a 
carrier as a carload shipment, the carload rate at minimum 
weight must be assessed, even though the less-than-carload 
rate at actual weight makes a lower charge. See Passow & 
Sons v. C. M. & St. P. Ry., 37 I. C. C. 711; Sam Kyle v. M. K. 
& T. Ry., 42 I. C. C. 335; Columbian Iron Works v. Sou. Ry. 
Co., 45 I. C. C. 173, and Nevada Department of Highways v. 
B. & O. R. R. Co., 132 I. C. C. 727. 


In these cases the Commission has distinguished a carload 
shipment from a less-than-carload shipment by the manner 
in which the shipment is tendered to the carrier. 

In Nevada Department of Highways v. B. & O. R. R. Co., 
132 I. C. C. 727, the Commission held that the complainant’s 
contention for the application of the less-than-carload rate and 
actual weight could not be sustained because the derricks were 
loaded by the shippers, and although the cars were not fully 
loaded were tendered as a carload shipment, thus clearly com- 
ing within the provision of Section 3 of Rule 15 of the classi- 
fication. 

See, also, the decisions of the Commission in Smith & 
Sons Carpet Co. v. Director-General, 132 I. C. C. 593; Atkins 
& Co. v. I. C. R. R. Co., 160 I. C. C. 178; National Concrete 
M. F. Corp. v. C. & O. Ry. Co., 165 I. C. C. 185; Belt Line 
Brick Co. v. I. C. R. R. Co., 168 L C. C. 549, and Endicott- 
Johnson Corporation v. D. L. & W., 172 I. C. C. 89. 

Under the decision in Smith & Sons Carpet Co. v. Director- 
General, 132 I. C. C. 593, unless the carrier can show that the 
facts surrounding the transaction justified it in considering the 
shipment as being tendered as a carload shipment, the less- 
than-carload rate must be applied thereon. 

The facts in T. W. Rosholt Company v. Canadian Pacific 
Ry. Co., 201 I. C. C. 199, appear to be quite similar to those 
in the instant case, the Commission holding in the case cited 
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that as the shipper did not specifically indicate to the carrier 
that the shipment was a less-than-carload shipment the carload 
rate was applicable thereon. 

The provisions of Rule 34 of the Consolidated Classifica- 
tion have been amended to conform to the provision of 
Service Order No. 68. 


Under Section 4 of Rule 34, which under Service Order 
No. 68 has been cancelled, charges would have been based 
on the size of car used. Section 4 reads as follows: 


Except when furnished by carrier in place of a shorter closeq 
car ordered, if a closed car over 40 feet 7 inches in length is used by 
shipper for loading articles subject to Rule 34, without previous order 
having been placed by shipper with carrier for car of such size, 
minimum weight shall be that fixed for car used. 


The same result is, however, reached under the provisions 
of Rule 34 presently in effect, in that regardless of the size of 
car ordered or used by the shipper, charges must be based 
on the size of car used. 


Bankruptcy—Motor Cargo Insurance Passes to Trustee 


Maryland.—Question: A carrier went into bankruptcy 
with loss and damage claims unpaid. ; 
The claimant was notified to file claims with the receiver. 

Is the claimant protected for loss or damage for cargo 
liability under Section 215 of the Motor Carrier Act, 1935; or 
will it be necessary for the claimant to become a creditor in 
this instance? 

Answer: ... Policies of insurance owned by the bankrupt 
pass to the trustee who is entitled to any amounts due thereon 
by the insurer at the time when he takes title. In re Matschke, 
193 Fed. 284; Fuller v. New York F. Ins. Co., 67 N. E. 879; 
Travelers’ Ins. Co. v. Moses, 49 A. 720; Bennett v. Aetna 
Ins. Co., 88 N. E. 335. 

If the shipments moved over two or more carriers, under 
the provisions of Section 219 of the Motor Carrier Act, the 
other carrier or carriers are jointly and severally liable for 
the amounts of the claims. 


Bills of Lading—Issuance by Carrier 


INlinois.—Question: I would appreciate it very much if 
you could advise with whom responsibility rests, that is, the 
railroad or the shipper, in filling out the information on the bill 
of lading. In other words, is the railroad supposed to fill in 
the information on the bill of lading, or the shipper. 

I would also appreciate the authority covering same. 

Answer: . . The Interstate Commerce Act, Section 20 
(11), thereof provides that any common carrier subject to the 
provisions of Part I of the Act, receiving property for trans- 
portation shall issue a receipt or bill of lading therefor. 

In its decision in Bills of Lading, 52 I. C. C. 671, the 
Commission said: 


Thus the Commission has power and authority under the act to 
determine the reasonableness of rules, regulations, and practices of 
the carriers, and to require them to cease and desist from the enforce- 
ment of rules and regulations, and the continuance of practices found 
to be unreasonable or unjustly discriminatory, or unduly prejudicial. 
And herein lies the Commission’s power to lay hands upon the ‘‘issu- 
ance, form, and substance’’ of bills of lading. The act specifically 
requires carriers subject thereto to issue bills of lading. The Com- 
mission has undoubted authority to enforce this requirement in a 
proper proceeding. It can require carriers to file with it the rules 
and regulations which they write into their bills of lading. It can, 
by due process, require that uniform rules and regulations be adopted 
by carriers subject to its jurisdiction. It can determine whether such 
are, in and of themselves, or as interpreted in the practices of the 
earriers, reasonable and nondiscriminatory, and, if otherwise, con- 
demn them and prescribe reasonable rules and regulations, in which 
event the carriers must obey. 


Whether, in the issuing of a bill of lading, the manual 
work of filling in the shipping information must be performed 
by the carrier, or whether by issuance is meant the signing 
y val bill of lading is not evident, as the term issue is not 

efined. 


Apparently, while not the established practice as to much 
of the freight transported by a rail carrier, a shipper may 
demand of the carrier a bill of lading containing the shipping 
information furnished by the shipper. 


Tariff Interpretation—Percentage of Class Rate Is Class Rate 


Minnesota.—Question: We would appreciate your opinion 
together with any court citation regarding the following ques- 
tionnaire: 

Is a so-called class column rate considered as a class rate 
or a commodity rate? Do rates named in a class tariff auto- 
matically become commodity rates if exceptions to Consoli- 
dated Freight Classification are used when determining the 
lowest applicable rates? 
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For example, the rates published in Central Freight Asso- 
ciation Tariff Bureau Tariff No. 491-C, Agent Jones’ I. C. C. 
No. 3243 are apparently class rates between points in Western 
Trunk Line territory and Central Freight Association territory. 
You will note this tariff is governed by Consolidated Freight 
Classification No. 15, and Exceptions to Official Classification 
found in Central Freight Association Tariff Bureau Tariff 
No. 545-H, Agent Jones I. C. C. No. 3639. 

Will rates published in Central Freight Association Tariff 
Bureau Tariff No. 491-C, Agent Jones’ I. C. C. No. 3243 lose 
their identity as class rates by the application of column rat- 
ings authorized in Central Freight Association Tariff Bureau 
Tariff No. 545-H, Agent Jones’ I. C. C. No. 3639. 


Answer: ... We are of the opinion that a class column 
rate is a class rate and not a commodity rate. Rates named 
in a class tariff, whether determined by a rating in the Con- 
solidated Freight Classification or an Exception to the Con- 
solidated Freight Classification, are class rates. A schedule 
naming exceptions to the classification merely changes the 
rules, rating or weights provided in the consolidated classifica- 
tion and such changes, which generally produce lower charges, 
take precedence over the classification proper. 


The key to the column rates as provided for in the Con- 
solidated Freight Classification is published under the heading, 
“Explanation of Characters Appearing in Rating Columns”, 
reading as follows: 


Numbers higher than 12 (except R25, R26, and rates in cents per 
car per mile on railway cars) provided for in the classification, or as 
same may be amended, mean percentages of first class. Rates com- 
puted on these percentages are class rates and are published in col- 
umns headed by same numbers in class rate tariffs. 


To substantiate our view on this matter we quote the 
following from the Commission’s decision in Charles Boldt 
Paper Mills v. Director General, as agent, 62 I. C. C. 471 (472): 


It is the position of the complainant that the rates published as 
percentages of certain class rates are commodity rates and that there- 
fore the minimum provision referred to was not applicable to the 
shipments. 

An exception to the classification, published as this one was, 
namely, 85 per cent of sixth class, does not in and of itself provide 
a specific rate, but requires reference to the tariff naming class rates. 
This exception was, in effect, the classification of silicate of soda by 
the individual carriers parties thereto to cover the particular traffic 
from and to points in the territory. specifically described. It can in 
no sense be considered a specific commodity rate. 

In the case of California Packing Corp. v. Director Gen- 
eral, 78 I. C. C. 190, on page 195 it is stated in part: 


We have said that rates published by exceptions to the classification 
upon the basis of a class rate or a proportion of a class rate, and 
requiring reference to the tariff naming the class rates can in no sense 
be considered specific commodity rates * * * 


The Commission, dealing with this same subject, in its 
report dealing with rates on and classification of certain com- 
modities from and to points in the southern peninsula of 
Florida, 171 I. C. C. 756, on page 760, said that it has con- 
sistently held that exceptions to the classification cannot be 
considered as providing specific commodity rates. 


Limitation of Actions—Overcharges 


Washington.—Question: Section 16 of the act, amended 
August 9, 1935, paragraph C thereof, provides a three-year 
statute of limitation on overcharge claims on interstate traffic. 

Will you kindly advise if there has been a subsequent 
amendment making any changes in this statute of limitation. 
If so, what was this change and when was it effective? 

_ Answer: Subdivisions (c) and (d) of paragraph 3 of Sec- 
tion 16 of the Interstate Commerce Act provide: 


(c) For recovery of overcharges action at law shall be begun or 
complaint filed with the Commission against carriers subject to this 
part within two years from the time the cause of action accrues, and 
not after, subject to subdivision (d), except that if claim for the 
overcharge has been presented in writing to the carrier within the 
two-year period of limitation said period shall be extended to include 
six months from the time notice in writing is given by the carrier 
to the claimant of disallowance of the claim, or any part or parts 
thereof, specified in the notice. 

_ (da) If on or before expiration of the two-year period of limitation 
in subdivision (b) or of the two-year period of limitation in subdivi- 
Sion (c) a carrier subject to this part begins action under subdivision 
(a) for recovery of charges in respect of the same transportation 
Service, or, without beginning action, collects charges in respect of that 
Service, said period of limitation shall be extended to include ninety 


days from the time such action is begun or such charges are collected 
by the carrier, 


A note included in paragraph 3 provides: 
Note.—Section 11(c) of the Transportation Act of 1940, not in 
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terms an amendment of section 16 of the Interstate Commerce Act, 
provides: 


‘‘(c) The amendments made by subsection (a) of this section to 
paragraph (3) (a) and (c) of section 16 of the Interstate Commerce 
Act, as amended, shall apply only in the case of causes of action 
accruing after the date this section takes effect.’’ Comparable pro- 
visions under part III, sec. 308 (f), infra. 


The above changes in the period of limitation for the recov- 
ery of overcharges became effective September 18, 1940. 


Tariff Interpretation—Application of Motor Carrier Pick-Up 
and Delivery Tariff 


New York.—Question: Referring to your reply to my recent 
question, on page 802 of the October 3, 1942, Traffic World, 
under the above caption: 

Studying the answer, however, it is apparent you have 
misconstrued the question as dealing with cotton piece goods 
which is the subject of Item 40 of the tariff mentioned. How- 
ever, the item is cotton shirts and is not covered by any rates 
on cotton piece goods. 

This will, of course, affect the correct answer to the 
question. 

Answer: You are correct in your statement that the provi- 
sions of Item 40 of Agent Shumate’s Tariff No. 14-F, M. F. 
I. C. C. No. 266, are not applicable to a shipment of shirts, as 
the provisions of Item 40 are limited in their application to 
shipments of cotton piece goods. 

There are, however, provisions in other items of the above 
referred to tariff which are similar in their application to those 
of Item 40, in so far as it is the weight of the shipment which 
determines the charge for delivery service. 

We have reference to the provisions of Items 290 to 440, 
inclusive, which apply on all freight, except cotton piece goods, 
and certain other commodities, but including shirts. 

If the provisions of Agent Shumate’s Tariff No. 14-F, M. F. 
I. C. C. No. 266, govern the tariff containing the line haul rate, 
the provisions of one of the items referred to in the preceding 
section is applicable, the point of delivery determining the 
applicable provision. 


As stated in our previous answer, it is our opinion that it 
is the weight of the shipment and not the line haul rate paid 
thereon which determines the applicable provisions of the tariff. 


Motor Carrier Certificates—Levy Against Judgment Creditor 


New Jersey.—Question: I have read with great interest 
question answer on “Levy Against Motor Carrier Section (Mis- 
souri),” discussed on page 1610 of the issue of June 20, 1942. 

It has been the general consensus of opinion of counsel 
engaged in representing motor carriers before the Interstate 
Commerce Commission that a certificate or permit issued to a 
motor carrier cannot be levied upon. 

One of the requisites of Section 207 (a) is that a certificate 
shall be issued to any qualified applicant, if it is found that the 
applicant is fit, willing, and able properly to perform the service 
proposed. To permit a general levy on certificates with a 
possible sale would violate this entire spirit and permit certifi- 
cates to fall in the hands of any persons, whether or not they 
possess these qualifications. 

A reading of Section 5 of Part I of the Interstate Com- 
merce Act confirms this view, in that some affirmative action 
must be taken by the carrier before there can be a change in 
status or a transfer to others. If will be observed that an 
assignment for the benefit of creditors or bankruptcy are con- 
sidered affirmative action by the carrier, but a mere suit, attach- 
ment or levy would not be, and, in my opinion, would not 
authorize any court to attach or transfer the certificate or 
permit of any motor carrier. 

Since this is a question which will undoubtedly arise on 
numerous occasions in the future, I would certainly appreciate 
any authorities which you may have in mind when you gave 
your affirmative reply. 


Answer: Rule 1 (a) of the Commission’s order of July 1, 
1938, Rules and Regulations Governing Transfer of Rights to 
Operate as a Motor Carrier in Interstate or Foreign Commerce, 
provides: 


As used herein, the term ‘‘transfer’’ shall include all transactions, 
not included within sections 210a(b) and 213! of said act, whether by 
purchase and sale, lease, contract to operate, or otherwise, whereby 
a right to operate as a motor carrier in interstate or foreign commerce 
arising out of the Motor Carrier Act, 1935, is transferred from one 
person to another. No transfer by means of an attempted pledge of 
any such rights or by any action purporting to foreclose a pledge 
upon or lien against any such rights, or by any attempt to levy execu- 
tion against any such rights in satisfaction of any judgment or other 
claim against the holder thereof, shall be effective without compliance 
with these rules and regulations and the prior approval of the Com- 
mission as herein provided. 


If the carrier in question falls within the purview of this 
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order, it seems apparent that under the above quoted provision 
of the order of July 1, 1938, judgment might be had and levy 
made, subject, however, to the qualification that the transfer 
of operating rights is not effective without compliance with 
the rules and regulations of the order and prior approval of 
the Commission as therein provided. 


_ We have not been able to find decisions in which the ques- 
tion has been at issue. 


Routing and Misrouting—Refund by Motor Carrier of Differ- 
ence Between Rate via Route Over Which Shipment Moved 
and Rate via Route Over Which Joint Rate Applies 


New York.—Question: I refer you to page 803, under the 
caption “Tariff Interpretation—Restriction of Joint Through 
Rate to Carload Shipments,” in the Traffic World of October 
3, 1942. I am particularly interested in your statement that 
“the motor carrier act contains . . . no provision which gives 
the Commission jurisdiction to award damages for fa‘lure of 
a carrier ... to forward an unrouted shipment via the cheapest 
available reasonable route, as is the case with shipments ten- 
dered to rail carriers.”’ 

We have just completed an experience that would be af- 
fected by this statement. A short time ago we received a 
shipment wherein the shipper, without authorization from us, 
substituted a truck line for rail. No other instructions were 
given on the bill of lading other than the name of the originat- 
ing carrier. The shipment moved by a very circuitous route to 
our plant. Upon investigation we found that the original carrier 
concurred with another carrier in a considerably lower rate 
than that applicable via the route of movement. I wrote the 
originating carrier, advising him he was bound to protect the 
lowest rate in the absence of complete routing instruction. I 
received a reply acknowledging our claim in full and subse- 
quently the claim was settled on that basis. 

Possibly the carrier, in making the refund, might be gov- 
erned by a clause in certain of its tariffs but, at any rate, we 
would like to know your opinion in the matter. 

Answer: The situation described in the question to which 
you refer is not the same as that in the instant case. Under the 
facts in the former case, there was no joint rate via the route 
the shipper designated. In the instant case there is, as we 
understand, a joint rate over a route via which the shipment 
could have been forwarded and therefore it was the duty of 
the initial carrier to forward the shipment via that route. 
Hausman Steel Co. vs. Seaboard Freight Lines, Inc., et al., 32 
a. < & Se. 

If it was the duty of the initial carrier to forward the 
shipment via the route over which a joint rate applied, it would 
seem to follow that a refund could be made by the initial car- 
rier of the difference between the rate via the route over which 
the shipment moved and the rate via the route over which the 
joint rate applies. 

However, in the absence of other decisions or a ruling of 
the Commission in the matter, it may not be positively stated 
that a carrier may make a refund under the circumstances 
stated above. 


Switching-Delivery at Substation 


Virginia.—Question: I have noted your answer to question 
from Connecticut, concerning switching-delivery at substation, 
which appears on page 802, October 3, 1942, issue of the Traffic 
World. 

The Diversion and Reconsigning Tariffs, for example, Agent 
R. H. Hoke’s I. C. C. No. 660, define diversion or reconsignment 
as change in the name of the consignee, consignor, destination, 
route, or any other instructions given by consignor, consignee 
or owner, necessary to effect delivery, and requiring a change 
in billing or an additional movement of the car, or both. It 
seems obvious that in order to accomplish delivery at a sub- 
station after car has arrived at billed destination, it will require 
a change in billing or an additional movement of the car, or 
both. 

Your attention is directed also to the following: 

Boston Chamber of Commerce vs. Director General, 59 
I. C. C. 73, holding that a change in the destination of a ship- 
ment held in break-up or hold yards to another point within 
the switching limits is a reconsignment. 

Rockford Lumber and Fuel Co. vs. Director General, as 
Agent, 60 I. C. C. 217, in which the rule approved in Recon- 
signment Case, 47 I. C. C. 590, that further movements of cars 
within switching limits before being placed for unloading shall 
be considered as reconsignments, was affirmed, and charge 
accruing thereunder found not unreasonable. 


Alaska Junk Co. vs. Director General, 68 I. C. C. 615, 617, 
in which the decision was that where a tariff governing recon- 
signment to points within switching limits before placement 
permitted a single change in name of consignee at restination, 
or a single change in or a single addition to designation of place 
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of delivery at destination, without charge, if the order be re. 
ceived prior to arrival of the car, and the instructions relative 
to place of delivery of shipments were not furnished until after 
arrival, reconsignment charges assessed were not unreasonable. 

While your conclusions appear to be in accordance with 
the foregoing, your attention is directed to the decisions of the 
Interstate Commerce Commission in the matter of furnishing 
instructions after arrival of cars at destination or termina] 
yards, since you stated you were unable to furnish reference to 
decisions in which a situation similar to that you described was 
before the Commission. 

You will also find that various carriers publish in their 
terminal tariffs specific rule providing that place of delivery 
in various terminal districts must be specified in bills of lading 
or disposition orders placed with destination agent before 
arrival of car, otherwise cars will be held for further orders 
subject to diversion and reconsigning charges. 

Answer: The question to which you refer does not relate 
to the assessment of a reconsigning charge, but to the right of 
a carrier to assess switching charges in addition to the line 
haul rate for delivery at a substation, where cars are originally 
consigned to the main station. ; 

Therefore, as we see it, the cases to which you refer are 
only inferentially in point. 


Tariff Interpretation—Carload Versus Less-Than-Carload 
Shipments 


Illinois.—Question: Please give us your opinion regarding 
the following proposition: 

A shipper in Milwaukee ordered a car, loaded the car, 
sealed the car, and tendered a bill of lading covering the car. 
When the car arrived at destination, the agent of the X Rail- 
road apparently thought that the shipment was subject to the 
L. C. L. rate and assessed charges accordingly. The consignee 
then claimed an allowance for delivery service, which allowance 
was allowed. 

A claim was filed with the railroad on the basis of the 
carload rate and minimum weight, and the claim was declined 
by the railroad on authority of Rule 15, Section 1, paragraph B, 
of Consolidated Freight Classification, for the reason that an 
allowance was made for delivery service. 

I contend that the railroad company is in error, that, under 
Rule 14, Section 3, of the Classification, which reads: ‘When 
freight is loaded in or on a car by the shipper, and such car 
is not fully loaded, but is tendered as a carload shipment, and 
this car is forwarded without further freight in it or on it, the 
shipment will be charged for as a carload,” and I believe that 
under this rule the terms of the original signed bill of lading 
must be complied with, and that the carload rate is applicable 
regardless of whether the charges are more or less than the 
L. C. L. rate, and if the carrier, through error, did make allow- 
ance for delivery service, that allowance, which I claim was 
made in error, should have no bearing whatsoever on the appli- 
cable rate. 


I believe that legal charges should be the carload rate and 
that the consignee should refund the delivery charges paid 
in error. 


Answer: The Interstate Commerce Commission has, in sev- 
eral cases, held that where a shipment is tendered to a carrier 
as a carload shipment, the carload rate at minimum weight 
must be assessed, even though the less-than-carload rate at 
actual weight makes a lower charge. See Passow & Sons Vs. 
C. M. & St. P. Ry., 37 I. C. C. 711; Sam Kyle vs. M. K. & T. Ry., 
42 I. C. C. 335; Columbian Iron Works vs. Sou. Ry. Co., 45 
I. C. C. 173, and Nevada Department of Highways vs. B. & 0. 
R. BR. Ca, 138 £. C. C. Fa. 


In these cases the Commission has distinguished a carload 
shipment from a less-than-carload shipment by the manner 1n 
which the shipment is tendered to the carrier. 


In Nevada Department of Highways vs. B. & O. R. R. Co., 
132 I. C. C. 727, the Commission held that the complainants 
contention for the application of the less-than-carload rate and 
actual weight could not be sustained because the derricks were 
loaded by the shippers, and although the cars were not fully 
loaded were tendered as a carload shipment, thus clearly com- 
ing within the provision of Section 3 of Rule 15 of the Class!- 
fication. 


See, also, the decisions of the Commission in Smith & Sons 
Carpet Co. vs. Director-General, 132 I. C. C. 593; Atkins & Co. 
vs. I. C. R. R. Co., 160 I. C. C. 178; National Concrete M. F. 
Corp. vs. C. & O. Ry. Co., 165 I. C. C. 185; Belt Line Brick Co. 
vs. I. C. R. R. Co., 168 I. C. C. 549, and Endicott-Johnson Cor- 
poration vs. D. L. & W., 172 I. C. C. 89. 

The facts in T. W. Rosholt Company vs. Canadian Pacific 
Ry. Co., 201 I. C. C. 199, appear to be quite similar to those 
in the instant case, the Commission holding in the case cited 
that as the shipper did not specifically indicate to the carrier 
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that the shipment was a less-than-carload shipment the carload 
rate was applicable thereon. 

In our opinion, you are correctly applying the provisions 
of Rules 14 and 15 of the Consolidated Classification, unless 
the shipper can overcome the evidence indicating that the ship- 
ment was tendered as a carload shipment. 

As you State, if the shipment was tendered as a carload, the 
delivery allowance should be refunded by the consignee. 





Digest of New Complaints 





No. 28820, Sub. 1, Armour & Co., Chicago, IIll., vs. Alton et al. 
Unreasonable rates and charges, muriate of potash, manure salts, 
and sulphate of potash, carloads, from Carlsbad and Loving, N. M., 


to Chicago Heights and East St. Louis, Ill., Cincinnati and 
Sandusky, O., and Jeffersonville, Ind. Asks a cease and desist 
order, reasonable rates and reparation. (Paul E. Blanchard, 


Armour Bldg., 43rd Street and Racine Ave., Chicago, IIl.) 

No. 28820, Sub. 2, Darling & Co., Chicago, Ill., vs. Alton & Southern 
et al. 

Unreasonable rates and charges, muriate of potash, Carlsbad, 
N. M., to Chicago and Monsanto, Ill. Asks reasonable rates and 
reparation. (John H. Kirk, Chicago, Ill.) 

No, 28820, Sub. 3, International Minerals & Chemical Corporation, Chi- 
cago, Ill., et al. vs. Alton & Southern et al. 

Rates and charges, muriate of potash, sulphate of potash and 
manure salts, from Carlsbad and Loving, N. M., to Chicago Heights, 
Ill., New Albany, Ind., Alliance, Columbus and Lockland, O., and 
Buffalo, N. Y., in violation of sections 1 and 3, the undue prefer- 
ence alleged being for shippers shipping from Wendover, Utah. 
Ask rates and reparation. (John T. Money, Mills Bldg., Wash- 
ington, D. C.) 

No. 28898, Clarence Brown et al. vs. Atlantic Coast Line. 

Complainants, 18 in number, all colored citizens of the United 
States, allege that the defendant engaged in discriminatory prac- 
tices against them in that it segregated them from white passengers 
and refused to serve breakfast and dinner to them in the dining 
room of the train, although they were traveling as first class 
Pullman passengers from Tampa, Fla., to New York. Ask that 
the defendant be enjoined from engaging in similar further dis- 
criminatory practices of this nature against colored passengers law- 
fully aboard its trains. (William L. Standard, 291 Broadway, 
Borough of Manhattan, New York, N. Y.) 

No. 28899, Gaines Food Co., Inc., Sherburne, N. Y., vs. Aberdeen & 
Rockfish et al. 

Rates and charges, animal feed, less-carload shipments, from 
Roanoke and Norfolk, Va., to destinations in Southern Freight 
Association territory, in violation of sections 1 and 3, the undue 
preference being for competitors shipping at lower rates located at 
various points, including Nashville, Tenn. Asks reparation. (B. F. 
Williams, 15 Francis Ave., Norwich, N. Y.) 

No. 28900, Hanlon-Buchanan, Inc., Tulsa, Okla., vs. 
Island et al. 

Rates, demurrage charges, transit rules, etc., natural gasoline, 
moving in interstate commerce from origins in Louisiana and Texas 
to Texas Gulf ports, for domestic, export, or coastwise trade, in 
violation of sections 1 and 3. Asks reasonable rates, etc., and 
waiver of collection of undercharges sought. (H. D. Driscoll, 1025 
Connecticut Ave., N. W., Washington, D. C.) 

No. 28901, The Linen Thread Co., Inc., Paterson, N. J., vs. Pope & 
Talbot, Inc. (McCormick Steamship Co. Division) (Quaker Line) 
Pacific Atlantic Steamship Co. 

Alleges unjust, unreasonable, excessive, unduly prejudicial and 
inapplicable, in violation of sections 305 and 306 of the interstate 
commerce act, rate of $2.25 and charges on nets, for camouflage 
purposes, between the port of Baltimore, Md., through the Panama 
Canal, to the port of San Francisco, Calif. Asks a cease and de- 
sist order, rates, and reparation. Complainant said the reasonable 
rate was 65 cents. (Peter Baumer, 418 Grand Street, Paterson, 
mm. J.) 

No. 28902, H. E. Salzberg Co., Inc., New York, N. Y., vs. C. of N. J. 
et al. 

Unreasonable charges, scrap iron or steel, points in New Jersey, 
New York and Connecticut to points in Pennsylvania, Delaware, 
Connecticut and New York. Asks reparation. (Leo Tessler, 1148 
Manor Ave., New York, N. Y.) 

No, 28903, U. S. S. Lead Refinery, Inc., Boston, Mass., vs. Indiana Har- 
bor Belt Railroad Co. 


Alleges unreasonable demurrage charges assessed on carload 
shipments of bismuth, cadmium, gold, silver, lead, etc., held at 
complainant’s refinery at Grasselli, Ind., in the period of a strike 
from April 19 to June 17, 1940. Asks relief from payment of 
demurrage charges in excess of those fixed by tariff provision 
effective August 1, 1940. (Omar O. Victor, Boston, Mass.) 


28904, Safeway Stores, Inc., of Nevada (formerly Safeway Stores, 
Inc.), a Nevada corporation, Oakland, Calif., vs. Atchison, Topeka 
& Santa Fe et al. 

Rates, cabbage, shipped from Los Angeles, Fullerton, Castroville, 
Guadalupe, Santa Maria, Lompoc, Oxnard and El Centro, Calif., to 
Seattle, Wash., and East Portland, Ore., from February 24, 1940, 


Burlington-Rock 


No. 
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to and including May 17, 1941, alleged to have been in violation of 
sections 1 and 4. Reparation asked. (M. J. McCarthy, 260 Cali- 
fornia Street, San Francisco, Calif.) 


Cc. M. F. A. Claim Section 


The claim prevention section of the Central Motor Freight 
Association held its fall opening meeting at the Morrison Hotel, 
Chicago, November 2. George Rockwood, Olson Transportation 
Company, and Mandel Korn, Cushman Motor Delivery Com- 
pany, chairman and vice-chairman, respectively, presided at a 
forum on problems faced by claims departments of motor 
carriers. 

Seeming concurrence was expressed, by representatives of 
the approximately 50 trucking companies present, with state- 
ments by the presiding officers that the motor carrier indus- 
try should attempt to establish a bureau, similar to the rail- 
roads’ weighing and inspection bureaus, for regulating ship- 
per methods ot packaging and weighing shipments. Mr. Korn 
said few truckers had expressed opposition to establishment of 
such a bureau, but that the industry had been apathetic in re- 
sponding to previous attempts to form a bureau. It would take 
many months to stir up the enthusiasm among truckers necessary 
to form the bureau, said he. Those attending the meeting 
agreed that trucking companies would benefit more by elimi- 
nating as little as one-third of their “overs and shorts,” through 
a clearing house information bureau, than by selling their 
“overs” shipments for salvage. Mr. Rockwood said trucking 
company managers had erred in the past in failing to consider 
claim departments as important as traffic and other depart- 
ments of the companies. 

Questions and answers at the meeting brought out that 
some shippers made claims for losses when they received 
opened packages, regardless of the fact that material had not 
been lost from the packages. It was suggested that drivers be 
instructed to check with consignees on such shipments at the 
time of delivery. Methods for eliminating unjust claims for 
alleged losses were discussed relative to alleged incorrect prac- 
tices of shippers in weighing bottled beverages and large quan- 
tity loose shipments. 

The next meeting of the section will be held December 7 
at Chicago. 


M. C. SHIP CONSTRUCTION 

American shipyards, engaged in building merchant ships 
for the Victory Fleet, delivered into service 81 vessels totaling 
890,700 tons deadweight in October, the Maritime Commission 
announced. The October figure brought total ship production 
for the year to approximately 6,000,000 deadweight tons, said 
the Commission. 

The month’s deliveries were 12 vessels short of the record- 
breaking production of 93 merchant ships in September. This 
was due, the commission stated, to the temporary diversion 
of a considerable amount of the merchant shipbuilding capacity 
to emergency construction of special craft for the armed forces. 

Of the 81 vessels delivered in October, 65 were Liberty 
ships, three cargo carriers for the British account, eight C-type, 
four large tankers and one ore carrier. West coast yards led 
the construction parade by putting into service 43 vessels. 
East coast yards delivered 24 ships, Gulf coast yards 13 vessels, 
and one ship was completed on the Great Lakes. 

Two west coast yards, California Shipbuilding Corporation, 
of Wilmington, Calif., and the Oregon Shipbuilding Corpora- 


tion, Portland, Ore., were tied for individual honors, each 
delivering 12 ships. 


N. |. T. L. MEETING 


The docket for the annual meeting of the National Indus- 
trial Traffic League, to be held at the Pennsylvania Hotel, in 
New York City, November 19 and 20, has been issued by E. F. 
Lacey, executive secretary. Immediately following the report 
of the nominating committee, November 19, Director Eastman, 
of the O. D. T., will address the League. The committee on 
arrangements is composed of George F. Hichborn, chairman; 
Charles W. Braden, T. T. Harkrader, Harry M. Mabey, W. A. 
Moore, P. M. Ripley and L. Z. Whitbeck. The usual noon 
luncheon meeting of the League will not be held on account 
of the war. 


STANDARD TIME BILL 
Representative Knutson, of Minnesota, has introduced H. 
R. 7751, a bill to restore standard time during the months of 
January, February, November and December. The bill was 


referred to the House committee on interstate and foreign 
commerce. 
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Traffic Club Doings 


Items for this column are selicited and when they are sent and not 
published tt ts because they are tnappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THe Trarric WorLtp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Hditor THs Trarric WorLD. 





The Los Angeles Transportation Club has elected the fol- 
lowing officers: President, T. F. McCue, traffic manager, Crane 
Company; first vice-president, E. A. Coons, assistant freight 
traffic manager, Union Pacific; second vice-president, William 
Gordon, director, southern district, California Railroad Com- 
mission; secretary-treasurer, W. W. Jordon, traffic manager, 
Canada Dry Ginger Ale Corporation. Members of the board 
of directors for the coming year will be: Norman Asp; W. F. 
McGowan; Clifford Malsie; James McIntyre; David D. Shearer; 
Paul F. Burns; Frank Coulter; Thomas Grounds; Tommy 
Tucker; Vincent Smith; F. F. Willey; W. C. Fulton; H. P. 
Merry; D. C. Wilkens; George Buckley. The annual dance will 
be held November 12. Edward S. Evans, president, Evans 
Products Company, Detroit, spoke on methods for loading 
freight on planes and freight cars at a luncheon meeting 
November 2. 





Donald Jenks, Jr., supervisor of port conditions, railroad 
transport division, O. D. T., will speak at a dinner meeting of 
the Women’s Traffic Club of Philadelphia November 10. 





The Central Florida Traffic Club has elected the following 
officers: Vice-president, John G. Welsh, sales manager, Amer- 
ican Fruit Growers; secretary-treasurer, John A. Davidson, 
foreign freight agent, Monon Route; members, board of 
governors, John O. Adams, assistant general freight agent, 
Atlantic Coast Line, and W. Dewey Smith, assistant foreign 
freight agent, Central of Georgia. The club has suspended its 
activities for the duration of, the war. 

Samuel B. Pettengill, attorney and former Congressman 
from Indiana, will speak at the annual dinner of the Indian- 
apolis Traffic Club, at the Claypool Hotel, November 18. 





Col. Frank U. McCoskrie, director of military intelligence, 
sixth service command, U. S. Army, will speak on “An Inside 
Look at the Army—November 11, 1918, November 11, 1942,” 
at an Armistice Day luncheon meeting of the Traffic Club of 
Chicago, November 11. The army and navy committee, R. J. 
Bayer, chairman, is in charge of arrangements. A guard from 
the New York Central Commodore Vanderbilt Post, American 
Legion, will post and retire colors. A dinner and “keno” party 
will be held November 10. 





The Milwaukee Traffic Club will hold a luncheon meeting, 
November 9, at which the motion picture “Steel—Man’s 
Servant” will be shown. It will hold its annual turkey dinner 
party at the Milwaukee Atheletic Club November 18. 





Clarence A. Fulmer, Principal, Wilmington, Del., High 
School, was guest speaker at a meeting of the Traffic Club of 
Wilmington, November 4. The annual ladies’ night dinner 
dance was held at the DuPont Country Club, November 7. 


Arrangements were made by a committee headed by George A. 
Harnischfeger. 





_ Lee O. Teague, special agent, Federal Bureau of Investiga- 
tion, Springfield, Ill., will speak at a monthly dinner meeting 
of the Transportation Club of Decatur, IIl., November 10. 





The Traffic Club of Kansas City will hold a dinner dance 
at the Hotel President, November 14. 





The war film “Target for Tonight” was shown at a dinner 
meeting of the Traffic Club of Baltimore, November 4. The 
meeting was designated as board of governors’ night. There 
was a floor show. 





The following have been selected as candidates for office 

M4 the Traffic Club of New England’s nominating committee: 
or president, Howard M. Waybright, traffic manager, Eastern 
Gas and Fuel Associates; vice-presidents, R. G. Henderson, 
freight traffic manager, New York Central; J. T. Lang, import 
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manager, S. S. Pierce Company; R. A. Potter, traffic manager, 
New England Confectionery Company; J. H. Welch, vice-presj- 
dent, H. P. Welch Company; secretary-treasurer, P. L. Stuart, 
traffic manager, Sprague Steamship Agency; members, board of 
directors, for two years, A. W. Ackley, New England freight 
agent, Delaware and Hudson; C. C. Chadwick, traffic manager, 
Arlington Mills; A. J. Doyle, general agent, Merchants and 
Miners Transportation Company; E. J. Lang, publisher, Boston 
Marine Guide; W. E. Malone, assistant general traffic manager, 
Lever Brothers Company; J. T. Murphy, agent, Boston freight 
terminal, New York, New Haven and Hartford Railroad. The 
election will be held December 10. The annual ladies’ night 
party will be held November 12. 





The Rev. Paul Gunther, who was in Siam when that nation 
was occupied by the Japanese, spoke on “A Glimpse Behind the 
Scenes in Southeast Asia” at a meeting of the Traffic Club of 
Minneapolis November 5. H. G. Christianson was chairman 
for the day. Frank T. Corcoran conducted a forum meeting on 
O. D. T. general orders November 3. 





David C. Spencer, vice-president, Globe Ticket Company of 
Missouri, who was reared in Japan, spoke on “The Japanese 
and Why” at a meeting of the Junior Traffic Club of Metro- 
politan St. Louis November 4. The annual fall dance will be 
held November 21. 





Because many members of the Traffic Club of St. Louis 
find it impossible in the war period to attend the weekly Mon- 
day luncheon meetings, the board of directors has decided that 
once a month an evening dinner meeting will be held in lieu 
of the luncheon on the same day. The first evening meeting 
will be held at the Edgewater Club, November 9. The film 
“Bird Dogs at School” will be shown by arrangement with the 
Ralston-Purina Company. 





The Tri-City Traffic Club will hold its annual dinner-dance 
at the Outing Club, Davenport, Ia., November 19. There will 
be a floor show. 





The Traffic Club of Denver will hold its annual keno dinner 
party November 13. A Christmas party will be held at the 
Cosmopolitan Hotel December 12. Al Upton heads the com- 
mittee on arrangements. Frank Jennings has been appointed a 
member of the board of directors to fill the vacancy created by 
the resignation of Philip Milstein, who has joined the U. S. 
Army as a lieutenant at San Antonio, Tex. 





Cc. A. Frankenhoff, president, Dicalite Company, will speak 
on “Industry Is Doing Its Job” at a regular meeting of the 
Women’s Traffic Club of Greater New York November 10. 
Marie L. Miller, president, will preside. 





The Transportation Club of Peoria, Ill., will hold its an- 
nual dinner at the Pere Marquette Hotel November 17. Fred 
S. Keiser, deputy associate director, O. D. T., will speak on 
“Relationship of the O. D. T. to Existing Transportation Agen- 
cies and the Public.” Profits from the dinner will be donated 
to the United Service Organizations. 





Members of the Traffic Club of Philadelphia will elect 
members of the nominating committee at a luncheon meeting 
November 9. 


The South Bend, Ind., Transportation Club will hold a 
meeting in honor of Andy Bock, who will soon retire as agent 
for the New York Central, at the Indiana Club November 9. 
The club previously planned to hold the meeting at the Hotel 
LaSalle. 








The Traffic Club of Houston will hold its annual birthday 
party November 14, at the Houston Club. Joe Tilton, Wabash 
Railroad, is chairman of the committee on arrangements. There 
will be dinner and dancing. 





The Traffic Club of Newark, N. J., held its annual meeting 
November 7. New officers were installed. Dinner was served 
and there was a program of entertainment. 





Members of the Traffic Club of the New Haven, Conn. 
Chamber of Commerce have been invited to attend a special 
railroad night meeting of the Knights of St. Patrick at the 
K. of S. P. club house, New Haven, the evening of November 
11. The N. Y. N. H. & H. motion picture, “A Great Railroad 
at Work,” will be shown and there will be a program of other 
entertainment. 





The Traffic Club of New York will hold a turkey luncheon 
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November 12. There will be a program of entertainment, ar- 
ranged by the entertainment committee, of which P. J. O’Con- 
nor is chairman. 





Roy C. Ingersoll, president, Ingersoll steel and disc divi- 
sion, Borg-Warner Corporation, Chicago, and T. Collins, for- 
mer publisher, Kansas City Journal, will be guest speakers at 
the annual dinner of the Traffic Club of Kalamazoo, Mich., 
November 17. 





Captain Lou Lozier, U. S. Army, stationed at the Sunflower 
Ordnance Plant, will be the speaker at a luncheon meeting of 
the Traffic Club of Kansas City, November 9. The club will 
hold a dinner dance at the President Hotel November 14. 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued its rate order 
No. 129, prescribing tanker rates and surcharges applicable to 
the movement of petroleum and its products, in bulk, from U. S. 
Gulf ports to Cuba, effective with loadings completed on and 
after October 31. The order also prescribes demurrage rates, 
with 96 hours allowed for loading and discharging. 

By its rate advices Nos. 17 to 20, inclusive, the War 
Shipping Administration has authorized, with respect to load- 
ings completed on and after October 31, rates and surcharges 
for the transportation of bulk petroleum and petroleum 
products in tankers of over 3,000 gross tons operated for the 
account of the W. S. A., covering shipments from Netherlands 
West Indies to Cuba (in No. 17), between Peruvian ports (in 
No. 18), from Netherlands West Indies to Brazil (in No. 19), 
and from Netherlands West Indies to Central America and the 
Panama Canal Zone (in No. 20). 

The War Shipping Administration has issued rate order 
No. 128, rate and surcharge, coal in bulk, from United States 
Atlantic ports to Netherlands Guiana. The order names a rate 
of $4.20 a ton of 2,240 pounds, plus a surcharge of 300 per cent, 
on coal in bulk, from Baltimore or Hampton Roads to Para- 
maribo, subject to specified terms and conditions. The rate and 
surcharge are the maxima in which W. S. A. will concur as a 
condition to the granting, or to the continued recognition, of 
warrants authorized by the ship warrants act. 


P. R. R. RAIL RECOVERIES 


The Pennsylvania Railroad has in recent months contrib- 
uted more than 60,000 tons of steel rail to the War Produc- 
tion Board for relaying and for scrap, according to a state- 
ment by the railroad. The rail was recovered from sections 
of the main line where heavier rail was laid because of in- 
creased traffic, from side and yard tracks made unnecessary 
by industrial changes, and from branches abandoned with Com- 
mission approval. Approximately half of the total has been 
or will be relayed to provide railroad services at cantonments, 
shipyards, and Army and Navy industries and warehouses. The 
remainder will be either rerolled or used as scrap. 


PROPER INFLATION AND TIRE LIFE 

The decision of the Office of Price Administration to re- 
lease three inner tubes for purchase with each tire allocated 
is “official recognition of the fact that proper inflation is the 
most important element in tire survival,” says Harold Gray, 
technical supervisor, B. F. Goodrich Company. New tubes, 
using comparatively little rubber, protect thinning casings that 
might be ruined by underinflation resulting from old, leaky in- 
ner tubes, says he. Although few car owners are now getting 
either tires or tubes, he continues, “they can check inflation of 
their present tires frequently and have old tubes repaired when 


vd — in tires is discovered to be sinking to damaging 
evels,”” 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
ommission: 

Leonard L. Aitken, Jr., Denver, Colo.; Frank A. Anderson, 
Holdrege, Neb.; Harry E. Boot, Washington, D. C.; William 
Michael Carland, Owosso, Mich.; John I. Cosgrove, Charleston, 
8.C.; John Alvin Croghan, Washington, D. C.; Frank Delaney, 
Glenwood Springs, Colo.; Bernard Raymond Dick, Rutland, Vt.; 
Lennart Erickson, Denver, Colo.; Elmer E. Finck, Buffalo, N. 
Y.; Harry H. Frank, Philadelphia, Pa.; Lloyd E. Gandy, Spo- 
Kane, Wash.; James Leo Givan, Washington, D. C.; David Gold- 
smith, Perth Amboy, N. J.; Ira Sherman Griffin, Keota, Colo.; 
Edmund G. Hauff, Allentown, Pa.; William Stark Hawkins, 
Coeur d’Alene, Ida.; Charles Cook Howell, Jacksonville, Fla.; 
Eph. U. Johnson, Rawlins, Wyo.; Cyrus Paul Kahl, Portsmouth, 
0,; George Arthur Layman, Sheridan, Wyo.; Joseph P. Lea, Jr., 
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Orlando, Fla.; James Albert Lucas, Des Moines, Ia.; William 
J. Madden, Seattle, Wash.; Joseph Adolphus McClain, Jr., St. 
Louis, Mo.; James V. McNamara, Paterson, N. J.; Henderson 
W. Morrison, Jr., Brooklyn, N. Y.; Robert A. Nelson, Lincoln, 
Neb.; Frederick L. Nohl, Albuquerque, N. M.; Lucian Astor 
Odom, Spartanburg, S. C.; Louis J. O’Marr, Sheridan, Wyo.; J. 
Francis O’Sullivan, Kansas City, Mo.; George B. Peluso, Syra- 
cuse, N. Y.; Charles W. Proctor, Worcester, Mass.; Samuel M. 
Rosenzweig, Pittsburgh, Pa.; J. Carl Rosskopf, Louisville, Ky.; 
Herbert Acy Schryver, Chicago, Ill.; Thomas Turner, Jr., 
Greensboro, N. C.; Charles J. Tyne, Jersey City, N. J., and 
Albert D. Walton, Cheyenne, Wyo. 


R. L. E. A. INTERVENTION 


The Commission, by division 4, has permitted the Railway 
Labor Executives, Association to intervene in F. D. No. 11002, 
Denver and Rio Grande Western Railroad Co. Reorganization. 

The petition pointed out that the second supplemental re- 
port of the Commission provided that the reorganization be 
effected in a manner that would protect the interest of the 
employes. It was necessary, therefore, said R. L. E. A., that 
it be permitted to intervene, particularly in further proceedings 
which would relate to the protection of adversely affected 
employes. 


EFFICIENT USE OF CARGO SHIPS 


Clark H. Minor, of New York City, in an address before 
the board of directors of the Chamber of Commerce of the 
United States, in Washington, urged that any ships not suitable 
for war transport be immediately restored to commercial serv- 
ice, to relieve the existing shortage of ocean tonnage. 

He said simplification of shipping allocation should be con- 
sidered, so as to avoid delays in the movement of goods. He 
added that there must be close and effective cooperation by 
governments and those actually engaged in foreign trade func- 
tions, “to assure prompt shipment within the full loading ca- 
pacity of available ships.” There was a need, he said, for 
establishment of some regularity of sailings, “rather than the 
present tramp steamer system without any regularity at all.” 
He averred that a regular schedule of shipping, even of limited 
capacity, could make the available shipping space far more 
efficient. Such adjustments, in’ connection with the necessary 
control of the export and import of commodities, could make 
“a real contribution” toward the effort to win the war by re- 
ducing delays to the absolute minimum and assuring a max- 
imum of cargo movement to and from friendly nations, he 
contended. : 


MERCHANT MARINE LAW AMENDMENTS 


Senator McNary, of Oregon, speaking in the Senate, said 
he had promised Chairman Bailey, of the Senate commerce 
committee, to move for recommitment to that committee of 
H. R. 7424, amending and clarifying certain provisions of law 
relating to functions of the War Shipping Administration (see 
Traffic World, October 24, p. 994), because “‘a great many of 
those engaged in shipping and transportation by water” had 
objected to “certain provisions” of the bill. However, he said, 
War Shipping Administrator Land had asked deferment of 
the motion to recommit, believing that a modification of the 
bill, without reference to the committee, could be worked out 
that would be agreeable to the shipping interests and to the 
government agencies concerned. ‘Therefore, said Senator 
McNary, he would not make the motion for recommitment. 

Objections of steamship companies were directed, it was 
stated, against section 3 (b) of the bill as reported by the 
Senate commerce committee. That section authorizes the War 
Shipping Administrator to determine, in connection with pay- 
ment of “just compensation” to owners of requisitioned vessels, 
that the W. S. A. has requisitioned the “use” of, rather than 
“title” to, such vessels. 


MERCHANT SHIP CONSTRUCTION 

Construction of merchant ships in September increased 
10 per cent over the August output measured by the value of 
new construction in shipyards, said Chairman Nelson, of the 
War Production Board, in a report on September war produc- 
tion. Measured by the tonnage of vessels delivered, the pro- 
duction rose 34 per cent in September and was 12 per cent 
ahead of September 1 forecasts, he observed. He added that 
92 new merchant vessels were placed in actual service—21 
more than in the previous top month of July; that deadweight 
tonnage of these vessels was 1,009,000 compared with 753,000 
deadweight tons in August, and that, accordingly, production 
in a single month closely approached the total output of 
American shipyards last year. 
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Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THs Trarric WorLp. New assignments 

on the Commission’s docket of dates later than herein shown 
not bear asterisks when they do appear. Current cancellations 
postponements announced too late to show the change in this 
docket will be noted elsewhere. 


November 9—Billings, Mont.—Commercial Club—Jt. Bd. 270: 
MC 94961 Sub. 3—Daniel Klein, Broadus, Mont. 
November 9—Columbus, Ohio—State Comm.—Examiner Parker: 


MC 50404 Sub. 4—T. B. Longshore, Ironton, Ohio, permit to extend 
operations. 


November 9—Indianapolis, Ind.—U. S. Court—Examiner Schubert: 
MC 74588 Sub. 16—Marion Trucking Co., Inc., Marion, Ind., permit 
to extend operations. 
November 9—Madison, Wis.—Public Service Comm.—Jt. Bd. 111: 


MC 7249 Sub. 4—Kubly Trucking Co., Monroe, Wis., certificate to 
extend operations. 


MC 27754 Sub. 1—F. Kubly, Monroe, 
operations. 
November 9—Oklahoma City, Okla.—Shirvin Hotel—Jt. Bd. 217: 
MC 103520—Nichols Truck Line, Duncan, Okla., certificate. 
MC 103520 Sub. 5—Nichols Truck Line, Duncan, Okla., certificate to 
extend operations. 
November 9—Oklahoma City, Okla.—Skirvin Hotel—Examiner Higgins: 
MC F-1977—Frisco Transportation Co., purchase, Keystone Freight 
Lines. 
MC F-1987—Luper Transportation Co. of Oklahoma, purchase, Key- 
stone Freight Lines. 


November 9—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138 and Exam- 


Wis., certificate to extend 


iner Kassel: 

MC 2311 Sub. 1—W. Heiman, Carroll, Ia., certificate to extend opera- 
tions. 

MC 16522 Sub 1—W. L. Williams, Audubon, Ia., certificate to extend 
operations. 


MC 93796 Sub. 1—A. J. Mace, Missouri Valley, Ia., certificate. 


November 9—Wilmington, Del.—U. S. Court—Examiner Schutrumpf: 
Finance 13862—Application Baltimore & Philadelphia and B. & O. to 
abandon line from Southwood, Del., to Landenberg, Pa. 
November 10—Billings, Mont.—Commercial Club—Examiner Olentine: 
MC 104001—Bice Bros., Laurel, Mont., certificate. 
November 10—Cumberland, Md.—U. S. Court—Jt. Bd. 113: 
MC 103842 Sub. 1—Hartman and Son, Wiley Ford, W. Va., certificate. 
November 10—Indianapolis, Ind.—U. S. Court—Examiner Schubert: 
MC 74588 Sub. 12—Marion Trucking Co., Inc., Marion, Ind., permit 
to extend operations. 
November 10—Lincoln, Neb.—State Com.—Examiner Kassell: 
MC 86655 Sub. 4—Howerter Transport Service, Cozad, Neb. 
November 10—Madison, Wis.—Public Service Comm.—Jt. Bd. 96: 
MC 1494 Sub. 3—Gross Common Carrier, Inc., Wisconsin Rapids, 
Wis., certificate to extend operations. 


MC 70426 Sub. 9—Schumacher Motor Express, Eau Claire, Wis., cer- 
tificate to extend operations. 


November 10—New Milford, Pa.—Federal Bldg.—Examiner Schutrumpf: 
Finance 13957—Application D. L. & W. abandonment of branch from 
Alford Junction to Montrose, Pa. 
November 10—San Francisco, Calif—St. Francis Hotel—Examiner Linn: 
MC 103624—Zephyr Van Lines, Inc., Chicago, IIl. 
November 10—St. Louis, Mo.—Coronado Hotel—Examiner Rice: 
1. & S. 5150 and ist sup.—Routing lumber over M-K-T. 
November 10—Wichita, Kan.—Broadview Hotel—Jt. Bd. 36: 
MC 104012—W. A. Rowland, Peabody, Kan., certificate to extend op- 
erations. 
November 11—Osage, la.—Fed. Bldg.—Examiner Lyle: 
Finance 13804—Application Dubuque & Sioux City and Ill. Cent. to 
abandon line from Stacyville Junction to Stacyville, Ia. 
November 11—Washington, D. C.—Examiner Esch: 
28859—Cooperative Mills, Inc., etc., vs. P. R. R. 


November 12--Indianapolis, Ind.—U. S. Court—Examiner Schubert: 
MC 103943—Loer Trucking Co., Swayzee, Ind., permit. 

November 12—Indianapolis, Ind.—U. S. Court—Examiner Rice: 
28820—Potash Co. of America vs. A. & R. et al. 
28839—Diamond Fertilizer Co. et al. vs. A. C. & Y. et al. 
28868—Swift and Co. vs. Alton et al. 
28820 Sub. 1—Armour and Co., vs. Alton et al. 

* 28820 Sub. 3—International Minerals & Chemical Corporation vs. Al- 

ton & Southern et al. 

28820 Sub. 2—Darling and Co. vs. A. & S. et al. 


November 12—Kansas City, Mo.—Pickwick Hotel—Examiner Kassel: 

1. & S., M-2098—Classification sprocket wheels between east and mid- 
west. 

1. & S. M-2096—Deliveries beyond city limits in W. T. L, territory. 


November 12—Madison, Wis.—Public Service Comm.—Jt. Bd. 96: 
MC 54935—Kewaunee, Green Bay & Western R. R. Co. and/or Ahna- 
pee & Western Ry. Co., Green Bay, Wis., registration. 
MC 54935 Sub. 1—Kewaunee, Green Bay & Western R. R. Co., and 
Ahnapee & Western Ry. Co., certificate to extend operations. 
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November 12—Mobile, Ala.—Cawthon Hotel—Jt. Bd. 97 and Ex. Yardley; 
MC 59523 Sub. 3—Abb’s Transfer & Service Co., Inc., Mobile, Ala. 
certificate to extend operations. , 


November 12—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. gs: 
MC 60888 Sub. 3—Boyles Motor Lines, Wichita Falls, Tex., cert. 
cate to extend operations. 


November 12—Philadelphia, Pa.—Hotel Philadelphian—Jt. Bad. 67: 
MC 4018 Sub. 1—H. R. Hitt, West Wyoming, Pa., certificate, 
MC 59282 Sub. 2—K. T. Beitelman, Allentown, Pa., certificate to ex. 
tend operations. 


November 12—San Francisco, Calif.—St. Francis Hotel—Examiner Linn. 
1. & S. 5146—Terminal charges at Pacific coast ports. 

November 12—Washington, D. C.—Argument: 
1. & S. 5063—Storage crude rubber at Birmingham and Mobile, 
28745—Storage in transit of imported rubber. 
1. & S. M-1822—Water-motor rates between New Orleans and Hoys. 

ton. 
November 12—Wichita, Kan.—Broadview Hotel—Examiner Higgins: 
* MC F-1991—N. H. Benscheidt, lease, S. & C. Transport. Co., Ine. 


November 12—Yonkers, N. Y.—City Hall—Examiner Schutrumpf: 
Finance 13914—Application of N. Y. C. for a certificate permitting 
abandonment of line extending from Van Cortlandt Park Junction, 
New York City, to Getty Square, Yonkers, N. Y. 


November 13—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 14: 
MC 101156 Sub. 11—Far-go Truck Lines, Memphis, Tenn., certificate 
to extend operations. 
November 13—Des Moines, la.—Kirkwood Hotel—Jt. Bd. 54 and 201: 
MC 17357 Sub. 7—McCoy Truck Lines, Inc., Waterloo, Ia., certif- 
cate to extend operations. 


MC 95084 Sub. 3—M. A. Hove, Stanhope, Ia., certificate to extend 
operations. 


November 13—Indianapolis, Ind.—U. S. Court—Jt. Bds. 60 and 72: 
MC 88174 Sub. 4—Bellmont Trucking Co., Decatur, Ind., permit to 
extend operations. 
MC 48645 Sub. 9—Indiana R. R., Indianapolis, Ind., certificate to ex. 
tend operations. 


November 13—Kansas City, Mo.—Hotel Pickwick—Examiner Kasse] and 
Jt. Bd. 180: 
MC 665 and MC 44558—Missouri-Arkansas Transportation Co., Joplin, 
Mo. 


November 13—Oklahoma City, Okla.—Skirvin Hotel—Ex. Borroughs: 
MC 103712—Williams Gin and Feed Mills, El Reno, Okla., certificate, 


November 13—Philadelphia, Pa.—Hotel Philadelphian—Jt. Bd. 42: 
MC 76430 Sub. 2—Miller Transport Co., Inc., Philadelphia, Pa., per 
mit to extend operations. 
MC 103959—Conshohocken Motor Freight, Conshohocken, Pa., cer- 
tificate. 


November 13—St. Louis, Mo.—Coronado Hotel—Examiner Higgins: 
* MC F-1978—Interstate Motor Freight System, purchase, H. Redhage. 


November 13—Tipton, la.—Fed. Bldg.—Examiner Lyle: 
Finance 13928—Application C. R. I. & P. for permission to abandon 
branch line extending from Stockton to Tipton, Ia. 


November 13—Washington, D. C.—Argument: 
28592—E. L. Foots et al. vs. Cedar Rapids & Iowa City et al. 
28705—Buchman Manufacturing Co. vs. P. R. R. 


November 14—Dayton, Ohio—Van Clive Hotel—Commissioner Aitchison: 
28842—Dayton Union Ry. Co., tariff for red cap service. 


November 14—Indianapolis, Ind.—U. S. Court—Examiner Schubert: 
MC 83338 Sub. 4—Mahnensmith Trucking Service, Ossinn, Ind., per 
mit to extend operations. 


November 14—Indianapolis, Ind.—U. S. Court—Examiner Higgins: 
* MC F-1967—Decatur Cartage Co., Inc., of Indiana, lease, Homer L. 
McNaughton. 


November 14—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 88: 
MC 30605 Sub. 33—Santa Fe Trail Transportation Co., Wichita, Kan., 
certificate to extend operations. 


November 14—Philadelphia, Pa.—Hotel Philadelphian—Ex. Hanrahan: 
MC 50649 Sub. 1—D. MacConachie, Philadelphia, Pa. 


November 16—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 157 
and Examiner Yardley: 


MC 73464 Sub. 4—Jack Cole Co., Inc., Birmingham, Ala., certificate 
to extend operations. 


November 16—Cleveland, Ohio—Hotel Cleveland—Examiner Schubert: 
MC 48807 Sub. 1—Stonehill Express Co., Cleveland, O. 


November 16—Columbus, O.—Hotel Deshler—Division 2: 
28300—Class rate investigation, 1939. 
28310—Consolidated freight classification. 


November 16—Concord, N. H.—State Comm.—Ex. Hanrahan and Jt. 
Bd. 186: 
MC 103637—W. W. Van Ness, West Townsend, Vt., certificate. 
MC 17543 Sub. 1—Nashua, Boston, Manchester Express, Nashua, 
N. H., certificate to extend operations. 


November 16—Kansas City, Mo.—Hotel Pickwick—Examiner Kassel: 
MC 46599—Healzer Cartage Co., Hutchinson, Kan. 


November 16—Knoxville, Tenn.—U. S. Court—Jt. Bd. 107: 
MC 1504—Atlantic Greyhound Corp., Charleston, W. Va., certificate 
MC 8500—Tennessee Coach Co., Knoxville, Tenn., certificate. 
MC 3524 Sub. 3—Houser Freight Lines, Inc., Maryville, Tenn., certifi 
cate to extend operations. 


Novem! 
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Personal Notes 





Chairman Kendall, of the Car service division of the As- 
sociation of American Railroads, has announced personnel 
changes as follows: R. D. Rifenburgh, district manager at 
Dallas, has been appointed district manager at Detroit, vice 
R. S. Harlan, transferred, and C. P. Wasson, car service agent, 
Dallas district, has been promoted to district manager at Dal- 
las. Mr. Rifenburgh has been with the car service division and 
its predecessor, the car service section of the Railroad Admin- 
istration, since 1918. Mr. Wasson has been with the division 
since 1923. 

L. C. Groom has been appointed manager of real estate 
for the Canadian National Railways at Montreal. 

The following will speak at a meeting of the Niagara Fron- 
tier Industrial Traffic League at Buffalo, N. Y., November 9: 
W. E. Maloney and E. A. Momberger, on O. D. T. order 
No. 18; J. J. Hailey, on Rules 15, 30, 33 and 51 of the Con- 
solidated Freight Classification; W. B. Faulkner, ‘“Transporta- 
tion Tax”; C. J. Ratzel, ‘National Industrial Traffic League 
Docket”; J. W. LeRoy, “O. D. T. No. 21.” 

Alvin A. Burger, director of resedrch, New Jersey State 
Chamber of Commerce, was guest speaker at a recent meeting 
of the New Jersey Merchandise Warehousemen’s Association 
at Newark, N. J. 

George G. Beltzhoover, retired special passenger agent for 
the Pennsylvania Railroad at Chicago, died October 29, at the 
age of 86. Before his retirement in 1926, he served the com- 
pany nearly 48 years, handling arrangements for transporta- 
tion of theatrical companies. 

Henry R. McLean, eastern traffic agent at New York for 
the Central of Georgia, died recently. John A. Rutledge has 
been appointed commercial agent at Cincinnati. 

Alfred Lloyd Bither, Sr., retired general western freight 
agent for the Luckenbach Steamship Company, died at Hins- 
dale, Ill., November 4. 

The Eastern Traffic Bureau has announced the appoint- 
ments of Joseph I. Carney as traffic manager, Victor C. Car- 
reiro, assistant traffic manager, and William R. Moore, gen- 
eral traffic manager, all at New York. 

Edward D. Heilbrun has been appointed traffic manager 
for the Edward G. Budd Manufacturing Company cargo air- 
craft plant at Philmont, Pa. 


John Urquhart has been appointed secretary for the Mid- 
West Shippers’ Advisory Board at Chicago, succeeding A. W. 
Wilkins, who died. 

T. O. Chrismer has been appointed general agent, freight 
department, for the Wabash Railroad at Little Rock, Ark., 
succeeding T. G. Smith who has joined the U. S. Navy. 


R. L. Florance has been appointed traveling freight and 
passenger agent at Fort Worth, Tex., for the Fort Worth and 
Denver City Railway and the Wichita Valley Railway. 


J. Y. Blumstrom has been appointed general agent at 
Lewiston, Ida., for the Northern Pacific, succeeding A. F. 
Shirley, who has retired after serving 29 years with the com- 
pany. 

William J. Kelley has been appointed district freight rep- 
resentative at New Haven, Conn., for the Baltimore and Ohio, 


succeeding J. W. Kelly, who has been transferred to other 
duties. 


The Milwaukee Road has announced the following appoint- 
ments: H. Wuerth, division engineer, Savanna, IIl., succeeding 
H. B. Christianson, who has been commissioned a lieutenant 
Colonel in the U. S. Army; R. A. Whiteford, division engineer, 
Marion, Ia.; W. E. Ross, division engineer, Ottumwa, Ia. The 
following have been appointed to the newly created positions of 
district safety engineers: William A. French, Milwaukee; Otto 
C. Stainer, Chicago; Roy A. Dahms, Milwaukee; Clifford W. 
Riley, Ottumwa; Martin L. Medinger, St. Paul, Minn.; Frank 
M. Washburn, Minneapolis; H. J. McMahon, Miles City, Mont.; 
T. E. Corbett, Tacoma, Wash. 

L. G. Turner has been appointed transportation inspector 
for the Santa Fe System, coast lines, at Los Angeles. 

William A. Irwin has been appointed commercial agent for 
the Erie Railroad at Los Angeles. 

Ray H. Culbertson has resigned as traffic manager for the 
Pacific Highway Transport, Inc., to become secretary-manager 
for the Washington Motor Transport Association, and district 
manager for the Pacific Inland Tariff Bureau, at Seattle. 

James T. Lean has been appointed district freight agent 
at Baltimore for the Baltimore and Ohio, succeeding Edward 
S. King, who has retired after serving with the company more 
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than 55 years. Frank M. White, Jr., has been appointed foreign 
freight agent at Chicago. 

Frank K. Bell has been appointed manager for the Alcoa 
Steamship Company at Trinidad, British West Indies. 

W. W. Woods has resigned as superintendent for Acme 
Fast Freight at Newark, N. J., to join the Empire Box Corpo- 
ration as traffic manager at Garfield, N. J 

Nels R. Howe has been appointed commercial agent, at 
Seattle, Wash., for the Kansas City Southern and the Louisiana 
and Arkansas railways. He succeeds Bruce Rogers, Jr., who 
resigned to enter the U. S. Navy air corps. 

Edward S. King has: retired as district freight agent at 
Baltimore for the Baltimore and Ohio Railroad. He is a former 
president of the Traffic Club of Baltimore. 








November 16—Knoxville, Tenn.—U. S. Court—Jt. Bd. 279: 


MC 102538 Sub. 1—Yellow Cab & Coach Co., Bristol, Va., certificate 
to extend operations. 


November 16—Milwaukee, Wis.—Hotel Schroeder—Examiner Luce: 
MC 76993 Sub. 5—Express Freight Lines, Inc., Milwaukee, Wis., cer. 
tificate to extend operations. 


November 16—Oklahoma City, Okla.—Skirvin Hotel—Exam. Borroughs: 
1. & S. M-2097—Canned goods, Colo. to Okla. 
MC C-349—Foods, canned, Colo. to Okla. 


November 16—Sioux Falls, S. D.—U. S. Ct.—Jt. Bds. 145, 147 and 148: 
MC 104018—N. K. Isaak—Jarkston, S. D., certificate. 
MC 103821—L. P. Mauch, Adrian, Minn., certificate. 
MC 89501 Sub. 1—O. R. Walter, Scotland, S. D., certificate to extend 
operations. 
November 16—Washington, D. C.—Examiner Bennett: 
MC 47874—A. W. Hawkins, Inc., Culpeper, Va. 


November 17—Boston, Mass.—Hotel Manger—Examiner Hanrahan: 
MC 103995—Bridges Bros., Newburyport, Mass., certificate. 
MC 27583 Sub. 3—Leonard E. Belcher, Inc., Springfield, Mass., cer- 
tificate to extend operations. 


November 17—Brooklyn, N. Y.—Hotel St. George—Examiner Kirby: 
Finance 13170—Florida East Coast reorganization. 


November 17—Cleveland, Ohio—Hotel Cleveland—Examiner Schubert 
MC 53194 Sub. 1—A & A Truck Lines, Inc., Canton, Ohio, certificate 


November 17—Knoxville, Tenn.—U. S. Court—Jt. Bd. 107: 
MC 59583 Subs 5 and 25—Mason and Dixon Lines, Inc., Kingsport 
Tenn. 


November 17—Tulsa, Okla.—Mayo Hotel—Jt. Bd. 88: 
MC 30165 Sub. 42—English Freight Co., Dallas, Tex., certificate to 
extend operations. 
November 17—Washington, D. C.—Examiner Molster: 
* Finance 13990—Application of Chesapeake Western Ry. for authority 
to acquire and operate the property of Valley R. R. Co. 


November 18—Boston, Mass.—Hotel Manger—Examiner Hanrahan: 
MC 103539—C. F. Jameson, Ltd., Haverhill, Mass., permit. 


November 18—Cleveland, Ohio—Hotel Cleveland—Jt. Bd. 117: 
MC 30156 Sub. 4—Lake Shore Cartage, Inc., Cleveland, Ohio, certifi- 
cate to extend operations. 


November 18—Dallas, Tex.—Baker Hotel—Jt. Bd. 77 and Ex. Borroughs: 
MC 30091 Sub. 9—Miller & Miller Motor Freight Lines, Wichita Falls, 
Tex., certificate to extend operations. 
November 18—Milwaukee, Wis.—Hotel Schroeder—Jt. Bd. 13: 
MC 76985 Sub. 1—Bartzen Transportation Co., Milwaukee, Wis. 
MC 76986—Bartzen Cartage Co., Milwaukee, Wis. 


November 18—Rapid City, S. D.—Alex Johnson Hotel—Jt. Bds. 183 and 
233: 


MC 2180 Sub. 30—Burlington Transportation Co., Chicago, IIl., cer 
tificate to extend operations. 

MC 102385 Sub. 1—Pathfinder Transit Lines, Casper, Wyo., certif- 
cate to extend operations. 

MC 100885—B & B Transportation Co., Rapid City, S. D. 


November 18—Lexington, Ky.—Bd. of Com. Bldg.—Exam. Harrison: 
MC 8354 Sub. 2—Gillis Van Service, Lexington, Ky., certificate or pel 
mit to extend operations. 
November 19—Boston, Mass.—Hotel Manger—Examiner Hanrahan: 
MC 56363 Sub. 1—Wm. McDonald & Co., Boston, Mass., certificate 
to extend operations. 
MC 87541 Sub. 1—H. Goldman, Inc., Roxbury, Mass., certificate to 
extend operations. 
November 19—Boston, Mass.—Hotel Manger—Jt. Bd. 231: 


MC 61738 Sub. 4—M. & A. Trucking Co., Boston, Mass., certificate to 
extend operations. 


November 19—Brooklyn, N. Y.—Hotel St. George—Examiner Kirby: 
Finance 13335—Wabash receivership. 

November 19—Chicago, II|.—Sherman Hotel—Examiner Luce: 
MC 88447—Jacob’s Van Line, Chicago, IIl. 

November 19—Cleveland, Ohio—Hotel Cleveland—Examiner Schubert: 


MC 70556 Sub. 2—J. C. Newton Trucking Co., Canton, Ohio, permit 
to extend operations. 


November 19—Dallas, Tex.—Baker Hotel—Examiner Borroughs: 
MC 20914 Sub. 3—Crawford Truck Lines, San Antonio, Tex., cé 
cate to extend operations. 
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Public Warehouses in Distribution, by John H. Frederick 


Nine chapters analyzing the services of public warehouses 
in distribution, covering storage and delivery services, ware- 
house receipts, field warehousing, pool car distribution, stor- 
age in transit, trucking and city delivery, flexibility of leased 
warehouse space, how warehouses solve the branch house 
problem, and how to select public warehouses. 62 pages, pa- 
per cover, 50 cents. 


Industrial Traffic Management, by G. Lloyd Wilson 


335 pages covering scope of traffic management, training, ship- 
ping and receiving, management of equipment, rates, rate 
adjustments, tariffs, routing, tracing, expediting, claims, ex- 
press, parcel post, foreign trade, procedure before I. C. C. and 
state commissions, federal regulation. Two volumes—Cloth 
bound, $1.50 each—Two volumes $3.00. 

Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen chapters covering railroad freight traffic departments, 
rules of freight classification, principles of rate making, tariff 
construction and interpretation, principles of rate structures, 
analysis of rate structures in freight rate territories, and the 


— of export and import rates. 160 pages, cloth bound, 
1.50, 


Selling Highway Freight Transportation, by Charles E. Parks 


Tells of the effect of regulation on truck line merchandising 
methods, shipping motives, sales resistance and how to meet 
it, suggested techniques for personal solicitation, and the 
most profitable fields for selling highway freight transporta- 
tion. 70 pages, cloth bound, $1.00. 

The Principles of Water Transportation, by G. Lloyd Wilson 
Twelve chapters covering the development and organization 
of water transportation, ports and port charges, freight for- 
warding and brokerage, documents and procedure, freight 
classification and rates, passenger, mail, and express services, 
government aid to and regulation of shipping, and summaries 
of marine policies of leading maritime nations. 107 pages, 
paper cover, 50 cents. 


Selling Railroad Transportation, by Charles E. Parks 


An analysis of selling methods, qualifications of railroad sales- 
man, and what he should know, four groups of prospects, 
buying motives, analysis of buying process. 71 pages, paper 
cover, 50 cents. 


Railroad Organization, Operation and Traffic, by G. Lloyd Wilson 
Nineteen chapters ccvering railroad development corporate 
organization, organization and personnel of traffic depart- 
ments, operating departments, roadway and structures, rolling 
stock and equipment, yard and terminal operation, accounting, 
solicitation and traffic development, special and terminal serv- 
ices, passenger services and rates, freight rate making and 
changing, public relations. 144 pages, paper cover, 50 cents. 


Motor Freight Transportation and Regulation, by G. Lloyd Wilson 


Seventeen chapters covering development of motor transporta- 
tion and highways, types of motor freight carriers, local and 
intercity services, principles of freight classifications and rate 
making, regulations governing tariffs and schedules, bills of 
lading and shipping documents, liability and insurance, ac- 
counting principies, analysis of regulation. 168 pages, cloth 
bound, $1.50. 
Air Transportation and Regulation, by G. Lloyd Wilson 


A 70-page paper cover booklet covering air mail services, the 
place of aic express in present day distribution, passenger 
services, the regulation of air transportation by local, state, 
federal and international agencies. 50 cents. 

Traffic Law, by G. Lloyd Wilson 


Ten chapters covering duties and liability of carriers, special 
rates and rebates, claims, embargoes, freight pooling, payment 
of freight charges, as governed by the interstate commerce 
act and common law, and as applied by the federal courts. 
70 pages, paper cover, 50 cents. 


52 TRAFFIC LESSONS 
on Fundamentals of Freight Traffic, by G. Lloyd Wilson 
in 4 Parts—$1.50 Each—Set of 4, $5.00 


Part 1—Freight Classification and Rate Making 


Carrier traffic management—functions and organization, traffic 
geography, territorial subdivisions, principles and rules of 
freight classification and rate making, rate structure, rate 
making machinery, tariff construction and _ interpretation. 
Cloth bound, 160 pages, $1.50. 


Part 2—Railroad Freight Rate Structure 


The freight rate structure of each territorial subdivision, 
interterritorial rate structure, rail-water rates, and import and 
export railroad rates. Cloth bound, 208 pages, $1.50. 


Part 3—Miscellaneous Transportation and Rates 


Covers freight rates and services of all types of transportation 
other than railroads—Motor Carriers—Water Carriers—Freight 

. Forwarders—Air Lines—Express Companies—Pipe Lines—Pri- 
vate Freight Cars. Cloth bound, 151 pages, $1.50. 


Part 4—Freight Shipping Documents, Routing and Claims 
Includes chapters on Shipping Documents—Routing, Tracing 
and Expediting—Loss, Damage, Delay Claims and Overcharge 
Claims—Concealed Loss and Damage Claims—Reparation— 
Procedure before Committees and Regulatory Commissions. 
Cloth bound, 166 pages, $1.50. 


All books shipped postpaid. If ten or more books are ordered at one 
time, deduct 10% from list price. Send remittance with order to 
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November 19—Lexington, Ky.—Bd. of Commerce Bldg.—Jt. Ba. 495. 
MC 67734 Sub. 1—Wells Bus Line, Cannel City, Ky., certificate to 
extend operations. 
MC 102578 Sub. 1—L. Sanders, Liberty, Ky., certificate to extend 
operations. 
November 20—Aberdeen, S. D.—Alonzo-Ward Hotel—Examiner Myers. 
1.-& S. M-2111—Minimum rates and charges of Nick’s Produce (Co, 
November 20—Aberdeen, S. D.—Alonzo-Ward Hotel—Jt. Bd. 230: 
MC 5427 Sub. 5—M. & St. L. R. R. Co., Minneapolis, Minn., certificate 
to extend operations. 
November 20—Boston, Mass.—Hotel Manger—Jt. Bd. 69: 
MC 52636—Taylor’s Express Co., Haverhill, Mass. 
November 20—Charleston, S. C.—U. S. Ct.-Jt. Bd. 2: 
MC 3605 Sub. 5—Greensboro-Fayetteville Bus Lines, Inc., Charlotte 
N.C. 
November 20—Chicago, IIl.—Hotel Sherman—Jt. Bds. 21 and 72: 
MC 8787 Sub. 4—Saginaw Transfer Co., Saginaw, Mich., certificate 
to extend operations. 
MC 68909 Sub. 9—Decatur Cartage Co., Chicago, IIl., certificate to 
extend operations. 
November 20—Cleveland, Ohio—Hotel Cleveland—Jt. Bd. 117: 
MC 7573 Sub. 1—Lehman Cartage Co., Elyria, Ohio, certificate to ex. 
tend operations. 
November 20—Louisville, Ky.—Brown Hotel—Examiner Harrison: 
MC 8790 Sub. 1—Safety Transfer & Storage Co., Inc., Louisville, 
Ky., certificate. 
November 20—Washington, D. C.—Argument: 
W-16—S. C. Loveland Co., Inc., application. 


November 21—Boston, Mass.—Hotel Manger—Jt. Bd. 231: 
MC 12270—K. L. Watson, Roxbury (Boston), Mass., license. 
MC 12271—T. F. Galvin, Jr., Roxbury (Boston), Mass., license, 
November 21—Cleveland, Ohio—Hotel Cleveland—Jt. Bd. 27: 
MC 103853—F. Voorhees, Warren, Ohio, permit. 
November 21—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 29778 Sub. 42—Yellow Transit Co., Oklahoma City, Okla., cer. 
tificate to extend operations. 
November 23—Boston, Mass.—Hotel Manger—Examiner Hanrahan: 
MC 19070—F. P. Fay Live Stock Transportation, Weymouth, Mass. 
November 23—Buffalo, N. Y.—Hotel Buffalo—Examiner Schubert: 
MC 3566 Sub. 10—Keeshin Motor Express Co., Ine., Chicago, IIL, 
certificate to extend operations. 
November 23—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 30165 Sub. 34—English Freight Co.—Dallas, Tex., certificate to 
extend operations. 
MC 2322, Sub. 10—Johnson Transport Co., Inc., Waco, Tex., cer- 
tificate to extend operations. 


November 23—EI! Paso, Tex.—Hotel Paso Del Norte—Jt. Bd. 87: 
MC 103157 Sub. 1—Dorris Truck Lines, Hot Springs, N. M., certif- 
cate to extend operations. 
November 23—Fargo, N. D.—U. S. Court—Jt. Bd. 24: 


MC 52751 Sub. 5—Ace Lines, Inc., Fargo, N. D., certificate to extend 
operations. 


November 23—Louisville, Ky.—Brown Hotel—Jt. Bds. 25 and 37: 
MC 375 Sub. 2—Merchants Service Line, Princeton, Ky., certificate 
to extend operations. 
MC 103902—James Shelton, Carrollton, Ky., permit. 


November 24—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 69117 Sub. 1—Southern Transfer Co., Atlanta, Ga., certificate to 
extend operations. 
November 24—Buffalo, N. Y.—Hotel Buffalo—Jt. Bd. 330: 
MC 88697 Sub. 1—C. E. Mandot, Cleveland, Ohio, permit to extend 
operations. 
November 24—Dallas, Tex.—Baker Hotel—Jt. Bd. 32: 
MC 1968, Sub. 23—D. C. Hall Motor Transportation, Fort Worth, Tex., 
certificate to extend operations. 
November 24—Fargo, N. D.—U. S. Court—Jt. Bd. 24: 
MC 9700 Sub. 8—Midnite Express, Inc., Fargo, N. D., certificate to 
extend operations. 
November 24—Providence, R. |.—Narragansett Hotel—Exam. Hanrahan: 
MC 103098 Sub. 1—C. W. Fleming, Fairhaven, Mass., permit. 
1. & S. M-2073—C. O. D. rule applicable at R. I. and Mass. points. 
MC 19833—C. W. Fleming Trucking, Fairhaven, Mass. 


November 24—St. Louis, Mo.—Mark Twain Hotel—Jt. Bds. 135 and 149: 
MC 3062 Subs. 1 and 2—L. A. Tucker Truck Lines, Inc., Cape Giral- 
deau, Mo., certificate to extend operations. 


November 25—Buffalo, N. Y.—Hotel Buffalo—Examiner Schubert: 


MC 70971 Sub. 1—Ryan Carting Co., Rochester, N. Y., certificate to 
extend operations. 


November 25—Fargo, N. D.—U. S. Court—Jt. Bd. 300: 


MC 102026 Sub. 3—Fettes Motor Freight, Wyndmere, N. D., certifi 
cate to extend operations. 


November 25—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 135: 
MC C-344—Anderson Motor Service Co. et al. vs. Leahey Motor 
Service. 


November 25—Providence, R. !|.—Narragansett Hotel—Jt. Bd. 18: 
MC 101459, Sub. 1—Skelly Detective Service, Inc., Fall River, Mass. 
certificate to extend operations. 


November 27—Brooklyn, N. Y.—St. George Hotel—Examiner Hanrahan: 
MC 103804 Sub. 1—A. Meltzer, Brooklyn, N. Y., certificate. 
MC 103912—S. Trollinger, Tuckahoe, N. Y., certificate. 
MC 103952—Atlantic Shell Cabs, New York, N. Y., certificate. 
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THERE IS 


NO SHORTAGE 


OF PROTEX EXCELSIOR PADS, 
WOOD WOOL, AND EXCELSIOR 


Rumor has it, that because of the shortage of 
certain types of lumber .. . excelsior, wood wool, 
and excelsior pads soon may be difficult to obta n. 
The rumor is without foundation . . . the facts are 
quite to the contrary. 


Excelsior and excelsior pads are made from ma- 
terials which are abundantly available. It takes 
a minimum of 18 months for seasoning and air 
curing freshly cut timber until it is in prime con- 
dition for conversion. Today ...as always... 
a normal reserve is on hand at each of our seven 
mill sites. Furthermore, since such timber is a 
non-critical material, our vast supply is con- 
stantly being replenished. 


For the best in packing protection, get Protex 
Excelsior, Wood Wool, and Excelsior Pads. Your 
requirements will be supplied as promptly as 
always. 


Send for Sample Protex Pack-Kit 


American Excelsior Corporation 
1000-1020 N. Halsted Street Chicago, Ill. 


UNITED FRUIT 
* COMPANY « 


Regular Established Services 


between 
NORTH ATLANTIC, SOUTH ATLANTIC 
AND GULF PORTS 


and 


CUBA *- COLOMBIA 


JAMAICA - GUATEMALA ° NICARAGUA 
HONDURAS ¢ BRITISH HONDURAS 
COSTA RICA * EL SALVADOR * PANAMA 
WEST COAST of CENTRAL and 
SOUTH AMERICA 


* 


For information consult 


FREIGHT BOOKING DEPARTMENT 


Pier 2, North River, New York 
Whitehall 4-1700 














1127 


War won’t wait! 


Railway Express provides fast trans- 
portation for the things the nation 


needs to win the war—and for vital 


home-front necessities, too. 


RAILWAY EXPRESS 


AGENCY INC. 


NATION-WIDE RAIL-AIR SERVICE 
















on 
WARTIME 
SHIPPING 


Write for it Today! 


Shows Methods and 
Tools Widely Used for Safe, Fast Shipment 
of Vital Ordnance Materials, Ammunition, etc. 


@ This new bulletin shows how government prime contractors 
and sub-contractors are using scientific Signode loading 
methods to assure ‘‘on time’”’ delivery of shells, truck bodies, 
airplanes, inert bombs, life rafts and other vital war products. 
Also illustrates the Signode Tools used for safe application of 
Signode Steel Strapping. Send for it today! 


SIGNODE STEEL STRAPPING CO. 
2613 N. Western Ave., Chicago, Ill. 

Brooklyn, N. Y.: 364 Furman St. San Francisco Calif.: 451 Bryant St.: 

Representatives in Principal Cities Throughout the United States and Canada 


SIGNODE == 
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November 27—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 10472 Sub. 8—Byers Transportation Co., Inc., Kansas City, Mo., 
certificate to extend operations. 
MC 52857 Sub. 8—Southern Transit Co., Kansas City, Mo., certificate 
to extend operations. . 


November 27—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 145: 
MC 96504—Emery Miller Transfer, Rainy River, Ontario, Can., cer- 
tificate. 


November 27—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Schubert: 
MC 69745—Dale Transportation Lines, Inc., Pittsburgh, Pa. 
November 28—Brooklyn, N. Y.—Hotel St. George—Examiner Hanrahan: 
MC 94594 Sub. 1—Flatbush Moving Van Co., Inc., New York, N. Y., 
certificate to extend operations. 
MC 103727—L. Kaltman, New York, N. Y., certificate. 
November 28—Kansas City, Mo.—Hotel Pickwick—Examiner Harrison: 
MC 103967—Newway Transfer, Kansas City, Mo., certificate. 
November 28—Lansing, Mich.—Hotel Porter—Jt. Bd. 76: 
MC 66562 Sub. 458—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 


November 28—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Schubert: 
1. & S. M-2095—Canned goods from Baltimore to Pittsburgh. 
November 30—Brooklyn, N. Y.—Hotel St. George—Exam. Hanranhan: 
MC 88845 Sub. 2—Parcel Delivery Service, Inc., Newark, N. J., per- 
mit to extend operations. 
November 30—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 103263 Sub. 1—Freeman Motor Lines, Asheville, N. C., certificate 


November 30—Chicago, II!.—Hotel Morrison—Commissioner Miller and 
Examiner Howell: 


26712 et al.—Rail and barge joint rates. 


November 30—Des Moines, la.—Kirkwood Hotel—Examiner Meyers: 
MC 4473, MC 51636 and Sub. 1—In matter of holding by Conard 
Freight Lines, Adel, Ia., of certificate under MC 51636 and Sub. 1 
and by Conard Transfer, of permit under MC 4473. 
November 30—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 19: 
MC 71982 Sub. 1—J. C. Fleming, Kansas City, Kans., certificate to 
extend operations. 
November 30—Lansing, Mich.—Hotel Porter—Jt. Bds. 76 and 9: 
MC 68237 Sub. 1—Michicago Motor Express, Inc., Stevensville, Mich., 
certificate to extend operations. 
MC 103762 Sub. 3—Robinson Cartage, Grand Rapids, Mich., certificate. 
November 30—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 118 and 61: 
MC 66562 Sub. 447—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
MC 67095—E. F. Kuecher, Wellsburg, W. Va., certificate or permit. 
MC 87665 Sub. 2—Carnahan Package Delivery, Wheeling, W. Va., 
certificate to extend operations. 


FOR SALE 
178 55-ton DOUBLE HOPPER CARS, USRA TYPE 


all steel, self clearing; 1880 feet capacity. 
Built 1920, 1921 and 1922. 


A-B Brakes and Full “U’”’ Truck Frames 


Also, fair quantity New Repair Materials available. 


MUST BE DISPOSED OF IMMEDIATELY 
so if of interest ACT NOW! 


IRON & STEEL PRODUCTS, INC. 


37 years’ experience. 
13450 S. Brainard Ave., Chicago, Illinois 


“ANYTHING containing IRON or STEEL” 


OUR young associates are going or gone; you must 

carry the heavier load of wartime— must work q 
harder and more efficiently. We know you are willing, <n 
but are you as capable as you should and can be? < 

We can help you—at a comparatively 

low investment of money and spare time. 4 
What you study tonight in our Traffic 
Management Training, you can AN job better and 
use on your job tomorrow. N prepare for the 
a i hs me it gives ce job ahead. 
the knowledge and 5 
skill needed to do the . oe © 


page booklet, telling how 
hundreds of traffic 
leaders have stepped ahead and 
Q how you can do the same. Send 
for it now. 


LASALLE EXTENSION UNIVERSITY 


49 A Correspondence Institution 


Dept. 1195-T CHICAGO, ILL. 











TRAFFIC WORLD 


November 30—Washington, D. C.—Examiner Lawton: 

1. & S. M-2011—Cotton piece goods, etc., southern to eastern points 
November 30—-Washington, D. C.—Examiner Garofalo: 

MC 35628, Sub. 1—Interstate Motor Freight System, Inc. 
December 1—Brooklyn, N. Y.—Hotel St. George—Examiner Hanrahan: 


MC 8771 Sub. 3—Saw Mill Supply, Inc., Yonkers, N. Y., certificate to 
extend operations. 


MC 77447 Sub. 2—Miller’s Express Service, New Brunswick, N, £, 
certificate to extend operations. 
December 1—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 46016—Huckabee Transport Corporation, Columbia, S. C, 
December 1—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 103881 Sub. 1—Gray’s Service Station, Maryville, Mo., permit. 


MERCHANT MARINE CADET TRAVEL 


By supplement No. 1 to its general order No. 24, the 
War Shipping Administration has prescribed regulations to 
reimbursment of cadets in the U. S. Merchant Marine Cadet 
Corps for traveling expenses incurred under conditions set 
forth in the supplement. 


WAIVER OF COASTWISE LAWS 


Herbert E. Gaston, Acting Secretary of the Treasury, has 
announced waiver of compliance with existing coastwise 
shipping laws to the extent necessary to permit vessels of 
limited or restricted registry owned or chartered by the War 
Shipping Administration and certain foreign vessels chartered 
by the W. S. A. to transport passengers or merchandise, or both, 
in the coastwise trade, and to permit those and other vessels 
so owned or chartered to tow any vessel coastwise. 


SALE OF VESSELS TO ALIENS 


To warn vessel owners who may be unfamiliar with the 
law, the Maritime Commission has called attention to section 
37 of the shipping act of 1916. It said this section was invoked 
by the Presidential proclamation of an unlimited national emer- 
gency on May 27, 1941, and that it required prior approval by 
the commission before sale or delivery of any type of vessel 
might be made to an alien. 

“Many small vessel owners, including the owners of pleas- 
ure vessels,” said the commission, “apparently unaware of the 
law have sold their craft in recent months to non-citizens, with- 
out first obtaining commission approval. When the new owner 
applies for registration or a certificate of award of number 
under such circumstances, the sale is questioned and results in 
legal difficulties and imposition of fines, which can be avoided 
if proper approval is obtained. 

“Section 37 makes unlawful, without first obtaining the 
approval of the Maritime Commission, the sale, mortgage. lease 
charter or delivery of any vessel owned in whole or in part b” 
any person a citizen of the United States or by any corporation 
organized under the laws of the United States or any state. 
territory, district or possession thereof to any person not a 
citizen of the United States.” 

The commission said that any violation of this section was 
punishable by a fine of not more than $5,000 or imprisonmet 
of not more than five years or both, and that “any vessel in- 
volved in such violation shall be forfeited to the United States.” 














CHANGES IN DOCKET 

Hearing MC 69117 Sub. 1, November 4, Atlanta, Ga., postponed to 
November 24, Henry Grady Hotel, Atlanta, Ga., Jt. Bd. 101. 

Hearing 28876, November 5, Oklahoma City, Okla., postponed to 
date to be fixed. 

Hearing |. & S. 5126, November 6, Cleveland, Ohio, postponed to 
date to be fixed. 

Hearing MC 10271 Sub. 2, November 4, Des Moines, Ia., canceled. 





CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 





TRANSFER AND STORAGE BUSINESS—Excellent profit record for 
17 years. Located in progressive, pleasant city within 90 miles of 
Chicago. Will sell all or part interest, on an attractive arrangement, to 
man capable of running the business. Address Box 75, Traffic World. 
eS (AE a BS Ace a ee Re car ea 


MR. EXECUTIVE—The services of men may be frozen to their 
present positions for the duration. Traffic Manager, draft exempt, 2 
years’ experience, transit expert, desires immediate connection where 
merits of ability will be recognized. Reference A-1. Address Box 76, 
Traffic World. 
eS a 

POSITION WANTED—Industrial traffic manager, thorough knowk 
edge all phases transportation problems, 20 years’ experience, draft 
exempt. Address Box 78, Traffic World. 






